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For Harley Riders Only! 


(Electro Glide buddy seat only) 


GHDE RIDE 


The only way to eliminate 
vibration and pounding so you 
can ride for hours without dis- 
comfort. No backache. No 
tingling. Just the smoothest ë 
ride you've ever had on your 
Harley. 


e Exclusive isomode vibra- 
tion absorption pads com- 
pletely eliminate annoying e 
frequency vibration from 
engine, gears, chains and 
sprockets. 


e Glide Ride comes com- 
plete with all necessary 
parts and hardware. Has 
no moving parts so 
nothing wears out. 


Glide Ride doesn't alter 
the appearance of your 
Electro Glide and can be 
transferred from bike to 
bike. 


Can be installed in your 
garage with hand tools 
only, no welding required. 


Glide Ride has been fully 
tested and proven. 
Patent applied for. 


Treat yourself to aride that's 


priceless for only $44.95. 
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Send check or money order to: 


GHDE RIDE 


3 Hunter Ridge Road 
В.О. 2, Sussex, N.J. 07461 


For information brochure, 
send self-addressed stamped 
envelope. 
Dealer/distributor inquiries 
invited. 


Enduro Speedo & Racer 


New side reset knobs on VDO Enduro Instruments are big enough to grab 
and tough enough to take it. Great improvements to two great instruments. 
Speedo includes odometer. Trip counter reads in tenths and can be set 
forward or backward. Racer is ultimate competition instrument, calibrated 
for use with accurate watch to provide precise time/distance computations. 
Both instruments are housed in tough, matte black cases, night-lighted, 


with 3-1/8" faces. 
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м DO CYCLE INSTRUMENTS 


116 Victor © Department 101 с Detroit, MI 48203 


Precision instrumentation from Germany . . . for the world. 


B New folder describes VDO Handlebar Gauges . . . Biker Tach and Speedo for cus- 
8 tom bikes ... Enduro Speedo and Racer. Send 25¢ to cover handling and postage. 
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1976 CB-500T е 


demands stand-out styling along with mid- 

size performance and economy, the Honda 

CB-500T is just the machine. And during 

your Honda dealer's Showroom Showdown, 
ў) brand-new 1976 CB-500T's are being listed 
at the manufacturer's suggested retail price 
of $1,423* ($1,433 East Coast price). 

The CB-500T features a spirited 498cc 
double-overhead-cam, twin-cylinder, four- 
stroke engine with a smooth-operating five- 
speed transmission. Exposed-leg front 
> forks help soak up road 
VW bumps. An electric starter 

makes starting easier. And 
for sure-footed stops, the 
CB-500T comes with a hydraulic 
front disc brake. With this much 
motorcycle for $1,423 you can't 
go Wrong. But supply is limited, 
so hurry down to your Honda 
dealer's Showroom Showdown 
and see the 1976 Honda 
CB-500T today. 











1976 MR-25 Enduro riders, 
hang on to 


your time card! Brand-new 1976 Honda 
MR-250's are being listed at the manufacturer's 
suggested retail price of $1,019* ($1,028 East 
Coast price) during their Showroom Show- 
down. The MR-250 features an Elsinore™- 
based frame with forward-mounted aluminum 
shocks for that long-travel ride, and precision 
CR steering geometry to keep you going 
where you point it. The torquey two-stroke en- 
gine and hefty flywheel deliver power smoothly 
to the ground. A large 3.4-gal- 
lon tank means hours of riding. 
Other standard features include 
а skid plate, spark arrestor/ 
muffler, enduro lighting 
system, tool kit and'a 
speedometer with re- 
settable tripmeter. All 
this and Honda's 
legendary reliability 
for $1,019 during your 
Honda dealer's Show- 
room Showdown. See 
it today. 












Manufacturer's suggested retail price does not include tax, license, registration, dealer set-up and transportation charges: All prices optional with dealer Always wear a 
helmet and eye protection when riding: Model availability may be limited. MR's are designed for off-road, operator use only. For free brochure, write: American Honda 
Motor Co., Inc, Dept. C5b7P, Box 50, Gardena, California 90247. See Yellow Pages for nearest dealer. © 1977 AHM 

















The Subtle Joys of Paying List 


9 YOU KNOW THAT CYCLE, AND MOST OF ITS 
competitors, have spoken out traditionally 
on behalf of and to the consumer. We 
present to our readership what we hope 
to be educated opinions and accurately 
arrived-at facts which in some way can 
enlighten a purchasing decision you plan 
to make, or inform you of an event you 
might attend, or amuse and entertain you 
on the subject of motorcycles and the 
motorcycling sport. With that in mind, let 
me shake you up by discussing the man- 
ifold benefits of buying retail. 

Now, now, back in your chair. Let me 
rephrase that. Let us discuss the situation 
the motorcycle marketplace is in, how we 
feel it got that way, what is being done to 
heal and strengthen it, and whether any 
currently-active strategy is likely to help. 

First: the condition of the market. As 
you scan through the pages of Cycle, 
Cycle World, Cycle Guide, Motorcyclist, 
Dirt Bike or the reciprocating engine tome 
of your choice, you note page after page 
of advertising for bargain-basement 
motorcycles. You note that some of the 
astonishingly low price tags are ap- 
pended to motorcycles which were man- 
ufactured in a year other than 1977. And if 
such advertising in the enthusiast press 
doesn't catch your eye, then throw that 
inattentive orb into the Classified section 
of your local. newspaper, preferably the 
Sunday edition. You see cut-rate, new 
motorcycles going for amounts of money 
which in their magnitude, or lack of it, 
amount to sums good for a night on the 
town and not much more. Motorcycles 
are cheap as dirt and will continue to be 
for some months to come. 

They could be cheap for only two rea- 
sons: either the bikes are worth less than 
they once were, or there are too many of 
them. 1 can tell you right now that bikes. 
are not worth less than they once were; 
they handle better, they're finished better, 
their suspension systems and chassis are 
demonstrably superior, they go faster, last 
longer, make less noise and are in every 
measureable way improvements on the 
bikes that were available last year, or the 
year before, or the year before that. 

Which leaves us with the second alter- 
native: there are simply too many motor- 
cycles available for sale. Friends, that's 
the truth. There are bikes stashed in ware- 
houses all over the country, bikes stashed 
on dealers' showroom floors, boatloads of 
bikes circling the North American conti- 
nent waiting for a place to unload. 

The effect of this over-supply is what 
you're reading in the Classifieds and in 
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the pages of Cycle and the rest of the 
bike-books: low, low prices. But that is 
only the primary effect. Secondaries exist, 
and their implications are ominous. 

But first, how did it get that way? The 
industry, in candor, has a lot of different 
reasons, but the one common explana- 
tion has to do with the energy crisis of late 
"I3 and early '74. You remember the 
energy crisis: the long lines at the gas 
pumps, Daylight Savings Time in the mid- 
dle of the winter causing anxious mothers 
to fret about their children standing in 
pitch-darkness waiting for the schoolbus, 
a vigorous black market in bootleg gas- 
oline hijacked from the fuel companies' 
supply trucks, all of that. Some of my spies 
in the industry feel that the motorcycle 
manufacturers saw the energy crisis as a 
high-sign from heaven: during the spring 
months of 1974 motorcycles sold, literally, 
like hotcakes. There was concern that 
dealerships would stockpile motorcycles 
and sit on them until the demand forced 
prices up to outrageous levels; there was 
concern that dealerships would no longer 
be willing or able to perform even the 
most cursory maintenance on their cus- 
tomers' bikes. б 

But above all those рі іпо concerns 
rose a great Hosanna from the manufac- 
turers: the American motorcycle mar- 
ketplace had finally developed into what 
they had hoped and prayed it would ulti- 
mately be: a transportation market, not 
simply an enthusiast market. 

With fuel in short supply, industry rea- 
soned that more and more Americans 
would rationalize their purchase of a 
motorcycle on the basis of its practicality; 
would use their motorcycles to get from 
here to there conveniently, quickly, and 
enjoyably; and would flock to local dealer- 
ships in unprecedented numbers and get 
in line for this years 65 mpg wonder. 
Although we suspect that in the long run 
Americans would resort to small cars be- 
fore they'd chose bikes in great quantities, 
we never found out. Why not? Because in 
the early summer of 1974 the energy crisis 

. . went away. No more long lines at the 
gas pumps. Plenty of high-test to go 
around. If not gas wars (1 should write 
that, "GAS WARS!” because that's how 
the gas stations always used to write it), 
there were at least gas skirmishes. Fuel 
did not immediately pass 80€ per gallon 
on its way to a buck. 

Unfortunately, many of the manufac- 
turers got themselves whiplashed by this 
quick, but not quick enough, return to 


normal, and by their own caution-to-the- 


wind optimism. Because by the time the 
crisis went away the manufacturers had 
built for themselves vast capabilities to 
supply what they thought was going to be 
a vast American market. When the poten- 
tial for the market disappeared into sud- 
denly-full underground service station 
tanks, the industry's now-leviathan man- 
ufacturing capacity did not. With Japan's 
traditional unwillingness to close plants 
and fire workers, the plan became one of 
creating new American motorcycle en- 
thusiasts to help absorb all these hun- 
dreds of thousands of bikes, and steps 
were taken to promote that absorption. 

If it helped it didn't show, and here we 
are. Several months ago | wrote an Edi- 
torial unearthing the credo and cry of 
Cycle's early Publisher, Floyd Clymer: 
"Now is the perfect time to buy a new 
motorcycle!" Well, maybe it is and maybe 
it isn’t. There is no doubt of two facts: first, 
bikes are better than they've ever been; 
second, they're cheaper. For those two 
reasons, sure, buy now and relish the 
throatlock you have on your dealer, who 
really can't afford to hold out for what the 
bikes аге worth and who must settle for 
the thinnest of all conceivable profit mar- 
gins, and often no profit margin at all. But 
it may be, and frequently has been, Pyr- 
rhic consumer victory. 

Dealerships work as follows: a dealer 
buys a motorcycle from a distributor and 
sells it for a certain percentage more than 
he paid for it. He buys parts and accesso- 
ries from the distributorship and sells 
them for a certain percentage more than 
he paid for them. These are his two princi- 
pal sources of income; most dealerships 1 
know of make no money performing ser- 
vice or warranty work. The dealer does 
service work to maintain a decent rela- 
tionship with his clientele, and he stocks 
an expensive load of spare parts and hires 
good mechanics for the same fundamen- 
tal reason (after all, who would buy a bike 
from a dealer if there were no implicit 
understanding that the dealer would, for a 
fair price, see to its upkeep?). 

But if the dealer is forced for reasons of 
cash flow and acceptable accommoda- 
tions from his bank to persist in selling 
new motorcycles for little or no profit, 
what happens in all those other important 
areas? He has to cut back, doesn't he. He 
has to permit his once-overflowing spare 
parts shelves to grow a little barer, he has 
to reduce his shop overhead by letting a 
few mechanics go, and he has, ultimately, 
to buy motorcycles from his distributor or 

(Continued on page 154) 
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Your bike works hard to conquer re- 
tarded ignitions, low octane fuel, heavy 
loads and stop-and-go traffic. Under 
these conditions it gets hot fast, so that 
each 20 degree increase above 200° 
cuts your oil's useful life in half. 

How about a little help from your 
friends? 

Our workhorse is a solid, one-piece, 
all-aluminum unit. It’s dip-brazed and 
heat treated for strength, then finished 
in baked black epoxy or hard chrome to 
resist the most corrosive road salts. 

The secret to our coolers success 
lies inside the cooling channels (see 
cutaway). Our exclusive lanced cooling 
fins are permanently brazed to the 
channel walls, insuring oil turbulence 


Finished in baked 
epoxy or chrome 
to resist road salts 
and gravel. 


and effective heat transfer to the cool- 
ing airstream. 

Other coolers only have pressed-in 
fin, which inevitably collapse under the 
intense vibration that cycles produce. 
Our fins stay put, throwing off excess 
heat for years and years. Your oil will be 
cooler by 30 to 70 degrees, depending 
on year and model. 

If you want to prolong tune-up 
periods, reduce engine wear, and get 
some peace of mind, get a Lockhart Oil 
Cooler. 

It works while you relax. 


See your dealer for the following kits: Honda 
fours, GL-1000, CB-360, XL-250/350, XR-75; 
Harley Sportster, Electraglide, Superglide; 
Kawasaki 900/1000; Yamaha 650; British Twins. 








ls LO CIR RT 


Lockhart Industries, Inc., 15707 Texaco Æe., Paramount, CA 90723 (213) 774-2981 
CIRCLE NO. 27 ON READER SERVICE PAGE. 


IT WORKS. 





competition black. 


Rigid, 


e all-aluminum body 
is unit brazed for 
à superior strength 
4 and durability. 


Cooling fins are 
| e c braved to channel 
walls for maximum 
heat transfer. 
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Bike-Food 


In reference to your road test of the 
Kawasaki Z-1, you stated that the Z-1 was 
the King of Supperbikes. This statement is 
ludicrous. In the world of Supperbikes 
you're out of it, and the Z-1 is out of it. 
Supperbikes are machines like Harley- 
Davidson and Norton Commandos. 
Shawn McConnell 
South Amboy, New Jersey 
We'll go along with that, Mr. McConnell. 
See our upcoming comparison test on 
Breakfast-Bikes and Lunch-Bikes, plus 
brief previews on the new crop of 1977 
Munchers, Snacker Super Sports and 
Hors-D’oeuvre Racers.—ed. 


THE IMPOSSIBLE DREAM 
Gordon Jennings, SHUT UP! 
Bill Cruce 
Mineral Wells, Texas 


JUST SO 
| am interested myself motorization of car. 
| gather prospect representative and here 
construction. Very please imperw pros- 
pect's label. 
Tokotowski Andrzej 
Woj. Bydgoszuz, Poland 


WANDERING INTEREST 

| have read your magazine monthly since 
your classic issue, "Eight for the Open 
Road." The deterioration of Cycle into a 
predominantly dirt bike magazine is dis- 
appointing. Your last issue was of no 
interest to me; therefore, | am not renew- 
ing my subscription to Cycle. | will occa- 
sionally browse through Cycle on the 
magazine rack waiting for this trend to 
reverse itself. For as long as you believe 
your readers' interest is in the dirt, my 

interest is in other magazines. 
Larry Plummer 
San Francisco, California 


ENDLESS SEARCH 
| like your magazine because it "tells it like 
it is." But to get to the point of my letter, | 
have always been a motorcycle "nut." 
And when | say "nut" | mean "nut." | have 
yet to see a bike that has all the qualities | 
want. Power, lots of it, low end torque, and 
goes from 0-60 in 4-5 seconds. | may 
sound crazy but that is because | am. The 
two 125 Enduro Yamahas | own drove me 
that way. Help! 
Crazy Larry 
Toulouse-Lautrec, Montana 


AWARDS 
After reading your rather snide comments 
concerning our achievement (in the Feb- 
ruary issue under "Some Awards They 
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Missed"), | wanted you to know that | have 

now thought a total of 707 fun things to do 
with my collander!!!! 

Mrs. Verrazano Narrows 

Drowse, Alabama 


You got everything bass-ackward again. 
Right there in the Editorial where you 
mention the fact that | got the coveted 
“The King of the Canyons Scroll” you go 
and say that | ran over four dogs in one six 
mile stretch. That just ain't so! For your 
information, it was six dogs in one four 
mile stretch. Give a little credit where it's 
due, huh. 
Frank Rash 
New York, New York 


UP A CREEK 

I'm all in a pickle. | wish to buy a Cossack, 
Dnieper MT10 with sidecar, one of the 
Russian bikes, but | don't know where | 
can get one in Canada. Thank you for 
your help. 

Winston Churchill 

Lumpville, Canada 
If you can't get one in Canada, they must 
not be available. We wouldn't know where 
else to look. There isn't Cossack one in 
Pell City, Alabama, or in Cartaret-Rahway, 
N.J., or even Mound, Minnesota, all for- 
merly strongholds of Cossack ownership. 
You mean to tell us that the Lumpville 
Cossack dealership is fresh out?—ed. 


THE CLYMER PROTÉGÉ 
| can ride most any type motorcycle back- 
wards up hills, down in circles and a little 
wheelie or two. | would like to know from 
you about how many others are in this 
group? 
Ray L. Miller 
Martinsburg, West Virginia 
Everybody.—ed. 
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FAMOUS DESIGNERS' SCHOOL 
l've heard people referring to Harley- 
Davidsons as Shovelheads, Knuck- 
leheads, Flatheads or something similar. 
Are these the names of famous H-D de- 
signers? 

Justin Swan 
Cambridge, England 
Yes.—ed. 


COME BLOW YOUR DOORS—OFF 
In the February issue, the Cycle staff 
couldn't think of any stock, street-legal 
bike that could survive a drag-strip shoot- 
out with a well-tuned KZ1000. Apparently, 
your staff hasn't heard of the new 1000cc 
Laverda Jota. Tony Arminio ran such a 
bike in the AMDRA C/Stock class at Atco, 
New Jersey. His terminal speeds were in 
the neighborhood of 111.8 mph, and 
times were in the 12.1s. From a standing 
start the Jota won't blow the KZ1000 off 
the road, but neither will the reverse hap- 
pen. In fact, with a true top speed of nearly 
150 the Italian triple is just starting to race 
at the end of the quarter mile. 
Gerry Rafanelli 
Tenafly, New Jersey 


CALDATO FAN CLUB 
| was very pleased to see your recent 
article on the Italjet 50 and in particular 
your mention of Mario Caldato. Mr. Cal- 
dato is as much a pleasure tó encounter 
as the Italjet itself. There seems to be no 
limit to his generosity, enthusiasm and 
evangelical zeal for making the "little jew- 
els" a popular form of roadracing. 

Recently in response to my request for 

information (just what | needed to get 
started roadracing with, | thought), Mr. 
Caldato, his family and Italjet fleet trucked 
all the way to Las Vegas to give myself 

(Continued on page 8) 
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19 years of gold cups and * Foryou, anti-foaming properties and a high 
{ ЯЯ the result of concentration of anti-wear additives, 
rench tried pistons. all this is three while extending clutch plate life 

From the beginning, Yamaha oils that and ridding the engine of carbon deposits. 
Yamaha has won races. are perfectly com- | 
Phil Read led us to the ' patible to your Yamaha: ‚ Yamalube К, a unique two-cycle 
World 250cc Cham: racing oil containing special detergents 
pionshipin 1964 £i Yamalube 2, a two- to help prevent ring sticking and 
and 1965. Eight of cycle oil with special addi- plug fouling, and anti-wear additives | 
the top ten finishers - 28 FÎ tives to keep the engine clean, thatactually seek out the hot spots 
at Daytona in '65 pese and minimize combustion in the engine for maximum lubrication. 
were оп Yamahas. & A chamber deposits, varnish and If you doubt these oils are perfect for 
Kel Carruthers gave rust, plus anti-wear agents to reduce your machine, ask the guys who use 
us another championship in '69. wear оп moving parts and prevent them, like Kenny Roberts, 
The list goes on. scuffing and seizing. Bob Hannah, Rick Burgett or 

А ; A Broc Glover. You'll usually find them 

Still, occasionally the oils we were Yamalube 4, a 20W-40 e ns уйп d 
using went south before the checkered : m somewhere around the 
flag went down. We had a binful of fricas- weight, four-stroke crank- winners circle. 
ed pistons, half-baked spark plugs case oil that offers excellent 
and par-boiled bearings. EN 

So we began an intensive 
development program. We 





mixed. We experimented. We 
raced. We'found the answer: 
Every variable of the engine 
affected the requirements 
of the oil. And since we 

knew exactly how the factory 
was building the engines, we 

were able to develop exactly the right oils. 


Eureka. 


When you know [ол theyre 
built you 11 buy aYamaha. 
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and WERA roadracers a chance to expe- 
rience his meticuously-prepared ma- 
chines. He came in spite of 30° 
temperatures, 50 mph winds, sand and 
tumble weeds. Mr. Caldato is much more 
than a Competition Chief—he could give 
most Promotion and PR departments a 
few pointers. 
Patty O’Brien 
Philadelphia, Pennsylvania 


BEST BIKES 
Not to include the Kawasaki KZ900 as 
one of the ten best motorcycles in 1976 
because you didn’t run a test on that 
model is like not including Raquel Welch 
as one of the ten most beautiful women in 
the world just because you haven't slept 
with her. 
Chuck Koup 
Riverdale, Georgia 
Who slept?—ed. 


GOLD WING OMISSION 
Being a recent purchaser of a 1977 Gold 
Wing, | read your March, 1977 test report 
with great interest. It seems to me, how- 
ever, that there was one major omission: 
on every other motorcycle you test, you 
give complete figures and charts on 
horsepower, torque, etc., but not on the 
Gold Wing. Why not? | have seen no 
information provided by more magazine, 
or any other cycle magazine, or from 
Honda themselves, on this subject. 
Dennis E. Kromer 
Trotwood, Ohio 
You've got us dead to rights, Mr. Kromer. 
And not just about the Gold Wing, either. 
Cycle's dyno facility, which resides at 
Webco, is set up to run chain-drive motor- 
cycles. Which the Gold Wing isn't, nor is 
the Yamaha 750, nor any of the BMWs, 
nor the Moto Guzzis.—ed. 


YAMAHA 650 
After reading your March Road Test of the 
Yamaha XS 650, | pulled out my Novem- 
ber '76 issue and compared it with the 
new Kawasaki 650/4. What | found was 
surprising. If your performance charts are 
accurate they show that the vertical twin 
Yamaha reaches 60 mph about a second 
sooner than the Kawasaki four and after 
10 seconds both bikes are traveling about 
84 mph. I found this hard to believe until I 
looked at the torque and horsepower 
charts. The Yamaha has more of both at 
any given engine speed up to 7000 rpm 
including dramatically so in the low rpm 
range. What this means to me is that in the 
real world of stop lights and police cars, 
the Yamaha has better usable perfor- 
mance or at least as good as the Ka- 
wasaki for an all-purpose sport bike. The 
irony is in the way the two bikes are 
presented to the public. The Kawasaki is 
supposed to blow away anything under a 
900 while the Yamaha is almost forgotten 
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even in Yamaha's own advertising. The 


clincher is that the Yamaha twin sells for 
$350 less than the Kawasaki four, has a 
better suspension, and is easier to main- 
tain. Because most vertical twin 650s are 
a thing of the past, I’m glad to see the 
Yamaha 650 compete so well with today's 
So called hot-shots. It's a real motorcycle 
and a hell of a value. | 
Chuck Obitts 


Elyria, Ohio 


DID YOU EVER RIDE AN ENDURO? 
(Continued) 

Did you ever experience a winter that was 
18 months long? Did you ever use a pair of 
locking pliers as hift-lever? Did you 
ever make a wrong türn near the end of an 
Enduro, come out near the start and run 
the entire course a second time? Did you 
ever have to charge a battery because 
you didn't have enough cash? Did you 
ever do any arc welding and invite your 
neighbors to come and watch? Did you 
ever ride your bike through "African Lion 
Safari" wearing a meat loaf suit? Did you 
ever have your front tire blow out doing 
60mph and live to tell about it? Did you 
ever know your helmet would fit down 
over your shoulders? Did you ever totally 
wreck a bike that had 43 payments left? 
Did you ever get an honorable mention in 
the obituaries? Did you ever feel as if you 
had everything in the medical en- 
cyclopedia from page 14 to page 257? Did 
you ever enter the "Close Cover Before 
Striking School of Motorcycle Repair?" 
Did you ever finish an Enduro on a flat tire 
stuffed with foam from an old mattress? 
Did you ever have a subscription to each 
of the many motorcycle magazines, but 

only renew your subscription to Cyc/e? 
Bill Boegelein 
Detroit, MI 


Regarding Ed Hertfelder's March "Duct 
Tapes:" no, yes, yes, no, yes, yes, yes, no, 
nO, yes, yes, no, no, no, yes, no, no, yes, 
yes, no, no, no, no, no, yes, yes, no, no, 
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yes, по, по, no, yes, yes, yes, yes, yes, yes, 

no, по, yes, по, yes, No, yes, no, yes, no, 
no, по, по, по, по, no, no, no, no, no. 

Chet Heyberger 

Newberg, Oregon 


Did you ever see so many damn good one 

liners? Sure cured my wintertime crazies. 

Ed Hertfelder can borrow my Duct Tape 
anytime. 

Ed Biza 

Centerville, Ohio 


MAGNAFLUXING 

I'd like to thank you for the recent article, 
"Biting the Magnaflux Bullet." | had made 
up my mind to chance it through the 
season on last year's engine, but your 
article changed my mind. Please continue 
to ‘show the way, for ali the weekend 

warriors like myself. 
Michael A. Claprood 
Mount Morris, New York 


| want to congratulate you on your article 
regarding magnetic/penetrant inspec- 
tion, February, 1977. Having some knowl- 
edge of that of which you wrote, l'm 
pleased to say it was of the best re- 
searched and presented articles that 
we've read on the subject. It may be noted 
that Jim Meyer & Associates is USAC 
Magnetic/Penetrant Inspection Station 
#3 and together with URESCO, Inc., we 
provide testing facilities at the Ontario 
Motor Speedway and for the Long Beach 
Grand Prix. In addition, we represent one 
of the largest shot peening firms in the 
business. 
Jim Meyer 
Downey, California 


STAY IN GEORGIA 
In response to a letter in your February 
issue from Mike Collins, | would like to say 
that the Kawasaki 650-4 is definitely a fine 
(Continued on page 20) 
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Yanks On The Hunt 


€ PAT HENNEN AND STEVE BAKER. FOR THE 
first time since the FIM launched the 
classic series in 1949, Americans are 
within grabbing distance of world road 
racing titles. Hennen could win with a 
Suzuki. Baker also, but on Yamaha. Hen- 
nen, moreover, could make it two cham- 
pionships. Three for Baker is a possibility 
not lightly dismissed. 

Perhaps a word or two of explanation 
for the uninitiated: There are, you've 
gathered, more world championships 
than a solitary example. The newly pro- 
moted Formula 750 series counts as one. 
With two rounds on USA soil (Daytona 
and Laguna Seca) and a Canadian meet- 
ing at Mosport, Formula 750 has obvious 
attractions for Americans, and publicity 
potential for the Japanese manufacturers. 
But for reasons sometimes difficult to 
appreciate, Suzuki and Yamaha will not 
allow Formula 750 to distract them from 
the main task of winning a traditional 
European-GP-style title. 

Let's consider the FIM championships, 
established 28 years ago and currently 
sub-divided into 50, 125, 250, 350 and 
500cc classes (plus a sidecar section 
which need not concern us), each one 
carrying the authority of a world title. After 
the Venezuelan GP to open the cham- 
pionships, the next 12 rounds are Euro- 
pean based, starting in Austria this May 
and finishing at Silverstone, England on 
August 14. For 1977, every round carries 
points forward to the grand total, whereas 
the old system employed half-plus-one 
(six from ten, say) of the races to calculate 
riders' net points; their minor scores being 
discarded. The equality of classes is more 
theory than fact because not all the GPs 
cater for every capacity division. But the 
principle remains unaffected; the highest 
scorer in the seven 50cc GPs wears the 
champion's mantle, as does the man with 
the best results from eleven 500cc races. 

Having established the possibility of 
riders becoming multi world champions, it 
can be seen that Baker's intention of 
competing in the 250 and 500cc tradi- 
tional GPs and in the new Formula 750 
events (a cool 24 meetings in all) could 
earn him three titles, always providing 
Hennen, Barry Sheene, Johnny Cecotto, 
Walter Villa and the rest are losers. As 
regards Hennen, his main interest must 
be the 500cc since Suzuki is not backing 
F750 officially, at least until the factory 
rolls out its new “750” four. 

Don't be misled, the 500cc GP class 
receives the unswerving attention of the 
main championship protagonists, Suzuki 
and Yamaha. Success in Formula 750 
10 





would be a nice bonus, sure enough. And 
F750 could become the major objective in 
the event of the 500cc effort collapsing. 
But while a full-season F750 Suzuki/Ya- 
maha clash remains a possibility, the bat- 
tle is definitely on in the 500cc GPs. 
Yamaha's intention is to crush Suzuki 
which, in turn, will do everything to retain 
the GP domination earned in 1976. 

To determine the probable outcome of 
1977 racing, it's helpful to look back over 
the events of last year—to the things that 
didn't happen. Yamaha didn't win a world 
championship, though considering the 
withdrawal of full works-team backing, the 
failure was not seen as a total disaster. 
Wisely or not, Yamaha qualified its GP 
support by issuing 350 and 500cc bikes 
(1975 works models in effect) to Team 
Venemotos of Venezuela. In doing so, the 
Japanese conceded the 250cc cham- 
pionship to Harley-Davidson, looked for 
some results from the 500, and reckoned 
to hang onto the 350cc title. The loss of 
the 350 to H-D was unexpected; it was a 
virtual sacrificial offering to H-D by way of 
Johnny Cecotto's mysterious loss of con- 
fidence. Cecotto, demoralized by the poor 
returns from the 500, never performed like 
the JC of old for most of the season. His 
efforts on the 500 had the hallmarks of 
desperation, despite the encouragement 
of a second place in the French opener. 
But after discovering that privateer 
RG500 Suzukis devoured the ex-works 
Yam, Cecotto developed annoying habits 
of falling off the four, blaming the tires, 
and getting himself thoroughly de- 
pressed. Of course, even super-aces 
have their gray periods, and Cecotto's 
down came rather early. Perhaps the Ven- 
ezuelan youngster suffered the reaction 
of premature stardom. Certainly he left 
many people wondering whether the Ya- 
maha was that bad. Sources very close to 
Yamaha Amsterdam (holding a watching 
brief for Yamaha Japan) reckoned not. 
However, no one believed Cecotto had 
extinguished his brilliant talents in one 
disappointing season, least of all the Ya- 
maha race bosses who signed him up for 
the great GP assault to team with that 
other Young Lion, Steve Baker. 

Yamaha’s return to full time GP racing 
was not prompted by embarrassment and 
dismay over winning nothing in 1976. 
Well, not entirely. The reasons were pri- 
marily commercial, stemming from an up- 
turn in world sales and the successful 
conclusion of exhaust emission R&D. Ya- 
maha banged back in a big way, conform- 
ing to the best traditions of the 1960s 
with factory technicians and mechanics 








abounding (Question: what happens to 
the supremely successful Baker/Bob 
Work association?) and with all sorts of 
facilities for rushing improved bikes and 
bits across to Europe at the slightest 
provocation. | 

The Yamaha formation has at least one 
interesting, not to say unique, aspect and 
one disturbing implication. Neither team- 
ster is European, and there's a piece of 
history for you. Both riders are super- 
aces, and that's something else. The very 
thought of placing two super-aces in one 
team implants hollow feelings in more 
than a few bellies because the talent 
double-up sometimes fosters dissent, 
leaves one super-ace (or both) feeling 
less equal, and ultimately diminishes the 
team's prospects. Team riding orders are 
out, you see, gone with the great days of 
Norton when Joe Craig issued "Duke will 
win" edicts, secure in the knowledge of 
seeing his instructions obeyed to the last 
letter. Today, team managers are admin- 
istrators and co-ordinators, not autocrats, 
and contracted riders retain freedom of 
action never accorded factory employ- 
ees. When two super-aces are commis- 
sioned specifically to win a world 
championship, the one will seldom roll it 
off to favor the other. Winning, after all, is 
the object and justification of racing, even 
supposing winning means subjecting 
team mates and opposition to the same 
intense pressures. This urge to out-com- 
pete the other fellow has been regularly 
observed in the GP teams and even in 
Transatlantic-Trophy racing when the im- 
portance of upholding individual reputa- 
tions takes precedence over the idea of 
hunting in packs. All this doesn't mean the 
Yamaha team will be rocked by internal 
friction (as was Suzuki-GB in 1976—and 
with just one super-ace riding), only that it 
could happen. 

Riding ability apart, Yamaha GP pros- 
perity depends on whipping the four-cyl- 
inder two-stroke into Suzuki-beating form 
in short time. Initial rumblings from Japan 
suggested reliance on an updated version 
of the established across-the-frame four. 
But this firm confirmation immediately 
aroused suspicions that the engine would 
actually appear as a square four or V-four 
complete with disc valve induction. 

Until Yamaha reveals its hand (it may be 
one thing early on and something else 
later) the only comparison possible is 
between the works Suzuki and former 
factory Yamaha as raced in 1976. The 
Yamaha was lighter, it handled and 
braked better, and ran well behind Suzuki 
in the horsepower race. Sheene's special 
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RG500 delivered 108 bhp against the 97 
of the Yamaha. Therefore Yamaha need 
only unearth an extra 12 bhp, always 
assuming the uprate leaves the super 
monoshock handling unimpaired, and as- 
suming the Suzuki is already somewhere 
near its limit. 

To start off their GP campaign, Suzuki 
engineers expressed satisfaction with the 
power and performance of the RG500 
unit as produced last year. As the engine 
hasn't yet been pushed into the high-risk 
area of racing development, Suzuki 
clearly has room for maneuver. Engineer- 
ing refinement, hitherto considered un- 
necessary, could be incorporated in 
hotter engines. For a beginning, real rac- 
ing connecting rods might replace the 
modified 175cc trail bike components. In 
addition, some of the workaday metals 
could give way to stuff of more exotic 
specification. But Suzuki put the priority 
on weight saving to the tune of 7-8 kg 
(1734 Ibs), improving the conventional 
rear suspension until it bore honest com- 
parison with Yamaha's monoshocker, 






and ensuring consistent braking perfor- 
mance. 

By any works team criterion, Suzuki-GB 
is the loosest association imaginable. 
Sheene and Hennen have been pre- 
sented with their factory equipment and 
received instructions where to race. And 
they heard the one and only team order 
Suzuki-GB enforces. To wit: park along- 
side each other in the GP paddocks. 
Otherwise they remain as free as the wind 





to make their own race arrangements, 
employ their own mechanics, transport 
their own machines, negotiate their own 
financial deals with race promoters. 
Suzuki-GB boasts no race mechanics of 
its own, and only a single back-up admin- 
istrator who is called a co-ordinator and 
not a team manager. 

If Suzuki-GB racing sounds like a 
bunch of individuals searching for per- 
sonality clashes, it could be just that. If 
Sheene and Hennen respect each others 
talents, and they do, the sentiment is 
hardly likely to show on the tracks. If their 
bikes start off equal, gallons of sweat will 
drip in desperation to make certain the 
equality soon ends. If the Suzuki men gets 
an extra hard time from Yamaha, it's only 
reasonable to imagine Suzuki jetting over 
technical assistance for their favorite son. 

So who will win? Who knows, but it 
appears as though Baker-versus-Cecotto 
and Sheene-vs-Hennen battles will rage 
as fiercely as the Suzuki-vs-Yamaha dog- 
fight. 

—Jim Greening 
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à This can b 
| a real help. 


Meet STP Carburetor Cleaner. 
A spray. Its needlenose can get 
into tough places— to help clean 


throttle plate, choke, linkage, and 
the PCV valve. The varnish and gum 
can actually dissolve before your 
eyes. STP Carburetor Cleaner. 
Could be what you need. 

Right now. 


Carburetor Cleaner 
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NOTHING IN LIFE IS FREE. 
EXCEPT WHEN HARLEY-DAVIDSON 
SETS OUT TO PROVE А POINT. 


Then, you have a choice. A General Electric 
High Performance Portable Radio/Cassette 
Recorder worth $149.95 for free. Or, a Holsclaw 
trailer worth $247 for almost free. ($49.95). 

Buy a new Harley-Davidson Street or On/Off 
Road 125, 175, or 250 cc motorcycle between 
April 15th and June 1st* and you can take your 
choice of either one. 

_ The Cassette Recorder is a high-performance 

model that plays and 
"records from AM, FM, 
Aircraft and Weather 
jl bands. And comes with 
tes both a.built-in conden- 
ES ser mike and a high- 
ч sensitivity remote mike? 


The trailer has a 700 pound capacity and is 
especially made for carrying lightweight 
оо It comes equipped with all lights 
and a double set of safety chains. Or, if you'd 
prefer, we'll give you a gift certificate worth 
$100 in Harley-Davidson rider accessories. 

Why? Because we've grown tired of listening 
to guys who didn't know we made lightweights 
ride around explaining to their friends that 
someday they were going to “move up" to a 
Harley-Davidson super bike. P. 

The point is, it’s a nice idea, but you don't have. к 
to wait until ' 'someday". On your way up to | 
a Harley-Davidson, you could be riding one. 


UNTILYOU' VE BEEN ON A HARLEY-DAVIDSON. _ 
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The Dogs of Winter 


€ CLIFF PROMOTED THE EVENT OUT OF DES- 
peration; the main reason was the dogs. 

In New Jersey they don't run Enduros in 
the winter because you need three con- 
secutive weekends of decent weather in a 
row: one to arrow the course, one to 
bridge the deeper morasses and the third 
to run the event. As long as man has 
inhabited the earth New Jersey has never 
had three consecutive nice weekends; 
perhaps it's just as well as the unac- 
customed sunlight might melt the ice on 
those shaded curves so beloved of body- 
and-fender men and front suspension 
specialists. What happens is that the 
riders go stir-crazy and gravitate to their 
local 'cycle shop on Saturday afternoons 
to lie to each other. The road-runners haul 
their leather-covered bodies, burdened 
with thirty-five pounds of zippers, into 
Mill's place: the dirt riders begin plaguing 
Cliff. There is a world of difference be- 
tween them. 

Mill's place, on Saturday, if it was VERY 
crowded, resembled a funeral parlor. If it 
was only half-crowded it looked like a wax 
museum. 

Cliff's, on the other hand, was bedlam in 
three-quarter time. It wasn't so bad that 
they buried all the trash barrels with empty 
boxes of sent-out-for pizzas, and it wasn't 
So bad that they took every bit of coin in 
the cash register changing dollar bills so 
they could run down to the gas station for 
sodas to wash down said pizza, and it 
wasn't so bad that they covered every flat 
surface in the place with pizza crusts, and 
it wasn't so bad that they were throwing 
snowballs at the parts man and some of 
the snow was falling into the Lucas elec- 
tric stuff which we all realize gets rusted if 
there is a wet sneeze in the next room. 
Cliff even stood still when they started 
answering the phone. To be honest, if the 
caller asked about servicing a motorcycle 
currently owned by the callee he would be 
dealt with in a most friendly manner by a 
person knowledgeable enough to replace 
a broken shift fork with a Horn and Hard- 
art soup spoon using nothing but a three- 
cornered file, a pair of vise grips and a 
four-pound rock. The beginning of the 
end came when Cliff's wife called and 
they told her he had just been taken to the 
hospital in an ambulance but not to worry, 
not to worry, the girl giving him mouth-to- 
mouth resuscitation had a reputation for 
being able to suck the chrome plating off 
atrailer hitch. Cliff increased his intake of 
green tranquilizers and turned the heat 
down to FROST but still they sat around, 
their breath steaming, and switched to hot 
tea to wash down the pizzas, hurling the 
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soggy tea bags at the parts man who had 
taken to wearing a full coverage Bell and a 
size 38 Barbour suit. 

As | said, it was the dogs that broke 
Cliffs patience. Most of the riders had left 
home on the pretext of walking the dog 
and the beasts milled around outside the 
shop mauling, to various degrees, cus- 
tomers willing to run the gauntlet to be 
pulled inside by a fearless rider who kept 
the beasts from entering the shop with 
vicious swipes of a new pair of wedge- 
heel boots he was breaking in. Cliff, fi- 
nally, came to the end of his string when 
the dogs got excessively affectionate with 
a seventeen-year-old girl who couldn't 
understand why. The girl was rescued by 
a Mediumweight B rider who had much 
the same thought in mind as the dogs but 
was well-trained enough to wait until dark, 
like a civilized man should. 

Cliff resolved to promote a stump- 
jumper event that would keep these 
clowns where they belonged on Saturday; 
that is, out in the garage repairing bent 


and broken motorcycles, their eyes red- 
rimmed from tossing all night trying to find 
a comfortable position with a separated 
right shoulder, a bruise like a spilled ink 
bottle on the left ribs and a too-short 
extension cord on the heating pad on the 
knee; not to mention the noise like a forest 
fire in the ears every time the neck turns. 
Cliff knew he couldn't set up an Enduro 
and these riders wouldn't bother with a 
ride-the-board fiasco. An English Trials 
they might compete in if you had a few 
miles of nearby terrain where they could 
get some wind blowing up their noses 
once in a while. 

Trouble with English Trials was a trio of 
brothers from upstate who were superb. 
When they showed up, and they always 
did, it was like the Harlem Globetrotters in 
a PAL tournament. It had often been 
suggested that they be handed the first 
three trophies before they unloaded their 
van so that the rest of us could vie for 
points without being embarrassed. It was 

(Continued on page 15) 


` Hondaline | 
` for the head. 





Hondaline BriteStripe™ helmets. Scotchlite® striping for visi- 
bility and style. Multiple-layer fiberglass shell with polystyrene 
liner. Brushed nylon lining for comfort. Colors to match many 
‘77 Hondas. Meet Snell 75 and applicable DOT requirements. 


™ 
Designed by riders. For riders. 
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ТҺе 1976 Suzuki GT 500A. 
At51295, Cycle called it “one of the 10 best buys in motorcycling.” 
At $995, you'll call it the best buy in history. 








995" 


Congratulations! And so now you can get down version of it. The real 

For once in your life, one of the great bikes of all times thing. Front disc brakes, 5 speeds, 
you've lucked out. Instead of апа save money to boot. The aluminum forks—the works. 
buying a bike last month, legendary, incredibly reliable But don't press your luck, 
you waited. Suzuki GT 500A. Nota stripped- fella. We've only got a few left. 


Forget your troubles. See your Suzuki dealer. He’s making great deals 
on limited supplies of new, 1976 bikes -street, dirt, and dual purpose. |suzu« 





*New, reduced, manufacturer s suggested retail price. Does not include tax, license, registration, 
dealer set-up, and transportation charges. All prices optional with dealer. 


obvious, to me anyway, that the three 
brothers took unnecessary dabs so as not 
to zero the entire event. This was thought- 
ful, but condescending, and if there's one 
thing | hate it’s to be condescended upon 
by a guy who stands on the pegs while 
waiting in line to attack a section where | 
had just taken a dab with my chin. 

The event Cliff decided on was a Scot- 
tish Trials, a dozen feet-up sections scat- 
tered around a ten-mile loop that had to 
be negotiated twice at an average speed 
of twenty-four miles an hour. Cliff and two 
other idiots set the thing up one Sunday 
morning near Quaker Bridge Road and 
the Jersey Central tracks. To mark bound- 
aries they drove stakes, recently removed 
from a highway department snow fence, 
strung with crepe paper ribbons. | sup- 
pose the stakes were easy to drive for it 
was the morning of a mid-winter thaw, the 
kind of day that filled the churches with 
fuel oil dealers praying for more cold. 
Forty-two riders signed up for the fes- 
tivities and, as there was no charge, some 
of the more devious signed up twice re- 
ceiving two numbers; the intention being 
to run the sections with one number to 
learn its pitfalls then hit it again for a better 
score with the second number. | signed 
up number five and number twenty-six 
and would have gotten a third number 
except they started charging a dollar after 
a certain time. 

They started us one a minute and the 
first rider either had never ridden Trials, or 
had lost his brains, or both. He was fifty 
percent correct running the section; he 
averaged twenty-four miles an hour for 
sure. He took one dab with his foot that 
was twenty-five feet long before the front 
wheel stopped plowing and dug in to turn, 
with some help from a ricochet off a pine 
tree. He was out of our sight in much of 
the section but we could hear him running 
with either full throttle or full compression 
release. 

Rider number two had apparently rid- 
den Trials before and proceeded with the 
required decorum but almost no skill. He 
paddled along and certainly lost the max- 
imum number of points in the first six feet. 
We watched as he dropped into the gully 
at the end, which he accomplished with 
the motorcycle upright but traveling back- 
wards. He trailed no streamers as he 
departed; they were wrapped around 
both his wheels like a bike in the Fourth of 
July parade. Rider number three was held 
back for thirty seconds while they re- 
paired the damage and they held number 
four until MY key time. | initialed the 
section sheet and proceeded to pass two 
riders in the middle of the section which is 
not proper Trials etiquette but | had long 
ago developed an aversion to slipping the 
clutch for three reasons: | hate the smell; | 
hate to push a dead motorcycle; | can’t 
afford it. At the second section | had to 
wait while they unwound the tape from 
number two’s wheels to repair the yard- 


age torn out by number one. 
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When | arrived at section three there 
were NINE riders ahead of me. They had 
merely by-passed the first two sections 
because the lines were so long and they 
told me they’d hit them twice on the 
second loop. While | was talking to them | 
spotted big Clarence Hyde bulldozing into 
the brush and suddenly realized what he 
was doing. Hyde was a big man but he 
was biggest in the brains department; he 
was skirting the Trials sections to insure 
keeping the required time schedule. | took 
off after him and never did catch up but 
did note that the muck thrown by his 
passage was still dripping off the bushes 
and the slop thrown straight up into the 
trees by his spinning rear wheel was 
dripping back in sizeable clots, a few of 
which | actually avoided. They had me 
eight minutes off my key time but | circled 
the checkpoint a few hundred yards into 
the brush, slapped the twenty-six number 
on and zeroed the sucker. 

Hyde was barreling around the entire 
course but | merely went to one of the 
sections | hadn’t negotiated then cut back 
across the woods when | was due as 
number five, and repeated the process 
when | was due on number twenty-six. 

The waiting in line at the sections was 
maddening and at least a dozen riders 
began playracing around the course out 
of sheer boredom. One clown, a Delaware 
Enduro Rider, had swathed his entire 
body with the crepe paper tapes like a 


^ 


Hondaline 
for the feet. 


"THE MUMMY RIDES AGAIN" movie. He was 
doing nicely until a wrapping slipped up 
over his goggles and a tree jumped in 
front of him as he pawed it off. He wasn't 
hurt, but when he got up he staggered 
around EXACTLY like a man who had 
been resurrected after thirty-three hun- 
dred years. | had stopped to check him as 
it was the first pre-bandaged fall а ever 
Seen. 

"How's my bike?" he asked me in a 
muffled voice. 

“O.K.,” I said, "but that’s the first BSA | 
ever saw with Earles forks.” 

“It don’t have Earles forks!” he pro- 
tested. 

“It does now,” | told him. 

They called the event on account of 
darkness and no one had completed all 
the Trials sections and the score sheets 
were screwed up beyond human com- 
prehension anyway. They decided to 
award the prizes on the basis of time. 

Hyde won overall—a nice street helmet. 

| took a sixth, a case of oil, as Ed 
Hertfelder and a tenth, as Davidson 
Harley, who accepted his boxed prize 
wearing helmet and goggles and blowing 
his nose in a large blue bandana. David- 
son’s prize was one of the most useful 
prizes a dirt rider could possibly receive: a 
bedpan, suitably inscribed with fingernail 
polish on the white porcelain: “MOTORCY- 
CLING IS GOOD FOR YOUR HEALTH.” 

—Ed Hertfelder 








Hondaline™ MX boots. Quick post fasteners and no-buckle Velcro® 
closures for easy-on and СОЕ Metal shin plate for protection. 
i 


Reinforced instep sidewall. 


gh-density foam ankle and shin 


padding. One-piece molded sole with built-in steel arch plate. 


TM 
Designed by riders. For riders. 
CIRCLE NO. 51 ON READER SERVICE PAGE. 
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Fast T? Cool Job! 


*TRAIN AT HOME TO BE A 


Motorcycle 
Mechanic 


If you like to 

ride a cycle for fun...learn how to fix 
it for profit! Can you imagine a better way to 
earn your living? And to makoe it even better, the 
pay is great —whether you choose to work ina 
cycle shop for someone else or decide to start 
your own cycle repair business. 

Now, thanks to North American, there's a fast, 
easy way to get the training you need... at home in 
your spare time. No need to quit school or your job. 
Experts show you step-by-step everything from 
minor tune-ups to major overhauls. 


CYCLES ARE BIG BUSINESS 
.. AND 50 IS FIXING THEM! 


There are more than 3 million cycles registered 
in the U.S. today. Plus an estimated 3 million 
more dirt bikes, But, there are fewer than 10,000 
motorcycle mechanics available to repair them. 
(Imagine only one mechanic for every 600 motor- 
cycles!) No wonder career opportunities are so 
great...and getting better every day. The door 
is open to you now. Rush coupon for FREE color bro- 
chure with full information. No salesman will call. 






















ЗОИ] 
included to start 
1 Test Instruments inclu 
ial Cycle Tools and ents i E 
Eee оаа tools plus your North American know 





teach you h 


turn you into a skilled mechanic. We lectrical test instruments 

sockets. impact screwdrivers timing ins БЕСЕ soldering wons 
c e a н dering. 

г s. vacuum gauges. Оер 1 We even 

compression gauge" dial indicators and much much more! V i 

ignition wrench seis. 01а v to get you starte 


nstruments 
ecıal cycle tools and metn Э ў yours to keep 


include a set of spi 
chanic, Find ош all 






— You'll Be the Center of 
a Attraction in Your Circle of Friends . . . 
Be the envy of friends & neighbors 
as they flock around to watch you 
tear down and tune-up all kinds 
of motorcycles. And just think of 
.. the satisfaction in knowing you've 
got the best performing bike in 
town. Plus, you can make extra 
dollars fixing motorcycles for 
your friends and neighbors. 


SEND FOR FREE INFORMATION 


Get all the facts now... with- 
out obligation. Be the first in 
your neighborhood to cash in 
on the big demand for motor- 
cycle mechanics. No cost or 


obligation. No salesman 
will call. Mail Coupon Now! 
r---2----2----- EErEE 


Careers by Home-Study 
NORTH AMERICAN SCHOOL OF MOTORCYCLE REPAIR I 
4500 Campus Dr., Dept. EA047 Newport Beach, СА 92663 1 


j Push FREE color brochure and full information on how I 
| can become an expert Motorcycle Mechanic for 1 
l only a few dollars a month. 


І МАМЕ 


ADDRESS 
CITY 


Sa ce mo ox oe. 1 
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1 
AGE— Il 
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Tips 


Haut Pourri 


Before you go through all the trouble of 
polishing your plastic windshield and in- 
strument faces with polishing compound, 
get some Armour-All and apply it to both 
sides of the problem area. It instantly 
removes most yellowing and seems to 
make scratches disappear. After three 
years of hard use, sun, and harsh de- 
tergents my windshield looks brand new. | 
also use it on tires, seats, chrome, and 
painted areas to make it look as if | had 
spent hours polishing and waxing. 

Once you get your excellent new 
Fiamm electro-magnetic horns mounted, 
you may notice some problems with bugs 
and water entering them and decreasing 
their efficiency. The solution for the bugs 
is to cut some regular window screen to a 
size that will fit between the chrome guard 
and the plastic of the horn. 

In heavy rains, or while washing, a 
covering of plastic wrap or tin foil should 
be placed over the horns to keep them dry 
and serviceable. This extra care is paid 
back many times over by giving you the 
loud horns you rely on for your very life. 

Late model Suzuki GT750 riders take 
note! When it comes time for you to 
change the front fork oil you are in for a 
surprise. Instead of using the time hon- 
ored method of having top fork caps that 
simply unscrew, the engineers at Suzuki 
decided to install a friction fit plug held in 
place by a snap ring. So, after finally 
getting the snap ring out you are faced 
with the problem of how to remove the 
stubbornly tight plug. 

Take a cold chisel and hammer and 
carefully tap the top of the plug at an 
angle so that it rotates and breaks loose. 
Then use a center punch and lightly tap 
directly down on the plug while applying 
SLIGHT compression to the forks. The 
plug should slowly come out due to spring 
pressure. 

All types of servicing are made easier if 
you prepare a service log. List all of those 
things your particular machine requires 
and provide spaces for dates, mileage, 
and general remarks. Xerox several for 
later use. Then, when routine mainte- 
nance is necessary simply check off those 
things as they are done. If you can't 
complete servicing at one sitting, you can 
come back to the log and pick up where 
you left off. Not only does this prevent you 
from missing anything important, it also 
provides a permanent record, of mainte- 
nance and replacement parts you can 
show to prospective buyers. 

David Petersen 
Bozeman, Montana 


WASH-DAY WOES 

Here's a swoopy suggestion that can 
save a lot of grief for fellow newcomers to 

the exciting world of motorbike riding. 
After you've defied the manufacturer's 
instructions by taking your aluminum stal- 
lion to one of those 25€ carwash places 
anyhow and then found it either won't 
start at all or won't keep running, take off 
the spark plug wires and those little rub- 
ber caps on the ends and pour the water 
out of the caps. You might even blow up 
into the connector end to get out more 
water. Sure does wonders for my Ya- 
maha, and it's faster and cheaper than 

taking off the carbs, or rewiring it. 

John Burrus 
Phoenix, Arizona 


IN REBUTTAL 

Please tell your readers not to follow the 
advice given by David Kent of Union City, 
Georgia. 

In a letter by this ingenious reader 
which was printed in the Tips column of 
your December 1976 issue, he said . . . 
"you can purchase an aerosol can of Dow 
Oven Cleaner . . . (spray) on a warm or 
cool engine . . . let (it) stand for ten 
minutes, then hose off thoroughly with a 
strong stream of water. Guaranteed re- 
sults.” Don't do it! 

| followed Mr. Kent's advice to the letter. 
Well | now have an ugly brown engine to 
go with my “otherwise spotless” bike. If 
Mr. Kent's guarantee is for real Га like to 
send him a bill for having my engine 
refinished. 

Roy Davis 
Goldsboro, North Carolina 


BARGAIN FINDER 

Here's something for those Z-1 owners 
who actively dislike paying the shiek's- 
ransom demanded by their local dealer 
for the most frequenty used parts. 

Ignition points and МОК spark plugs 
can be obtained from your local Sears 
Catalog Center for $8.99, which is less 
than half of what my dealer is getting for a 
tune-up kit. The only thing you miss out on 
here are the condensers, and you will find 
that they actually need replacement less 
than a third as often as the points and 
plugs, so you can buy the condensers at 
the dealer's prices and still average less 
than 5096 of his total cost for complete 
tune-up parts. 

Oil filters are much the same story, 
costing $3.49 from Sears or $7.50 from 
the dealer. 

Take note now! These parts are cur- 

CYCLE 


rently available in the Spring/Summer ’77 
catalog on page 641. You'll have to order 
them about a week before you use them, 
but you can have them delivered in your 
mail even if you live in Witch's Pap, North 
Dakota. This feature may save you a 30- 
mile trip to a shop on a rainy day when you 
would prefer to stay in that dry garage to 
do the tuneup anyway. You might care to 
mention this source of inexpensive parts 
to your biking friends since in the long run 
a competitive source of supply cannot 
help but to bring the dealers' prices back 
to the realm of affordability. 

If you are one of the misplaced Eskimos 
living in Well-Digger's Pratt, PA., you are 


probably familiar with the problem I'll ad- | » УТУУУТ, PA SAREE 
dress next . . . replacing the fork seals оп s РЕГИН) Р 


your 2-1 when the temperature drops CART EAST EVEREST * 
below 20°F. All will proceed smoothly 
until you try to unscrew the Allen bolt— 
which will merely cause the damper rod to 
spin inside the fork leg. To cure this 
syndrome, take a 12-point, V»-inch socket 
with 16 inches of extension, insert it into 
the fork leg, and gently drive it down М 
inch from where it engages the top of the 
damper rod. You can then use a rachet to 
hold the rod while you break the bolt 
loose. To avoid the necessity of a repeat 
performance grind or file off that portion 
of the rod head necessary to complete a 
12 mm hex from the two existing flats. 
This fix should speed the onerous task of 
seal replacement. 
James P. Becker 
Glen Mill, Pennsylvania 


HYPO-ACIDITY а : eit 
All the bikes I’ve had have always т T os | 
dripped battery acid out the battery over- SI M PLE 1 SI M e) IZ 
flow tube generally making a mess of the 1 7 * ш 
underside of the bike. To cure the prob- EE 
lem | installed an "S"-shaped wine There are shines 


maker's vapor loc in that overflow tube. and there are Simoniz shines. 
By putting a little water or baking soda PAS А ^ Б 
and water solution in the vapor loc (5 to % Original Simoniz gave you a great shine. 


full), any discharge from the battery is But it took hours of hard work. 


both contained and neutralized. The de- 5 > 2 5 
vice has not put any back pressure on the With today's Simoniz Pre-Soft, 


battery. Since installing the vapor loc it takes less than an hour of not-so-hard work. 
10,000 miles ago, not one drop of acid has But you still get a great Simoniz shine. 
tarnished my bike. i 5 

The vapor loc can be bought at any do- Si moniz Pre-Soft. 
it-yourself wine making equipment shop It's real Simoniz. Made simple. 
for about 50€. 


Smi Valley. сш SIMONIZ: ACCEPT NO SUBSTITUTES. 


Address all correspondence to Gordon Jen- SIMONIZ IS A REGISTERED TRADEMARK OF UNION CARBIDE CORPORATION А 
nings, “TIPS,” CYCLE Magazine, 780-A Lake- 

field Road, Westlake Village, CA 91367. 
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Air Adjustable? Precisely. 


GASPRING-ST 2 

A new air adjustable shock absorber designed specifically for the street and touring rider. 
regulate the air pressure to your load, riding style, or road conditions. соор ЕЕ with. ba 
and handle bar mounted pressure gauge assembly. 


ЕТЕТ гону your dealer or contac 
REEDER. CORPORATION. 
196 Mro Ave., Detroit, Шр. 


HIGH PERFORMANCE IGNITION COILS 
KAWASAKI KZ 650-900-1000 НОМРА CB750 


30,000 ++ Volts Output 

e Impedance Matched to Stock Ignition 
15 Minute Bolt-On Installation 

• Bonneville Proven at 155 MPH (Aug. 1976) 
$62.50 per Pair Complete with Instructions 
$14.50 Silicone/Rajah Wire Kits 


All Products Warranteed 100% Against Defects in Material Or Workmanship. 


= [E ANDREWS PRODUCTS, INC. 


9872 FARRAGUT STREET . € ROSEMONT. ILLINOIS 60018 
312/678-4014. 
HONDA of MINEOLA BUCKLE, PATCH & DECAL CORNER wore in catalog 
—————————— Antique Brass Finish BUCKLES Fit all 1927-27 belts 











HARLEY WING- $4.95 
Gold color 





EAGLE — 495 Gold or Silver MX ~ $4.95 


HONDA WING — $4.95 : i 
MINEOLA ~ $4.95 Gold color Gold color 


Gold color 2 color 


0 2 4 6 8 10  JAl2 Scale for measuring patch sizes 
2 ص ف ق‎ 











c 
JACKET PIN 
Embossed solid pewter. 2 pin clasps for 
firm safe mounting on leather jackets 
Choice of Satin Brass or Satin Silver 









а 

4-COLOR 

No. qe ze No. 22 — $1.50 HONDA WING 
Red, White, e Black Red, Blue, Black, White Sky blue wing, red & gold "HONDA" 
panel on black felt. Avail. in 4 sizes 

A 4"xl1va" $1.00 C- 12"x3" $3.50 

| 15 ‘Sie ИШ AA B. 5v2"x 134" $1.50 D- 17" x 414" $4.95 


| A | ff 
ча CER ‘hdl a $195 «e 





No. 86 — $1.50 


e 
No. 30 — EM 50 Gold, Silver, Black 






Red, White, Blue No.5 — $1. 
cR Blue, Green, Black, Sinite 3 
HONDA \ 
NE. / E Shoulder Patch 
‘Adhesive Back 

ч Red, Black, Gold, Silver No. 73 — $1.50 No. 69 — $1.00 
No. 38 — $1.00 No. 43 — $1.00 No. 20 — $1.50 С 
Вей, White, Blue Red, Black, White до No. 33 Red, White, Blue Sp 

Z 


HONDA PET 
750 350 


450 
No. 56 — $1.00 500 
Red, Black, White 


oy d E 
х= у TON DZ 
Wing Decals No. V13 — $1.50 pr 


No. 61 — $1.00 Pressure sensitive — for any surface 
Blue, Red, Black, Gold 


o. 
available: 

HONDA xr-75, 200, 520 

XL250, 360, ес 

450, 500, White, 


No. 10 — $1.00 550, 750, Blue, 


Red, White, Blue 1000 Black Yellow and Black 


Use Order Form on facing page E> 


5% discount on orders $15 or more, buckles and patches ccmbined. 
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Montesa 360 VA МХ.............................. July 
Moto Guzzi 1000......... = 









Penton 175 Enduro 


Rokon RT-340 II .. 
Suzuki GT500 ..... 


XT500 Enduro... 
МАТ, 
IPA OO ЕПАШГО „ооо 





Husqvarna 360 Automatic .............. January 
Husqvarna 250 WR .............................. April 
Kawasaki KZ400...... 

Kawasaki KZ1000.... 

Suzuki GS400....... 
Suzuki RM250B 
Suzuki PE250 ....... PN 
Yamaha:DI250D.. eee 
Yamaha XS400D .................................. 
Yamaha XS360-2D .. 
Yamaha Х9650. 2. 










“We ship Worldwide - ys Worldwide 


for everybody and their bikes... 


A- STUFFER BAG — 10" diameter, 
17" long. Holds two helmets 
and clothing. Travels securely. 
Three-snap flap. Heavy duty 
slings. Red, Yellow, Blue, Black $11.49 














RAIN-PROOF 


CYCLE LUGGAGE 





TWO WAY INTERCOM Talk while touring. Clear, 
C-SUPER STUFFER— 21" long, 
12" diameter. All features, plus 
“piggy back" pouch. 
Red, Yellow, Blue, Black 
$15.49 

B-TANK BAG Straps to 
gas tank; 12”х10”х5” 
Topside map pocket and 
personal effects pouch. 
Heavy-duty sling for take- 
along convenience. 

К Black $16.49 


Red, Yellow, Blue, 

COMPLETE SET All three bags in 
matching colors. 
+ Red, Yellow, Blue, Black. $38.00 


САР STROKER 
Eo 


Lightweight acoustical tubing, each set only 2 



















NEW! FUEL GAUGE Fits 
Honda flip cap models: 
years. Also Yamaha '75's (road) 
and Kawasaki '75's (road). 


NEW GAS CAP LOCK For all 
Honda flip cap models, all 
years. Can be used with nev 
fuel gauge (Honda only). 
Heavy duty. 2 keys. Easy to 
install. $9.95 


Easily installed 


UNIRACER MX GOGGLE 
Shatterproof frame. Pro- 


tects from dirt and gravel. HANG TEN CAPS & STROKERS 


Caps are foam lined, vented, with flex 
Pop- proof, fog:iree lens. peak. Strokers have snap visors, are EAGLE 
black. $13.95 adjustable to all sizes. $4.95 LE 
Replacement lens clear Two emblems: TEAM HONDA (red cap or T-SHIRT 


red stroker); HANG TEN U.S. GRAND PRIX 
(blue cap or white stroker) 


4 CUSTOM CHROME 
GAUGE COVERS 
Sturdy, gleam- 
ing chrome rims 
dress up and 
protect your 
gauges. Fit 
all Hondas. 

m= Specify model. 
Set of two$14.95 


or smoke $1.95 
Pack of 6 tear-off lenses $2.98 








NEW! COTTER PIN Fits all. Just pull 
out, adjust chain, snap back in. $1.50 





White 100% 
and armtrim, 
multi-colored 


Honda wing о! 


with Eagle on 


TANK TOP (froi 


UNIVERSAL SADDLE BAGS Fit almost all bikes, over or 
under seat. Easily removable for carrying. Large са. 
pacity. Durable Black or Brown Vinyl. 


Set of two $13.95 (Black or Brown Leather $19.95) 


















"RANGO SADDLE BAGS For on or off bike. Double duty 
bags fit under seat, over seat, over shoulder. Heavy 
duty Naugahyde with chrome plated hardware, heavy 
rivet reinforced. Tie down strap assures snug fit. 

Each bag 12" wide, 11" high, 476" deep. Great 
innovation for free & easy travel. Set ot two’ 


NEW CYCLE SPAT 
protects against 
bg abrasions, scuffing, 
indenting. One size 


Standard — Black only $19.95 ; A 
Heavy duty (Reinforced) — Black or Brown -$24.99 ot ЕНА үе 
Se SECU REO = BISCO TOWN Jea. : 


MOTOCROSS G 


straps. Extra strap in black. 4 siz 


included. Black or 
Brown $3.98 


MINEOLA CUSTOM SEATS MINEOLA MARQUIS SEAT 


For Honda GL1000, 
750K, 500-550K/F, 
450, 400F, 360, 350F, 
350K4/G, Kawasaki 900, 
1000. Durable 
Naugahyde. Fit custom 
or stock. Hinge like 

> Stock seats. 


MINEOLA TOURING SEAT The ultimate! Maximum 
comfort, tops in style. Covers helmet holders and 
wires on late model bikes. Black or 
Dark Brown. $86.95 

Also available with 14" steel reinforced 
back.$101.95 





1" to 3" lower than stan 
Dark Brown. $91.95 


Also available without ba 








FREE GIFTS to all 
out-of-tewn visitors 


NOW PHONE YOUR ORDER 


























more shouting, pounding or hand signals. All plastic, non-electric, no maintenance. Adjusts 
to all helmets, easy to disconnect. Works hands-free. 


$9.95 pr 
j| HONDA-YAMAHA-KAWASAKI 





$14.95 


orange, green, 
print on back; 


Completely washable, colors will 
hold their brilliance for the life 
of the shirt. Adult sizes S-M-L-XL; 
child 10-12; 14-16. Also available 


BACK Eagle — 
FRONT Eagle — 





on late model Hondas. 14" steel reinforced back. 


effortless conversation at normal tones, no 


oz. 













mn 
% 





HELMET SPEAKERS Weatherproof 
remote speaker mounts on rear of any 
helmet. Fits earphone jack of standard 


transistor radio. 236" x 18” 
includes cable connectors $8.95 
SISSY BAR CARRY-ALL LUGGAGE Fits all bars, 
on-off in a jiffy. Double lined, heavy duty 
vinyl, full zipper enclosure. Waterproof. 2- 
Strap carry-handle, use as hand luggage. 
22" high. Black or antique brown. 
Standard — Black only $19.95 

DeLuxe heavy duty —' Black or Brown $29.95 














all 
all 


















CYCLE COVERS Form fitted, 

protects against all weather. 
Heavy gauge, cloth 

backed. Resists muffler 
heat. Contoured to 
all accessories. 
With tie straps. 


Bike shown includes 
sissy bar & pad, 
windshield & fairing, 
luggage rack and 
saddle bags. 









es 
A 
























010 R000 $22.95 
s, №. 

#956 For 175cc $16.95 #974 Mord $5. 35 

& smaller #976 Sissy Bar & Wndshld $30.95 

#958 For360cc $20.95 4961 For 750cc & smaller 2200 95 

& smaller #962 w/Sissy Bar $31.95 

#964 w/Wndshid $31.95 


#966 Sissy Bar & Wndshld $35.95 


cotton, with blue neck 
has eye-popping, 
(red, blue, yellow, 
bl^ck) giant eagle 
with yellow-black 
n upper left front. 






SHOEI Color Match HELMETS 
Honda color match — White, Silver, Gloss Black, 
Anteres Red, Blue. All fiberglass construction. 






Color Match 
HELMETS 


HELMET Super-soft deluxe 
lining. Snell approved. 
XS,S,M,LXL $44.95 


front, back plain. 
$4.95 
$4.50 
nt eagle only) $5.95 









B 


FULL FACE HELMET 
Flip shield & visor. Full 
vision. European styiing. 
Child L; Adult S,M,L,XL 
$44.95 


ا 


All 


А 
SAF-T-RELEASE 
for HELMET 





Quick release that works like a miniature 
seat belt. Polished metal. Replaces your 
"D" rings easily.$2.49 


Apparel & Accessories 


LOVES Simulated leather 
es S,M,L,XL. 


Pr.$4.95 2 pr. $8.49 
















Covers helmet holders 


EAGLE PATCH 


Eye-catching. finely 
detailed 7-color embroi- 
dered patch. Bronze wings 
brown body, silver head 
and legs. yellow talons 
and beak. Red HONDA on 
gold panel. Black velvet 
base. Iron-on or sew-on 
Two sizes. 

Giant Back Patch 

8" span. 10" high 
No. 77..........$8.95 
Regular Patch 

312" span, 5" high 

No. 81 $3.49 


dard. Black or 









ck. $78.95 











HONDA of MINEOLA” 


6 JERICHO TURNPIKE 


















































TOLL FREE FROM ALL MINEOLA, N.Y. 11501 © 
800 645 6066 (516) 248-5775 
)-645-606 миє tie, Е 
VINYL СОМР GRIPS except N.Y., Hawaii & Alaska os 
imi ibrati ADDRESS — = == = eo 
NEW ELASTIC RIDING BELT. Mee e ae or call 516-248-5775 Ez 
Fully adjustable with 3 buckles for maximum Black only 12 — $3.49 і СИГЕ бүдүр ДР 2s 
back and kidney support. Zippered change Set of 2—$3.4 NEW 1977 CATALOG E. 3 ш 5 
pouch. 4 sizes: S-M-L-XL... $11.49 $ 1 or) AOE Model # Serial = BE l5 
and Cycle Sound Record 3 і | 25 8 
($1.50 by Air Mail anywhere in the world.) (Ist & 2nd fs 5 $ 
QUAN. ITEM SIZE | COLOR восе) PRICE | 1 2 |65 
ME а | ы [| 
with a = 
orders NDA | | | < 5 |8 
over $5 | - © E c 
e 5 
= J le 
х | | 2g |S BE 
MINEOLA CRUISE CONTROL Effortless COMFORT CUSHION GRIP sr а= 
throttle control. Eliminates fatigue, wrist гаг Hones, Зар не compound, N.Y. State residents add 7% sales tax Add 5% shipping Ss a= 
cushio ign gi com- Жал 
Papeles nag installation. fot, better control DEALER INQUIRIES INVITED Я (Minimum 756) =5 28 
Black only. Setof2 $3.29 Jo Special Handling & Ому $150 additional (optional) TOTAL Dau 














Tricone Headers 


If all you are looking for in a high 
performance exhaust system is 
flashy chrome or a throaty roar, 
there’s a lot of places to get a 
header. But if what you are looking 
for is the absolute tops in rear wheel 
horsepower, there is no equal to 
Denco's Tricone 4 into 1 system. 
Proven time after time by racers 
across the country - there is no bet- 
ter performing pipe built! 

* Triple cone megaphone design 
• Super Quiet 2O" muffler core 

e Unrestricted access to oil filter 

• Available chrome or black 

e Quality construction, precise fit 

Don't settle for less than the 
header that holds the records in ev- 
erything from Pro Stock drag racers 
to the Bonneville Speed Trials – the 
incredible Denco Tricone. Denco 
has a complete line of perform- 
ance parts for Kawasaki road bikes, 
including Total SCavenge header 
systems, Power Notch big bore pis- 
tons, CR Series camshafts, Mikuni and 
Amal carburetor kits. 


Send $2.00 for our 
54 page catalog. 


i 


S 


Denco Industries, Inc. 
448OE Enterprise Fremont, Ca. 94538 





ГЕТДЕНӘ Г... Continued from page 8 


motorcycle, yet with a minor amount of 
work, the 500/550 Honda can be made 
into as nice, if not better, motorcycle. We 
have a 1974 550 Honda that does 12.2 
(3106.2 mph that still gets 45 mpg and 
has not had any major failures (engine or 
otherwise) in the two years it has been 
together. The engine work is minor con- 
sisting of a Yoshimura Isle of Man cam, 
his headwork, and a .050, 562cc piston 
kit. We have run a Winning Performance 
exhaust and how have installed the R.C. 
Engineering exhaust system. 

We are proud of our Honda, Mr. Collins, 
so stay down in Georgia unless you would 
care to be outrun and outcornered by a 
really great motorcycle. 

Mark D. Mcintosh 
Louisville, Kentucky 


INTERSTATE 80 

| do not subscribe to your magazine, 
but | did purchase the December 1976 
issue for the BMW test. The test was 
pretty well done, | thought, except for a 
remark concerning the fairing on p. 61. All 
the BMW riders | know are pretty smart; 
that's why they ride BMWs, | guess. How- 
ever, | don't believe any of them are smart 
enough (if that is what it takes) to cross 
Kansas on Interstate 80. Also, if there is a 
dumb BMW rider, | seriously doubt if he or 
she is dumb enough to try to cross Kan- 

sas on Interstate 80. 
Paige D. Herrig 
Lake View, lowa 


PARTS PRICES 


| would like to answer the letter in your 
January '77 issue where Don Hike, from 
Milwaukee, Wisconsin states that the 
dealers in his area have been ripping 
buyers off for years by selling their bikes 
for full retail. 

Although I’m only 19 years old, I’ve 
been on both sides of the fence. When | 
first starting cycling, | saw the industry 
through the eyes of a consumer. And | 
was lucky enough to get “ripped off” for 
full retail on a new street bike. Two weeks 
later the upper end self-destructed. To- 
tally! And when | brought the bike back to 
the dealer in a basket, he just smiled, had 
me sign a warranty claim, and | had my 
bike back in less than 1 week from the day 
that | took the bike in for repairs. No 
charge. 

Now | can just hear all your readers 
saying "Well, that's to be expected!" 

You're damn right. Because that dealer 
demanded full retail for his bikes, he could 
afford to pay his top-rate wrenches and 
have a complete selection of parts. Good 
service isn't cheap, and when a dealer 
cutthroats his bike prices, he's going to be 
forced to make his eating money else- 
where. Less time on new bike setups, 
minimal amount of parts on hand, over- 
charging for work that is done by cheap, 
inexperienced labor. 


If the Don Hikes of this country want to 
buy their cycles at K-Mart, more power to 
them. 

Our family, after getting hooked on 
bikes, now owns a Suzuki shop here in 
Wisconsin so | admit that I’m slightly prej- 
udiced. Our bike prices are slightly higher 
than area cutthroaters, but our customers 
have learned that we offer service, which 
is something that can't be stressed 
enough in today's computer punch card 
Society. 

Michael Foreman 
Blackhawk Enterprises 
Viroqua, Wisconsin 


After several years of experience (read 
getting burned) | have found several alter- 
natives which can reduce parts prices for 
all bikes in general, and BMWs in particu- 
lar. They are: 1) Spark Plugs: Many bikes 
use plugs which are used in automotive 
applications. | buy Champion plugs for my 
BMW and Yamaha RD400 for 75€ apiece 
from a discount auto parts store. Bike 
dealers want $1.50 apiece. 2) BMW Parts: 
Priced higher than even the bikes them- 
selves and similar parts of other manufac- 
turers. This in spite of their model 
interchangeability which reduces invento- 
ries required. But rejoice BMW owners, 
salvation is at hand. | stumbled upon an 
outfit which sell parts by mail at approx- 
imately 2096 off of the Butler and Smith list 
price. How do they do it? Simple, they buy 
direct from the BMW factory in Germany 
and sell direct to you, thereby eliminating 
a middle man. The company offers impec- 
cable service, and a free price list can be 
obtained by writing or calling: Capital Cy- 
cle Corp., 2328 Champlain Street, N.W., 
Washington D.C. 20009, (202) 387-7360. 

To give you an example of the potential 
savings let me list parts commonly used 
with the lowest price quoted for each item 
by 4 area BMW dealers. The last five items 
are prices James Dowell (Dec. 1976 Let- 
ters) indicated paying and show he really 
got stabbed. 


Capital BMW 

Cycle Dealers 
Air Filter (Purolator) ... $5.95... $7.75 
Oil Filter (Purolator) ... $3.00... $3.55 
BHOIRISS ys сани $4.00... $4.85 
Condenser........... $4.50... $5.50 
Pinch Bolt (real axle) . . $0.65... $8.50 
Head Gasket ......... $1.65...$7.75 
Headlight Bulb. ....... $3.00...$7.20 
(not sealed beam) 
Front Brake Cable .... $5.65... $12.80 
Universal Joint Boot... $3.30... $13.00 


In addition to these savings, they also 

offer additional quantity discounts. | hope 

the foregoing will be of value to Cycle's 

readership in the same manner which 
their "Tips" have helped me. 

Don Watner 

Williams Bay, Wisconsin 


E.D. EXTRAVAGANZA 
Tell Gordon Jennings he is an (expletive 


(Continued on page 134) 
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Get your training at 
American Motorcycle Institute 


Here's how you get started. Contact us right now by 
sending in the attached card. At American Motorcycle 
Institute here in exciting Daytona Beach — motorcycle 
capitol of the world — we train men and women in the 
basics. Everything from minor tuneups to major overhauls 
(plus management training ... read on.) We fit you out 
to work on the big bikes and make your own money. You 


Movin' on up to bigger things. 


After you complete your 12 weeks of initial motorcycle 
mechanic training, you go on to better things. Just 9 
more weeks in residence prepares you with all the skills 
you need for PARTS COUNTERMAN, PARTS MANAGER, 
SERVICE MANAGER, MOTORCYCLE SALESMAN, SALES 
MANAGER, and GENERAL MANAGER. These are the big 
jobs where your potential is your only limit. 


And after training ... when you leave us and get out into 


Tough track with big rewards at the 


There's nothing easy about training for a professional 
career in the motorcycle industry — we'd be lying if we 
said there were. But, if you have the basic skill, we can 
train you to develop that skill and become a real pro. 
So do some thinking for yourself. If you like to work with 
your machine ... if you want a career that satisfies you 

. if you want a job where you control the action ... if 


Be a motorcycle 


money and management. Mail 
your coupon today. 











CALL TOLL FREE (800) 874-0645 





Be a Motorcycle Mechanic 
PLUS a talented Motorcycle Manager. 


... Maybe Even Open Your Own Shop! 


and be MORE than a 
MECHANIC. 


get 7% hours a day of classroom and live laboratory 
instruction in the 37 necessary skills. You'll have shop 
work in our huge service center. You'll be working along- 
side guys and gals just like yourself. You'll learn from 
mechanic pros who really know their stuff and know how 
to teach you. It's 12 weeks of tough, in-residence training, 
and we demand a passing grade of 85 to qualify you. 


the real world of motorcycle repair, you'll probably start 
as a mechanic or parts man, but with the additional 
management knowledge you will have learned, your pro- 
motion is the next step up. You won't be held back while 
other mechanics get promoted over your head. You'll be 
the one who's prepared for promotion after promotion 
because you WILL HAVE ALREADY GAINED THE 
NECESSARY KNOWLEDGE. 


end. 


you want to make your money doing what you like best 
— working with motorcycles ... then write us today. Just 
fill in the attached card or complete the coupon and mail 
it. Or, if you want instant action, give us a call at our 
toll-free number, 800-874-0645 (In Fla. call collect 904- 
255-0295). 





Fla. residents call (904) 255-0295 collect 
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| 1445 SKYTROOPER ROAD 77-5 -10 
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We also train marine stern drive t PLEASE SEND ME MORE INFORMATION 
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isfying track ahead of you, зо р О DEALERSHIP MGMT O DEALERSHIP MGMT 
flip your starter today. Mail the a 
coupon — it’s your first step B 
toward a future you've probably р МАМЕ 
always dreamed about. Waiting 8 
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CYCLE COMPRRISON 


HONDR CB360T 
KAWASAKI K2400 
SUZUKI 65400 
YRMRHR XS400D 


THE FOUR-STRORE 400 TWINS 


@ THE FIRST THING TO UNDERSTAND ABOUT 
a commuter bike is pretty straightforward: 
there's no such thing. So far as Cycle is 
concerned, the commuter bike is a myth. 
There are only excellent motorcycles, 
good ones and mediocre ones, and still 
others that are fit subjects for salvage- 
yard crushers. Limited-production high- 
performance roadsters aside, first-rate 
street motorcycles are the best machines 
on which to toot, scoot, commute, troll, 
and otherwise put on miles and have a 
good time. If you like to ride to work or 
school or the shopping center, the better 
the motorcycle, the more enjoyable the 
coming and going will be. 

The very idea of a "commuter bike" 
implies a second-class vehicle—a light- 
duty, one-dimensional machine suited 
only for commuting. Presumably commut- 
ers are supposed to have less comfort, 
performance and chutzpuh than "real" 
motorcycles. Frankly, we've never met 
anyone who wanted a third-string bike for 
hind-tit motorcycling. When competent 
two-wheelers, suitable for in-town and 
between-town operation, cost more than 
$1000 at the suggested-retail level, you 
can bet every customer wants the best 
motorcycle his tattered dollar can buy. 

In this four-bike test, Cycle staffers rode 
and evaluated the Honda CB360T, Ka- 
wasaki KZ400, Suzuki GS400 and Ya- 
maha XS 400D side-by-side. We selected 
top-of-the-line models w''^'v available in 
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large quantities. Each Japanese man- 
ufacturer offers less expensive, stripped- 
down versions of the same bikes, and 
Kawasaki even has a gussied-up 400 with 
fairing and bags. But in the interest of 
testing comparable motorcycles, we by- 
passed the decked-out Kawasaki and 
stayed with the four-stroke twins with disc 
brakes and electric starting. 

For some time, twin-cylinder four- 
stroke motorcycles, displacing 360cc to 
400ccs and weighing between 375 and 
410 pounds wet, have formed the largest 
single gateway to street motorcycling. It's 
common for many first-time buyers to 
enter motorcycling in this class; other 
riders, who may have owned tiddlers in 
early adolescence, still consider small 
four-stroke roadsters as their first real-for- 
sure motorcycles. 

These entrance-level machines adhere 
to a common engineering outline. The 
engines are four-strokes. To many first- 
timers the engines sound right, more akin 
to familiar automobile four-strokes than 
lawn mowers. Even if emission standards 
did not discourage street two-strokery in 
the long run, just the whispering pos- 
sibility of changing a spark plug can cool 
a newcomer's enthusiasm for the two- 
stroke's higher specific power. 

Not only are the engines four-strokes, 
they're all single or double overhead 
camshaft twins and they all have displace- 
ments ranging from 360cc to 400ccs, and 
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they all weigh around 400 pounds. In 
order to get motorcycles scaled to 
normal-sized Americans, and strong 
enough to cope with highway traffic (and 
two-up running), and understressed 
enough to give long reliable service, a 
motorcycle needs about 25 horsepower 
to propel its 400 pounds. 

Manufacturers can produce smaller 
and lighter machines, but they don't fit big 
Americans. There's no real problem in 
pulling 25 horsepower out of a 250cc 
engine, so long as the owner is willing to 
live with a raucous, raspy engine with 
edgy power. That kind of engine isn't very 
endearing, nor are shaky 350cc singles 
appealing to a road-going clientele. But 
four-stroke twins can be calmed down 
with careful flywheel balancing or 
smoothed out by internal engine balanc- 
ers so that the motorcycle will not self- 
detach its minor and major components 
or vibro-massage the rider into plasma. 

Honda CB360T: Honda first discovered 
and exploited the small four-stroke twin 
market. The company's success began 
with the 305 series of the early 1960s, 
reached new heights with the CB350, and 
continued with the CB360 bikes intro- 
duced in 1973. 

The 360 was a derivative of the 350, 
updated with a tube frame and sixth 
Speed in the transmission. The engine 
remained the familiar 180-degree vertical 
twin with a single overhead camshaft; 
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Honda CB360T: a good seat and very bad riding 
position; a solid but vibrating engine and harsh ride. 


FOUR-STROHE 400s 


beyond crankshaft balancing, the 360 
had no further control on engine vibra- 
tion. And the 360's suspension wasn't sig- 
nificantly better than the 1967 CB350's. 

The 360 Honda indicated the direction 
in which the small four-stroke twins would 
proceed.The motorcycle was quieter, 
heavier, and in some respects more com- 
fortable than its predecessor. The 360 
represented progress, but only progress 
measured against Honda's previous 
efforts. In late 1973 the Japanese giant 
was still alone in the small-displacement 
four-stroke field. 

In 1977, however, the CB360 shares its 
territory with more recently-designed 
competitors. The Honda is an adequate 
motorcycle; nevertheless, time marches 
on. Our brand new test CB360 had rust 
covering the underside of the gas cap. 
That fact led us to check the date of 
manufacture: May, 1975. 

Kawasaki KZ400: Honda's adversaries 
long recognized the CB350s as good and 
profitable things; two-strokes may have 
owned all the drag strip times—but Honda 
had the customers. Kawasaki introduced 
its KZ400 just as Honda rolled out the 
CB360. 

Kawasaki's imitation was not a deriva- 
tion of the CB350; the KZ400 broke new 
ground in a couple of ways. Kawasaki 
minimized the engine vibration inherent in 
its 360-degree twin (the pistons rise and 
fall together) by adding a balancing shaft 
that rotated in the opposite direction of 
crankshaft. Located in a housing just for- 
ward of the crank and driven by chain- 
and-sprockets, the counter-balancer was 
phased to minimize the great primary up- 
and-down shaking of a 360-degree twin. 
Since the counter-balancer and crank- 
shaft cannot operate in the same planes, 
there was no way to eliminate the vibra- 
tion entirely, but the vertical twin could be 
smoothed out by this method. 
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would benefit from a technological trickle- 
down originating in large displacement 
bikes. The XS400 four-stroke, like the 
RD400, has a suspension that really deliv- 
ers rider comfort. Indeed, Yamaha suc- 
ceeded in making the first truly comfort- 
able small four-stroke twin. 

Yamaha chose to keep their new series 
simple and light although a heavy, com- 
plex counter-balancer system would have 
made the .XS360/400 bikes smoother. At 
388 pounds, the Yamaha 400 weighs the 
same as the 360 Honda. And like the 
Honda, the Yamaha design is a 180-de- 
gree twin, a layout that produces less 
bothersome rocking-couple vibrations 
rather than the enormous up-and-down 


Kawasaki KZ400: smooth, serenely comfortable, a bit 
overweight, with the least speed and best mileage. 





Not only did Kawasaki get its 400 rela- 
tively smooth, the company also gave the 
KZ a generous saddle and a comfortable 
riding position. While the suspension, es- 
pecially at the rear, was no improvement 
over Honda's effort, Kawasaki believed 
that a smoother-running engine in a more 
comfortable bike put the KZ400 a full step 
ahead of the CB360 Honda. 

Physically, the Kawasaki was bigger 
than the Honda, and weighed more— 
progress cost an additional 20 pounds. 
And more money. Currently the KZ400's 
suggested price is $1245, $184 above 
the CB360's. 

Yamaha XS400D: As the crowd has 
gathered in the small four-stroke field, 
bike specifications have become fancier, 
and prices have risen accordingly. Ya- 
maha International figures that its new 
400 will come in at $1300. 

Yamaha introduced its new small dis- 
placement four-stroke series as 360s. But 
the current flagship of the line is a 400, the 
increased displacement a result of open- 
ing up the bore three millimeters. Escala- 
tion has occured in other areas too. The 
new bike has cast alloy wheels and disc 
brakes on both ends. 

Curiously it was Yamaha's RD400 two- 
stroke that first indicated small twins 


heavings of 360-degree twins. 

Suzuki GS400: Time has worked in 
Suzuki's favor. Aware of the progress that 
its competitors had made, and able to 
begin with a fresh sheet of paper, Suzuki 
possessed an enormous advantage. 

Suzuki built a motorcycle that rivals the 
KZ400 in physical size and weight. In fact, 
both 400s weigh 408 pounds; put in per- 
spective these bikes are as heavy as a 
Honda CB400 four-cylinder. If Yamaha 
shunned complexity, the GS400 is a cele- 
bration of mechanical connections. Un- 
like the other powerplants, the Suzuki 
employs double-overhead camshafts very 
similar in pattern to the GS750. 

The GS400 has the same bore— 
65mm—as the 750, and identical cam 
timing. The 65mm x 60mm engine is a 
short-stroke compared to the 64mm x 
62mm Kawasaki, but a long-stroke unit 
matched against the 67mm x 50.6mm 
Honda and the 69mm x 52.4mm Yamaha. 
The Suzuki does have a counter-balancer 
like the Kawasaki, but the GS400 is a 
180-degree twin, like the Honda and Ya- 
maha. The Suzuki's gear-driven counter- 
balancer can't develop chain slop to 
upset the phasing. 

In the same way that the Yamaha 


XS400 capitalized on engineering refine- 
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ments first developed in larger roadsters, 
the GS400 has been strengthened via 
techno-trickle-down in the areas of rider 
comfort, suspension compliance and 
handling. Certainly anyone who might pay 
$1295 for the GS400 has a right to expect 
that Suzuki has done all its homework. 

Comfort: Motorcycle comfort relates 
primarily to considerations in three areas: 
1) overall fit and feel of the motorcycle, 
including saddle comfort, handlebar and 
peg positions; 2) suspension compliance, 
or the ability of the suspension compo- 
nents to respond to all kinds of irreg- 
ularities found in pavement; and 3) 
vibration control. 

Overall Fit and Feel: Least satisfactory 
in this category was the Honda CB360. 
The footpegs and bars are both too high 
and too far forward. Only a rider with very 
short legs, a long torso and telescopic 
arms could find a comfortable riding posi- 
tion. Average American males will have 
their knees up by their elbows, and those 
individuals with lower-back problems will 
find short trips uncomfortable on the 
Honda. The seat, however, does have a 
nice dish-shape; taken alone, that particu- 
lar component is comfortable. 

The Kawasaki gives the rider far more 
room, and a better riding position than the 


the rider high up on the motorcycle. The 
footpegs feel a bit more forward.than the 
Suzuki or Kawasaki, but nothing so se- 
vere as the Honda. The handlebar felt odd 
to taller, bigger riders, but smaller staffers 
found nothing objectionable in it. For 
sheer spongo-city comfort, the Yamaha 
saddle wins easily. The XS400's hand- 
grips are likewise a treat. 

A hard seat is the first dominant impres- 
sion of the GS400. It will burn a hole in 
your back side inside 50 miles. The bar is 
okay, maybe a bit better than the Yamaha, 
and the Suzuki's sportier seating position 
directs the rider's feet up and back com- 
pared to the Yamaha. The Suzuki has 
nice soft grips too. 

Suspension Compliance: The CB360T 
and the KZ400 have the least compliant 
suspensions. While the Honda's front fork 
more willingly responds to irregularities in 
road surfaces than the KZ400, the Ka- 
wasaki has softer action at the rear. The 
KZ400's fork reacts reluctantly, or not at 
all, to minor glitches in the pavement, 
thanks to fork stiction. Choppy freeway 
sections will set the KZ400 bucking as if 
there's a mismatch in the spring rates 
front to back. The Honda twin likewise 
feels very harsh suspension-wise, and its 
rear-end harshness keeps the bike hop- 





Suzuki GS400: t 'ewest of t 


Honda. The controls have been laid out 
sensibly, and a good-sized rider can find a 
satisfactory position on the bike. The sad- 
dle contour follows the human shape rea- 
sonably well, and for 25 to 50 miles— 
depending on the weight of the rider—the 
KZ400 is a pleasant cruiser. After that the 
saddle begins to feel hard. The pegs/ 
seat/handlebar relationships have been 
adjusted intelligently; in terms of rider 
positioning the KZ400 is the best of the 
four bikes. Two annoying things can in- 
trude on rider comfort almost immediate- 
ly. The waffle-style hand grips nip at the 
hands, and the kickstart lever can catch 
some riders on the inside of the shin. 

The Yamaha's flat and wide seat puts 
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ping and bobbing over rough sections of 
pavement. Overall, however, we rate the 
KZ400 slightly ahead of the Honda 360 in 
suspension compliance. 

Neither the Honda or the Kawasaki are 
in the same league with Yamaha and 
Suzuki for overall compliance. These two 
have up-to-date.suspension systems: they 
go beyond merely being soft; they are 
supple. Front fork stiction has been elimi- 
nated; the bikes float over minor ripples in 
the highway and respond equally well to 
larger pocks. 

The Yamaha (with two-rate springs 
front and back) has the edge in suspen- 
sion compliance; when its shocks are set 
to minimum spring preload, the Yamaha is 
king of the cushy ride. The XS400 isn't 
marshmellowy or vague. The suspension 
is just very responsive and active on both 
ends. The Suzuki, even on minimum pre- 
load, feels more taut though no less con- 
trolled at the rear. The Suzuki's Cones- 
toga-Wagon seat may have as much to do 


with that taut feeling as the rear shocks. 


Vibration Control: Despite different ap- 
proaches to vibration control, only the 
Suzuki is genuinely successful at 
squelching the shakes. The other three 
motorcycles vibrate at some speeds. The 
Yamaha lacks hateful vibration; you can 
usually find a speed at which the engine 
will settle down. 

In any case the Yamaha's seat and 
rubber-mounted bars usually insulate the 
rider from the worst vibration. The shak- 
ing of the 180-degree twin is most notice- 
able through the footpegs, which get 
particularly lively between 50 and 53mph 
in sixth. Not unexpectedly, the 400 Ya- 
maha shakes more than the XS360-2D 
that Cycle tested earlier. 

On paper the Kawasaki should be as 
smooth as the GS400; nevertheless, the 
KZ400's counter-balancing system is far 
less effective than the Suzuki arrange- 
ment. The steering head, forks, bars and 
mirrors shake vigorously above an indi- 
cated 55mph in top (fifth) gear. The vibra- 


Yamaha XS400D thest 
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HONDA CB360T KAWASAKI KZ400D SUZUKI GS400 YAMAHA XS400D 


Price, Suggested retail ........ Шоб ее тыне qm $1245] т нон $1105! резво .$1300 (approx.) 
TMG HOM ts cae ООВ р женени еннен S LOM Og SOO В ea E tee 3.25 x 18 

VEA iei 50x TG а AA. ЗОВУ MEET CSI» tyr Ө es ditm а CADRE 3.50 x 18 
Engine: уре Four-stroke 






SOHC twin 














Bore and stroke .................... ..69mm x 52.4mm 
к E (2.72 in. x 2.06 in.) 

Piston dislacement .............. 356.66 ANF GU. Iib) eem cod 398cc (24.28 cu. in.) ............ 398cc! (24.3 cu. inj) exse: 392cc (23.92 cu. in.) 
Compression ratio ................ OUI ese оис игене ий ӘЛ irs ceno кдын каз инен) Хе Орр E ROE 9.21 
САЙН @ПӘП а 2; 30mm Keihin CV .............. 2; 32mm Keihin CV .............. 2; 34mm Mikuni СМ................ 2; 34mm Mikuni CV 
Air filtration............................ Pleated Paper ...................... Pleated рарег........................ Polyurethane foam ................ Dry foam rubber 
Ig tior usse cocco trece Battery and coil .................... Battery and coil .................... Battery and'colil „тасы Battery and Coil 
Ваке тай сонс 27:5°73:35 іп. (8bmm:)........./ 27° /4.0 in. (102mm) ............ 28?/3:7 іп. (OAM) sees sese 26.5°/3.35 in. (85mm) 
Mph/1000 rpm, top деаг......10.71...................................... В ПРАВЕ лаазалсан 11.40 
Fuel capacity... esee 2.9 gals. (11 liters)................ 3.7 gals. (14 liters) siressa 3.7 gals. (14 Ійегѕ)................. 2.9 gals. (11 liters) 
Oil capacity „вее 2:1 dts (220066) eres 3:2 gts. (300066) =... 2:2: Gt. (2400606) „еа 2.1 qt: (2000cc) 
Wheelbase ............................ 52:6 in; (1835mm) usd 58:511860 54.5 in. (1385г) „езин 52.6 іп. (1335тт) 
Seat һеідһ............................ 29 1D. CSOT) зен. net ЭЛАЗ) ee ІОВ 30.5 in. (775mm) 
Ground clearance ................ SSI. (GPAOmtm) eser отт) 5:5 inz AOI) ооло 5 in. (127mm) 
Curb weight ............... ....988 Ibs. (176.4 К9)................ 408 Ibs. (185.5 kg)... 408 165; (185.5 Ка)... 388 Ibs. (176.4 kg) 
Standing start %-mile .......... [15:33 бӨбС еа es 15:46:56 GC ac ces et arces od ОШ БЕС 14.90 sec. 

(284.90 mph ... us 
Average fuel consumption ..49.7 трд .............................. 
Speedometer error .............. Indicated 30, ....................... Indicated 30, mes Iridicatedi30, л Indicated 30, 


actuali29:9/l ess caesarean êd ACTUAL ANA ел actual Ө ӘП nuoret actual 29.13 
indicated 0: н Indicated'60; assess Indicated 60, .......................... Indicated 60, 
асару о аса 5756 e actual 57:80 es ...actual 57.52 
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Engine 
Speed BHP 
814 .. 
1027 ... 
1190 .. 
12.87 ..... 
1430 .. 
16.50 .. 
EIS 
2005 ~ 
...16.89 
.16.90 


3500 .. 
4000 .. 
4500 .. 
5000 .. 
5500 .. 
6000 .. 
6500 .. 
7000 .. 
7500 .. 





22.52 


2444 .. 
..2545 .. 
..2607 .. 
..2626 .. 
.. 24.49 .. 


Torque 
11.26 
.14.24 
15.42 
1562 
15.02 


15.03 


15.43 
15.71 
.16.20 


16.71 
16.11 
15.32 


Honda CB360T 
Test Conditions: 
Barometer 30.02 

Temperature 
60?F Wet 76?F Dry 
Correction Factor 1.034 
Date of Test: 2/15/77 
As Tested on the 

Webco Dyno 
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Suzuki GS400 
Test Conditions: 
Barometer 29.95 

Temperature 
55°F Wet 64°F Dry 
Correction Factor 1.014 
Date of Test: 2/24/77 
As Tested on the 
Webco Dyno 
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Torque 
13.20 
14.31 
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16.09 
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18.16 
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Kawasaki KZ400 
Test Conditions: 
Barometer 30.05 
Temperature 
58°F Wet 76°F Dry 
Correction Factor 1.032 
Date of Test: 2/15/77 
As Tested on the 
Webco Dyno 
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Yamaha XS400D 
Test Conditions: 
Barometer 29.98 
Temperature 
52°F Wet 64°F Dry 
Correction Factor 1.020 
Date of Test: 2/24/77 
As Tested on the 
Webco Dyno 
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tion is strong enough at a sufficient 
number of points to discourage riding the 
motorcycle above 55mph. At 56-58mph 
(indicated) the Kawasaki produced more 
handlebar vibration than any other bike. 

The Honda CB360, though reasonably 
contained at 55mph, will sizzle the hand 
grips at 60mph, matching the Kawasaki 
vibe-for-vibe. While the Honda has a rub- 
ber-socketed handlebar (so does the XS; 
Kawasaki and Suzuki are solid mounts), 
this band-aid engineering helps little. The 
Honda brand of vibration attacks the rider 
at more places than the Kawasaki. The 
KZ400 seat buffers the incoming vibes 
whereas the Honda seat joins in and 
buzzes along with its engine. 

In terms of overall comfort, there are 
two winners and two losers. The Yamaha 
tops the list inasmuch as the Suzuki's seat 
is more objectionable than the Yamaha's 
vibration. Most riders can adjust to a little 
low-level vibration; there's not a human 
that can forget Suzuki's version of a 
motorcycle seat. Granted that the Ya- 
maha seat is high and flat, but it's a far 
better thing than Suzuki's piece. Dialed in 
for the softest kind of ride, the Yamaha 


noses out the Suzuki on suspension com- 
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pliance. The GS400, on the other hand, is 
much smoother and vibration-free than 
the other bikes. 

Kawasaki's 400 has a pleasant, natural 
sitting position; the Honda does not. Both 
bikes have early 1970s suspension, 
though the KZ400 is more compliant over- 
all. Vibration is a problem with both. But 
fewer shakes get to the Kawaski rider. 

Engine/ Drivetrain Performance: None 
of these bikes are fast or quick by big-bike 
standards; however, compared to four- 
wheeled street vehicles, 360/400 class 
motorcycles are hot performers. At the 
drag strip the Yamaha won, clearing 
the quarter-mile in 14.90 seconds at 
87.39mph. The Suzuki, weighing 20 more 


MPH Per 1000 RPM 
Honda Kawasaki Suzuki Yamaha 
3.80 .... 3.90... 3.89... 3.95 
5.57 .... 5.98... 5.39... 5.55 
6.95 .... 7.16 
„== 9.66 .... 853... 872 
...11.28 .... 9.98 ....10.30 
„..10.71....ОМА* .. 11.27.... 11.40 

*Does Not Apply 


Gear 
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pounds, was slower at 15.04 seconds, but 
nearly as fast—87.20mph. 

The Honda finished third, by running a 
15.33 second quarter-mile and recording 
an 84.90mph terminal speed. The KZ400 
pulled up last, posting 15.44 seconds at 
84.34mph. 

Оп the road the Suzuki and Yamaha 
are easily the fastest motorcycles; the 
Yamaha will pull away from its competi- 
tors in any sixth-gear roll-on contest. 

Vibration discourages running either 
the CB360 or the KZ400 to their redline. 
By comparison, the XS400 and GS400 
have willing and responsive engines, 
eager to run-and-gun between 6000 and 
9000 rpm. They sound the part; both have 
very throaty exhausts, especially the Ya- 
maha. The commotion may serve to cover 
the mechanical noises in the engines. The 
Kawasaki and Honda have quieter ex- 
hausts but the riders still hear all manner 
of thrashes and whirs when operating 
above 5000 rpm. 

Driveline slop continues to plague most 
Japanese motorcycles. The sloppiness 
can arise from several sources: sensitive 
constant-vacuum carburetors that slam 
the throttle slides down when the twistgrip 

CYCLE 


HOW TO 
IMPROVE 
YOUR LOOKS. 


Nothing makes a man look more debo- 
naire than taking a cigar out of a tube. And 
there's no better tubed cigar for the money 
than Royale by Gold Label. 

A stylish cigar with a rich Cameroon 
wrapper. And all the mildness and fresh- 
ness sealed in by the tube. 

So take out a Royale and take on a 
whole different look. 
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inyour life...live. 


A sleek graceful sailing vessel glides across the sometimes green, 
sometimes blue Caribbean. The cargo: you. And: an intimate group 
of lively, fun-loving shipmates. 


























Uniform of the day: Shorts |] 
and tee shirts. Or your bikini | , 
if you want. And bare feet. | I ae | Life aboard your big 


sailing yacht is informal 


Mission: A leisurely cruise to : 
Relaxed. Romantic. 


remote islands with names 
like Martinique, Grenada, 
Antigua —those are the 

ones you've heard of. Before 
the cruise ends, you'll 


There's good food. 
And ‘grog? And a few 
pleasant comforts... 
but any resemblance 
to a plush pretentious 
resort hotel is 
accidental. 


Spend 6 days 
exploring paradise. 
Spend six nights watching the moon rise and 
getting to know interesting people. It could be 
the most meaningful experience of your life 
...and it's easily the best vacation you've had. 


A cruise is forming 
now. Your share from 
$290. Write Cap'n Mike 
for your free 

adventure booklet 

in full color. 


know the names of many 
more. You'll know intimitely 
the enchanting different 

mood of each...and its 


Come on and live. 
own beauty and charm. 





is rolled back slightly; small, light fly- 
wheels can allow the revs to drop in- 
stantly; loose engaging dogs in the 
gearbox will add more play; a slack chain 
and a sloppy rear-wheel cush hub will 
always compound the problem. The Ya- 
maha exhibits a disconcerting amount of 
driveline slack when the throttle is nicked 
back, more so than the XS360 previously 
tested. The Suzuki had less snatch than 
the Yamaha, but the Honda showed at 
least as much as the Yamaha. The lei- 
surely pace with which the Kawasaki 
gained and lost engine speed (more 
flywheel effect than the other machines) 
tended to mask its drivetrain roll-out/reel- 
in tendencies. Overall, the Kawasaki and 
Suzuki had the least amount of snatch. 

The Yamaha gearbox action is note- 
worthy: soft, positive mechanical engage- 
ment with a short throw. The Suzuki, 
Kawasaki and Honda have notchy 
gearshifts that operate with the same sort 
of feel as a door-latch. Perfectly ade- 
quate, and very Japanese. 

Gas mileage ranged from about 43mpg 
to a high of 55mpg. The Kawasaki and 
Yamaha pretty consistently delivered over 
50mpg with normal riding; in like circum- 
stances, the Suzuki and Honda would 
return just under 50mpg. Honda and Ya- 
maha recommend low-lead or regular 
gasoline; Kawasaki specifies unleaded 
gasoline while Suzuki calls for low-lead or 
unleaded fuel. 

Although the Yamaha engine has a 
slight performance edge on the GS400 
twin, and a better-shifting gearbox, to a 
man the staffers preferred the Suzuki 
engine. The GS seems to be happier 
running hard; of course, the Suzuki pro- 
duces this impression because it's much 
smoother than the Yamaha. This percep- 
tion of the happy engine is something 
totally aside from "vibration control" dis- 
cussed in the comfort section. All other 
things being nearly equal between two 
bikes, a rider is more at ease leaning on a 
smooth-running engine than one that vi- 
brates. A smooth-running engine just pro- 
duces a halo effect; it's as simple as that. 

Furthermore, everyone is aware that 
the Suzuki has a twin-cam engine, with 
gear primary drive and a gear-driven 
counter-balancer. While these specifica- 
tions may have no immediate bearing on 
how the engine performs in a comparative 
sense, these engineering extras do shape 
one's thinking about the GS400 engine 
and tend to strengthen all the good im- 
pressions of the unit. 

Handling: The GS400 ranks first in han- 
dling. It has a big bike feel. The Suzuki is 
stable and wallow-free in corners, doesn't 
hunt down freeway rain grooves, holds as 
steady in crosswinds as any 400-pound 
bike can manage, and has plenty of 
round-town agility. 

Since all these motorcycles are rela- 
tively light, no significant differences exist 
in ease of in-town riding. Each one is 

(Continued on page 138) 
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Workshop . 
Manuals 


for people 
who have trouble 
using other manuals. ... 


Had it with do-it-yourself manuals? The 
kind that skips important details? Then 
you'll really go for Haynes Manuals. 
Written by writers who aren't afraid of 
grease. 


Haynes Manuals are the only manuals 
written from practical experience. We 
buy a model of the bike concerned, 
strip it down, and rebuild it, taking 400 
to 600 photos in the process. Hundreds 
of these unique photos are used in each 
manual and are number-coded with step 
by step instructions to make all do-it- 
yourself repairs really easy. 


In addition, large exploded drawings, 
specifications, and fault finding charts. 


tistortittes $6.50 each 


TITLE 


BMW 5 & 6 Twins . . . 249 
BSA A7 & A10 500/650 . 121 
АБО & A65 Unit Twins 155 
250, 350, 440, 500 Sngls. 127 


BOOK NO. 


360 Twin 


TITLE 
XR 75 Dirt Bikes . . 287 
CB 400F & 550F Fours 262 Triumph 350 & 500 Twins 137 


GL 1000 Gold Wing . . 309 
Bultaco Comp. Bikes . . 219 Husqvarna Comp. Bikes . 221 


acco o 1970 on. 


241сс: 
: Users Workshop Manual 
Owners Owners Workshop Manual) Manu: 2 


Result? A manual that even your kid 
sister can follow. 


Size: 10% x 84." Approximately 140 
pages. And what a choice! 50 manuals 
covering 17 different imported and do- 
mestic manufacturers bikes. Just $6.50 
each. Pick up a copy at your favorite 
shop, or mail the coupon below. 


BOOK NO. TUI EE BOOK NO. 


GT 7503cylinder . . 302 


291 650 & 750 Unit Twins . 122 
Trident & BSA Rocket . 136 
Pre-Unit Twins . . . 251 


CZ 125 & 175 Road/Trail . 185 Kawasaki 250,350,400 . 134 Velocette 350 & 500 . . 186 


Harley Davidson XL/XLCH 250 
Honda 50 all models . . 114 


125 Elsinore, MR 175 . 312 


900 21 & Z1B Fours . 222 Vespa Scooters . . . 126 
KZ 400 Twins " 
65,70 & 90 ohv & ohc. 116 Maico Competition Bikes . 220 
100 & 125 Singles . . 188 MZ 150 & 250 Singles . . 253 
125, 160, 175, 200 Twins 067 Norton Twins . т ; 

Commando 750 & 850 . 125 


281 Yamaha 100, 125 & 175 . 0 
200 Twins all models . 156 
250 & 350 Twins . . 040 
250, 360, 400 Trail . . 263 
TX & XS 500 Twins . 308 


250 Elsinore CR & MT . 217 Suzuki B120 & B100P . . 292 The Complete Book of 


250& 350 Twins . . 133 
XL250 & XL350 Trail . 209 
350 & 500 Fours. . . 132 
450 Twins all models . 211 
750 Four (not auto) . 131 


GT125 & 185 Twins 
Trail Bikes all models 
250 & 350 Twins 

GT 380 & 550 (3 cyl.) . 
500 Twins all models 


Motorcycle Trials . . 179 
Motorcross. . . . ·. 261 
Trail Bike Riding. . . 180 
Speedway . . . . . 184 
Big Bike Racing 


NEW! The Restoration of Vintage & Thoroughbred Motorcycles 


By Jeff Clew. 


Comprehensive, Detailed. $15.95 


GENTLEMEN: 


216 pages, approx. 260 illustrations. 


Complete, 
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Haynes Publications Inc. 


9421 Winnetka Avenue Chatsworth California 91311 
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In motocross, distance isnt all that sepa- 
rates the lead rider from the rest of the pack. 
Hes probably in better physical condition. 

His riding skills may be slightly more refined. 
Or, this year, he may just be riding a new 


Yamaha YZ. 


The power at the 


starting line. 
To finish a race in first 

place, it helps if you can start 
out in that position. So 
Yamaha engineers have 
given the new YZ's 

more power than ever 
before. Peak figures 


Air/oil fork. 


: range from 
Leading Axle Forks: 
You have less rake, 18 hp for the 
quicker steering. YZ100 to an amaz- 
ing 41 hp for the 
YZ400. Theyre now 


ful than any other produc- 
tion racers. The powerbands 
are wider than on other 
motocross machines, 

so the torque 

comes on sooner 

and falls off later. 

The flywheel inertia works 

perfectly with the suspension to 

get a maximum amount of power to the 
ground. 

Typically, this year the YZ rider 
will be the first one into the first 
turn. 
Thesteering precision „б 
at turn one. 

At turn one, you 
needn't worry about 
someone going inside 
your line. Because on 
most YZ models the 
front axle is actually 
ahead of the fork 
tubes, instead of 
underneath them. So 
the rake can be much 
less than on a conven- 
tional bike. This means 
you can steer quicker, the 


front tire bites harder. You 
stay in the lead. 





The new Yamaha 
This year, you ll either be 




























neath the tank and pry up or down on the 

adjustment ring. You have 17 

recommended settings, or 
about 17 more than youd 
have оп а conventional 
racer. 

One thing you'll have less of 
is shock fading. Because each YZ 
monoshock is encircled by cool- 
ing fins that help 


You'll notice the handling on a YZ il. 
is also uncommonly stable. A 
new rigid, triangulated swing 
arm has eliminated virtu- 
ally all flexing and 

y wobble. As one magazine 
put it, the sensation is akin 
to riding a well-behaved 
slot car around a curve. 
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a screwdriver and rotate 
























It adjusts to you. the notched ring. ШЫСЫ: 
Not vice versa. heat that can kill 
The YZ suspension has more travel damping efficiency. 


Plus each 


one has a 


than most long-travel suspensions. The 
YZ400, in fact, has over 9 inches, at 
both ends. So ruts, bumps, pock- 
holes and rollers are simply swal- 
lowed whole. 

But the real beauty of a YZ 
suspension may lie in its total 
adjustability. You can set and re-set ` 
the spring preload on the new de 
Carbon-type nitrogen/oil mono- 
shock right at trackside by simply turn- 


Lightweight 


ing a threaded nut. As 
for damping adjustments, you 
merely insert a long, thin screw- 
driver into the hole located be- 











New leading axle forks. 


Capacitor Discharge 
Ignition System. 





YZ Monocrossers. 
оп опе or behind one. 


ing the weight of the oil as on a conven- 
ылы. tional bike. But now you 

za 7, can also alter damping by 

NOE | changing the amount 
A Y of oil in the forks. 

5 So, while other riders 

\ are riding what they 

^^ brought, youre 

riding whats perfect 
















unique thermostatic control. As heat builds 
up andoil thinsout, it makes minute damp- 
ing adjustments to com- ۾‎ ; 
pensate for the change. 
Up front, the pressur- 
ized air within the air/oil forks acts like a 
second progressive spring, and can be finely @ 
adjusted by using the gauge supplied with 
every air-sprung YZ racer. 
You can adjust fork damping by chang- for track conditions. 


When you know how theyre 
built, you'll buy a Yamaha. 


Wt Wide plastic fenders. 


n 




































astic tank. 


wheel travel (in.) front теат 
YZ 400 9.84 9.84 
YZ 250 9.84 9.84 
YZ 125 90 90 
100 mM 
f у 3280/0955 4049 





Engineered for winners. 
Already, many people 
are piling superlatives on 
the 1977 Yamaha YZ 
racers, like “the fastest} 
“the best? “unbeliev- 
” able; etc., etc. Who 
knows? All we can 
really say for sure 
is this: When the 
Yamaha factory team 
successfully domi- 
nated the recent 
Florida Winter AMA 
Motocross Series, they 
didnt have to resort to 
"factory bikes? Except for 
the handlebars and foot- 
M pegs, they used stock, pro- 
duction YZ's. The same as 
youll find now at your local 
Yamaha Dealer's. 







New owner-adjustable de 
Carbon monoshock (on all 
models except YZ 80). 








Harley-Davidson's Cafe Racer 


couldn't have been built by a committee. 
There's no compromise. 


Only one man could have built the Cafe Racer. 
Willie G. If he wore a suit, hed be William G. Davidson. 
But he doesn't. So hes Willie G., the man who designed 
the Super Glide, and now, the 1977 XLCR Cafe Racer. 

“Т wanted to build the ultimate, no compromise 
bike. So I built it first, then presented it. Before the 
presentation, I said to myself, “If they like it, we're 
going to build it. If they don’t, ГЇЇ keep it for myself.” 

They liked it. 


No wonder. A street legal Cafe Racer in black 
on black, Willie G:s creation may be the ultimate 
customizing job: 

He took the engine from the powerful 1977 
Sportster. Sculpted the seat and rear end to resemble 
the famous XR-750 racer. Added a specially-designed 
gas tank. Put on a unique Siamese exhaust system 
with all black pipes. 

Those pipes, coupled with the Sportster engine, 
make the Cafe Racer the most powerful production 
cycle Harley-Davidson® has ever built. 

Possessed with an ability to compete with the 











nose, black fairing with a cae 


We believe in safety first. Before you start out, ig 
Help keep insurance costs down. Lock your bike. ~ 

















ONLY DATSUN 





has the small pickup with room inside for long legs and large loads. 


Like most small pickups, 
Datsun's exclusive King Cab" has 
a 6-ft. bed for hauling stuff outside. 

Unlike any other small 
pickup, it has room for hauling 
stuff inside. Up to 11.3 cu. ft. of 
storage space behind the seats. 

And unlike any other small 
pickup truck around, it comes 
with reclining bucket seats. Plus 
such surprising features as more 


leg space than some full-size rigs. | 


Full carpeting. And an extra-long 
wheelbase for smoother rides. 


Not surprising, it's stingy on 








gas. 32 MPG on the open road, 
22 around town with manual 
transmission. Of course, those 
are EPA figures. So your mileage 
may differ depending on the 
condition of your truck and how 
you drive. California mileage 
slightly lower. 


Suddenly 








CIRCLE NO..31 ON READER SERVICE PAGE. 


to dawn on you. 
ре 





One more strong point: 
King Cab utilizes the same 
all-steel body construction and 
rugged latter-lattice frame as the 
Li Hustler that won the teeth- 
rattling Baja 500. So you know it 
can take a load of punishment. 

If by chance it ever does 
need service, you can count on 
some strong backing from over 
4,000 Datsun service technicians. 

Add it all up and it's pretty 
easy to see why Datsun is 


| America's Number One Selling 
J Small Pickup. 


You say your fork goes up and 
down in a series of hitches? 
Maybe it needs a little 

remedial reassembly. 

By Phil Schilling 


€ YOU SAY YOU KNOW A LOT—AND VERY 
little—about motorcycle forks. Yes, fork 
springs live inside tubes, and you can get 
the springs out. You know where to drain 
out the old fork oil, and where to put the 
new stuff in. You can also identify a 
leaking fork seal because there's this 
great mess that goes trickling down the 
front of the afflicted leg. You know that 
dampers damp by running oil from one 
chamber to another, and passing it 
through little holes on the way. But be- 
yond that, you say, fork damping might as 
well be controlled by four mice and a 
giraffe residing in each slider and stepping 
on hydraulic valves and gates therein. 

This is a pictorial stroll through a Mar- 
zocchi fork, but there isn't anything in 
here about how the fork actually works. 
You need not feel threatened by some 
techno-information overload. On the 
other hand, if you're interested in how a 
fork unit comes apart, how to clean up the 
metallic garbage inside, how to prevent 
the dampers from binding in the sliders, 
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and how to set up the front end properly in 
the triple clamps, then read on. 

A Marzocchi fork is shown here for 
good reasons. First, it was handy; second, 
the fork needed a clean-up; and third, we 
were going to do it anyway. Most conven- 
tional forks come apart in a similar fash- 
ion. Japanese axles may be held in place 
by end caps on the legs, and the indi- 
vidual pieces in the damper units may 
look different, but fundamentally the 
basics are pretty much the same. 

Fork internals suffer from all the imper- 
fections of mass production. Manufac- 
turers stick damper assemblies together 
quickly, leave machining chips in the 
parts, fail to seat damper units accurately 
in the legs, install springs of unequal 
lengths, put various amounts of fork oil 
into identical legs, and mis-shim the front 
wheel or tighten down the front end in the 
wrong sequence. Among other things, 
these errors can produce a certain 
amount of binding in the fork, but fork 
springs can mask all sorts of maladies. A 







PHOTOGRAPHY: PAUL А. HALESWORTH 


rider may not notice any malfunction un- 
less the condition is really severe. 

Is your front end in a bind? Situate your 
motorcycle in such a way that you can 
move the fork from full extention to full 
compression. You'll have to put the bike 
on its centerstand and a block. Pull out 
the fork springs and then see how easily 
the front wheel goes up and down. The 
fork legs will probably travel in a series of 
glitches, hitches and stalls. Too bad. They 
shouldn't. 

Assuming you can drain the old fork oil 
(dirty, ugly stuff isn't it?), pull the axle out, 
keep accurate track of the spacers, re- 
move the fork springs, pull off the brake 
caliper(s), and take the fork tubes out of 
the triple clamps, then you have arrived at 
our starting point. You say you don't want 
the full tour. Okay, there's a short walk 
available. Skip through Photos 1 to 18. By 
that time the dampers will be back inside, 
where they belong. By picking up at Photo 
19 you can at least set up your front end 
so that the axle will not bind the fork legs. 
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(1) Here's where the fun begins. At this 
point the top caps have been screwed 
out, the springs removed and the fork oil 
dumped. Just for fun you might run the 
sliders to the top of the tubes. Lay them 
down side by side. You may find that one 
slider/tube is longer than another. Take 
the longer unit and rotate the tube in the 
slider. At some point in the tube it may 
drop another half-inch or so into the 
slider. That happened with one leg shown 
here. An enormous hitch in the slider get- 
along is sure evidence of poor assembly, 
or worse. If you bought a new fork at 
Porsche prices, don't kid yourself about 
fine-old-world craftsmen, who build spe- 
cial racing units one at a time with great 
patience. All their money—and yours— 
probably went into careful machining; the 
assembly is still only average. 

(2) This is a worm's eye view of the 
bottom of the fork slider. The allen-head 
screw holds the damper rod in place 
inside the slider. Note that the screw is 
almost buried in the slider. You must have 
the correct allen-head key wrench just to 


reach the screw. Alternatively you'll need 
a socket-style allen-head which snaps on 
a %-inch drive, so that you can use the 
snap-on allen-head, an extension and a 
ratchet. 

(3) In the best of all possible worlds, an 
allen-head key wrench will suffice, and as 
everyone knows, it's always easy when 
they do it in the magazines. Just insert, 
and turn with a snap. You may want to 
turn the screw initially with an impact 
blow. This may require a tube extension 
slipped over the end of the key wrench, 
and a hammer. Smack the tube extension 
smartly with the hammer, or do likewise to 
the ratchet handle if you're using more 
sophisticated tools. Once broken loose, 
you can then turn the screw out without 
further hammer-heroics. But sometimes 
life can be difficult. You unlucky mechan- 
ics will turn the screws, but feel the 
damper rod turning inside the fork slider, 
matching your rotation degree-for-de- 
gree. Result? The great go-around, and 
you can't get the damn thing out unless 
you hold the top of the damper rod. 





Usually the tops of the damper rods are 
slotted, as if for huge screwdrivers. With 
flashlight in hand, peer down the fork tube 
from the top and look for the slot. Having 
found it, all you need is the world's long- 
est, meanest screwdriver, or similar de- 
vice (sometimes a hardware-store metal 
strap, about Ye-inch thick and a couple of 
feet long will work). Then you'll be able to 
keep the damper rod from rotating as you 
turn out the screw. 

Before chasing off to the hardware 
store, you might try re-inserting the fork 
spring and top cap. The spring may exert 
enough pressure on the damper rod as- 
sembly to keep it from turning. It's worth a 
try, even if you have to preload the spring 
by inserting a spacer (like a half-inch drive 
Socket) between the spring and top cap. 

If all normal ploys fail, there is a high- 
technology solution: a pneumatic tool. 
Armed with a snap-on allen-head socket 
andan extension, a pneumatic wrench will 
spin the screw right out. Most of the time, 
however, simple hand tools, applied to the 
damper-rod screw only, will be sufficient. 





(4) With the screw out, just pull the fork 
tube out of the slider. Don't do this opera- 
tion upside down; that is, with the slider on 
top and the tube on the bottom. You could 
drop the damper-rod assembly (or parts 
of it) out the top of the tube and onto the 
floor, scattering pieces everywhere. 

(5) Done properly, the damper rod will 
be dangling out the bottom of the fork 
tube as you withdraw the tube from the 
slider. As a precaution, take the damper 
rod screw and put it back in the damper 
rod. That way, even if you tip the fork tube, 
you won't be spilling the damper parts out 
on the floor. Meanwhile back in the 
depths of the slider, you'll find a loose 
piece rattling around. This is the damper- 
rod seat which is supposed to position the 
damper rod in the center of the slider. 

(6) This is a photo of old friends some- 
what reunited. Inside the fork slider 
shown at the left, the damper rod fits 
down in the damper-rod seat (the thing 
that looks like a top hat) and the whole 
thing is held together by a damper-rod 
Screw, which passes through the slider, 
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then through the seat (located inside the 
bottom of the slider), and finally into the 
damper rod itself. 

(7) Getting the damper-rod assembly 
out of the fork tube takes a pair of Seeger- 
ring pliers. Don't try tó finesse your way 
through without the proper tools. With the 
ring removed, the assembly will come out, 
or should come out. A sharp tug on the 
rod will usually do it, but don't get too 
violent. You don't want to bend any part of 
the rod itself, so a couple of sharp, ener- 
getic, but straight yanks are in order. 

(8) Presto. You have the damper as- 
sembly before you. And a bit more. The 
assembly has been laid out with the 
damper-rod seat in its relative place, on 
the bottom. When you inspect the 
damper-rod assembly, you will begin to 
understand the reason for disembowel- 
ling the fork. Various pieces are likely to 
show gouges and burrs, and there will be 
metal chips in the damper unit, in the fork 
tubes and inside the sliders. 

(9) Shown here is an enormous stab 
wound in the damper rod seat. How did it 


get there? When the forks were as- 
sembled (probably with the springs in, not 
out) the damper-rod seat got cocked 
slightly in the bottom of the fork leg. At full 
fork compression the Seeger ring (see 
Photo 7) dug into the seat. Remember 
that one slider did not run up fully on its 
tube (see text accompanying Photo 1). 
The slider would go up until the edge of 
Seeger ring would dig into the seat. Rotat- 
ing the tube maneuvered the Seeger ring 
around to the other side of the cocked 
seat, whereupon the tube dropped an- 
other half-inch into the slider. 

(10) One problem leads to next. The 
dag on the damper-rod seat produced a 
high spot; that in turn made contact with 
the inside of the damper-rod bush. Close 
investigation of the parts will uncover 
obvious imperfections. Work carefully 
with small files and 360/400 wet-and-dry 
emery paper. Remove the raised ridges of 
the gouges, but don't file and paper your 
way to the bottom of any trenches. You 
don't want to change the dimensions of 
the parts. 








(11) In many places you'll see metal 
particles or debris of some kind. The grit 
shown here was lodged in one of the 
damper rod holes; a similar piece of grit in 
one of the floating ring valves could upset 
the damping. Do not fiddle with the holes 
themselves. You can alter the damping 
rates by changing the size of the orifices. 
Many times holes are so small you might 
not realize you've changed the hole sizes 
with two swipes of a file. 

(12) Practically everyone should stop 
after cleaning up, deburring and massag- 
ing the damper assembly. For most peo- 
ple, going further is pointless. True, if you 
have a lathe handy and want to polish the 
components, you can do it. That might 
make you feel happier, but the parts won't 
function significantly better. The removal 
of one Seeger ring will enable you to carry 
the disassembly to this point. Unless 
you're a whiz, diagram as you take things 
apart. And by all means leave one damper 
together while you take the other one 
apart. That way you always have a ready- 
made map for reassembly. Just remem- 
ber, the installation of one part upside 
down will have you re-doing the whole 





job. And fouled-up damper parts could 
result in the most curious handling—and 
dangerous—characteristics you've ever 
sampled. 

(13) Clearly, having played Mr. Clean 
to the damper-rod assembly, do likewise 
to the tubes' interiors. Watch the way in 
which you dry any metal parts. As a rule, 
Turkish towels are just great for human 
bodies, but they leave a trail of lint on 
metal. Compressed air is the best drying 
agent. Barring that, allow the parts to still- 
air dry after washing in solvent. Determine 
that the tubes are straight. Roll them 
across a glass surface or a flat machin- 
ist's table. 

The damper assembly bush (that's the 
part immediately behind the Seeger ring) 
should press in smoothly. Be sure that 
you get the Seeger ring all the way in and 
completely seated in its groove. 

(14) Having cleaned the fork leg, 
you're ready to drop the damper-rod seat 
into the bottom of the slider. Obviously, if 
the fork seals have been leaking, they 
must be replaced. Remove their retaining 
rings, and gently ease the seals out with a 
blunt screwdriver. You'll be able to press 


the new seals with your fingers, or a 
Socket the outside diameter of which is 
just a little under those of the seals. Don't 
cock the seals in their races and don't 
damage the interior faces. 

(15) The damper rod seat should be 
centered in the bottom of the slider. You 
should be able to look down the slider 
from the top and see the hole in the seat 
line up perfectly with the hole in the slider. 

(16) Its time to put things back to- 
gether. Hold the slider up in one hand ahd 
lower the tube with the damper assembly 
down in the slider. 

(17) Ease the tube downward. You can 
feel the damper rod drop into its seat. 
Then turn in the damper-rod allen-head 
screw. Gentle is the word. You want to get 
the seat and rod and slider all centered 
nicely to eliminate any chance of binding. 
With the tube fully down in the slider, 
rotate the tube slowly in the slider and turn 
in the allen-head screw at the same time. 
Check to see that you do not have a bind 
when the slider is moved up and down on 
the tube. Any drag should come from the 
fork seals; there should be no binding 
whatever. 
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The damper rod screw should be tight. 
Remember this screw holds the slider and 
tube together, so you can just imagine 
what would happen if one or both screws 
came out while you were blazing down 
the road. So get it tight. Paranoids might 
want to safety-wire the bolts. But don't use 
Loctite. If you ever have to take the as- 
sembly apart again, the difficulties caused 
by Loctite-secured screws would be un- 
mentionable. After everything is tightened 
down, recheck the up-and-down action 
by moving the slider on the tube and 
rotating the tube relative to the slider. At 
no point should there by any binding. 

(18) The dust-covers for the seals ac- 
count for a fair amount of drag, especially 
when new. To a certain extent this can be 
minimized by packing the underside of 
the cover with grease. Some people soak 
a piece of old Filtron in oil and then 
position the foam under the cover. Slip 
the dust covers on the fork tubes but not 
on the sliders. 

(19) Pull the fork tubes up in the triple 
clamps. Screw the top caps on; it's just a 
convenient way to remember approx- 
imately how high the tubes came up in the 
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top fork crown. In {һе case of this particu- 
lar Marzocchi fork, the caps line up with 
the top of the crown. Don't get overly 
precise because you really don't care 
what's going on at the top; it's the axle- 
level alignment that really counts. 

(20) With a shouldered straight- 
through axle, spend some time getting the 
axle holes aligned well enough so that the 
axle will slide right in. You make the 
necessary adjustment by moving one 
tube or the other up or down in the triple 
clamps. Run the axle through, tighten the 
pinch bolt (in the right leg of the Marzoc- 
chi) and then make the final height adjust- 
ment in triple clamps. Fork legs which 
have detachable axle caps must have the 
axle bolted in place in order to get an 
accurate read on axle-hole alignment. 

(21) Should you measure the depth of 
the tubes in the crown after you've lined 
up the axle holes, you'll discover that the 
tubes may not be at the same apparent 
height. In fact, the difference here is one 
millimeter. Do not worry. The axle does 
not care. There are at least five surfaces 
(from the bottom of the fork leg) which 
could account for the height difference in 





whole or in part. Indeed, you have no 
guarantee that the top crown isn't slightly 
thicker on the left side than on the right. 

(22) Tighten the tubes in the triple 
clamps. At each one of the pressure 
points, the triple clamps should purchase 
or grip the tubes completely. An oval hole, 
for example, would only contact the tube 
at two points, and the purchase would be 
far less secure than one produced by a 
round hole. If you have a severely oval 
hole, it must be machined round at a 
machine shop. But we've seen very few 
holes that ever required truing. 

(23) Tighten the lower triple clamps. If 
it was exceedingly difficult to get either 
one or both of the tubes to line up easily 
through the bottom and top triple clamps, 
it may be difficult to get the tubes tight. 
Assuming your tubes are straight, an 
alignment problem means bent triple 
clamps; and if your motorcycle suffers 
from that, then you need brand new 
pieces or an expert straightening job. No 
amount of jiggery-pokery will make it 
right, or even nearly right. If you make 
such an unhappy discovery at this point, 
you just have to grin and buy. 
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(24) А fender, even a fiberglass опе, 
can twist or load the sliders enough so 
that they bind on the tubes. The trick is 
shimming the fender carefully and not 
overtightening it. 

(25) How tight is too tight? When you 
raise the sliders on their tubes by lifting on 
the axle, there should be no binding. The 
moment you release the pressure, the 
sliders should drop down the tubes with- 
out hesitation. You can get the fender on 
so tight and cockeyed that the sliders will 
just tie up on the tubes. Of course, spring 
pressure will force the sliders down, but 
the binding will fight the spring all the way. 
Fenders with built-in fender braces often 
may require some bending and re-shap- 
ing as well as shimming. Incidentally, 
while testing for binding, don't put the 
rubber dust covers on the sliders. Tight 
dust covers drag slightly, and conse- 
quently they make it a bit more difficult to 
feel any binding. 

(26) Here you see the shims. There's 
nothing fancy. Hardware-store flat wash- 
ers have been stacked one deep on the 


left side and two deep on the right. The 
fender is secured firmly enough so that it 
will not move. Loctite should be applied to 
the nuts which can be safety-wired for 
additional insurance. 

(27) Install the wheel with appropriate 
spacers on both sides. A front wheel 
speedometer drive usually doubles as a 
spacer, but in this particular set-up, there 
is no speedometer drive. Generally stock 
spacers do an adequate job of centering 
the wheel in the fork. Worry warts—or 
those preparing race bikes—will want to 
check the centering of the wheel. Pick 
some convenient reference points and 
measure away. Here the distances be- 
tween the brake discs and the caliper 
bosses on the sliders are being made 
equal on both sides. Understand that this 
centering method is approximate. To do a 
very precise job you must measure every 
component that goes on the axles both 
front and back, and then establish an 
accurate centerline running straight 
down the center of the chassis. However, 
that kind of to-the-thousandth precision 





just isn't necessary for setting up play- 
bikes and street machines. 

(28) The axle shoulder will take up any 
distance between the right slider and the 
wheel. The whole axle is just pushed 
through until the shoulder butts up 
against the wheel bearing. With the wheel 
centered, be sure that the shoulder only 
takes up the distance on the right. 

(29) On the left side things are a bit 
more difficult. There's a gap. Without 
shimming, there's no way to have the 
wheel centered in the fork, and (far more 
important) have the sliders run up and 
down freely on the forks tubes. Suppose 
that you tightened the axle pinch bolt (in 
the right side fork leg) and then tightened 
down the axle nut. The open gap on the 
left would close up, but the fork legs 
would bind, because the axle would pull 
the ends of the fork sliders toward each 
other and bow them. On the other hand, if 
you tightened the axle first, and then 
torqued on the pinch bolt, the axle shoul- 
der would push the wheel over, taking up 
all the distance on both the right and left 





eS 


24 








CYCLE 


sides of the wheel. The fork would not be 
put into a bind, but the front wheel would 
not be centered in the fork either. 

Those not starting from scratch won't 
have a problem. Don't fret should the 
wheel be a millimeter or so out of the 
center. Unless your measurement system 
for centering is more precise than the one 
suggested above, normal error could 
easily be a millimeter. 

(30) If you insist upon shimming and 
need extra shims, try a retail outlet for 
bearings. Take a shim with you, or deter- 
mine the ID/OD and probable thick- 
nesses you'l need. Stay away from 
hardware-store flat washers. Usually the 
perfect shim will slip in with a slight inter- 
ference fit. And how do you know it's 
absolutely right? We hesitate even to sug- 
gest this, but here goes: When the axle is 
shimmed perfectly, it’s possible to tighten 
the pinch bolt first and then the axle. But 
there will be no bind in the fork. Do not, 
repeat, do not use this sequence in the 
final assembly. It's just a checking pro- 
cedure only. 


(31) Whether you have shimmed or 
adjusted yourself to satisfaction, tighten 
the pinch bolt after the axle nut. 

(32) Now with the wheel in place, the 
sliders should move up on the tubes just 
as freely as before. When you lift the 
wheel you should feel no interference 
anywhere in the fork's travel. Having 
made this final check, you can slip the 
dust-cover boots on the sliders. 

(33) As a point of interest, you may 
wish to check the free-length of the fork 
springs. One will probably be shorter than 
the other simply because each spring 
collapses a different amount. 

You may want to replace the stock 
springs with high-quality accessory 
springs built for a specific motorcycle 
model and fork. However, for most riders 
a little uneven spring sag will not be a 
compelling reason to buy new springs. 

(34) The collars on these springs (a 
stock Marzocchi item) keep the springs 
from buckling a little inside the tubes, and 
chafing on the interior faces of the tubes, 
thus working fine bits of debris loose to 


swirl around in the dampers. Initially fol- 
low the maker's recommended specifica- 
tions for type and quantity of fork oil. 

If your fork was binding before you took 
it apart, then you have no real idea of how 
well the damper units will work with the 
specified type and amount of fork oil. 
Some manufacturers are quite pointed. 
Ceriani recommends Lubri-Tech 5-weight 
fork oil for some of their forks because the 
factory used that oil when developing the 
damper units. 

Don't guess on the quantity of oil. A 
graduated beaker or a fairly accurate 
measuring cup is needed. Filling soft- 
drink bottles three-quarters to the top just 
isn't accurate enough. When the oil and 
springs are in place, tighten the fork caps. 
Most caps have some provision for 
breathing, so don't seal any holes or 
channels you might see in the caps. 

(35) You're finished. The only further 
attention your fork will normally require is 
changing the fork oil. Unless you bunt into 
a hard object and kink your tubes. At that 
point, return to Picture One. © 
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NOW, AVAILABLE ONLY 


Chilton has the only complete repair 
manual...the most up-to-date trouble- 
shooting guide...plus individual repair 
and tune-up guides. 


stroke 


street Fw endures 
500-650" 





MOTORCYCLE REPAIR & HODAKA 1964-1973 Мо.`6027.................................. $7.95 
TUNE-UP GUIDES HONDA ELSINORES 1973-1975 No. 6284......................... $6.95 
BMW MOTORCYCLE Through 1972 No. 6049...................... $6.95 HONDA FOURS 1969-1974 No. 6030............................. $6.95 
BSA Through 1972 No. 6048................................... $6.95 HONDA SINGLES 1968-1975 No. 6034 ........................... $6.95 
BULTACO, MONTESA & OSSA 1963-1972 No. 5888................. $7.95 HONDA TWINS 1966-1972 No. 5799............................. $6.95 
HARLEY-DAVIDSON SINGLES 1947-1972 No. 6047 ................. $6.95 HONDA XL SERIES 1972-1975 No. 6217.......................... $6.95 
HARLEY-DAVIDSON V-TWINS 1959-1972 No. 5797 ................. $6.95 HONDA 125/200 TWINS 1969-1976 No. 6469 ..................... $6.95 
HARLEY-DAVIDSON V-TWINS 1965-1974 No. 6219 ................. $6.95 HONDA 350/360 TWINS 1968-1975 No. 6038 ..................... $6.95 


& 


FROM CHILTON. 


Chilton's Motorcycle Repair Manual 
The only complete manual available. 
Here, in one easy-to-use book, is all the infor- 
mation needed to work on almost any model. 
Clear, concise, easy-to-understand. Written 
by knowledgeable, experienced rider-mechanics. 
More than 1,200 pages. 
Fully illustrated with photos, diagrams, 
charts and illustrations. 
Includes a helpful 32-page “General 
Information" section for beginners. 


Covers: Model identification. Maintenance 
information. Tune-up details. Engine and 
transmission removal, repair and installation. 
Lubrication system repair. Carburetor overhaul. 
Electrical system testing. Comprehensive 
chassis procedures. Troubleshooting and 
service information for all components and 
systems. Only $22.95 


Chilton's Motorcycle Troubleshooting Guide. 
Covers all bikes. i 

Shows how to find just about any motorcycle 
problem quickly and accurately and explains 
how to solve it. 

Includes simple, step-by-step troubleshooting 
and testing procedures, helpful tune-up 
hints and operational description of various 
systems and theory. 

Hundreds of photographs, drawings, 
exploded diagrams, testing patterns and 
diagnostic flow charts. 

Appendix provides metric conversion charts 
and a degree wheel for valve timing. 


Covers: Tools and their use; engine operational 
theory; tune-up procedures and analysis; two- 
and four-stroke engine troubleshooting; the 
theory and practice of proper lubrication; a 
complete fuel systems section with carburetor 
theory, operation, troubleshooting and 
rebuilding procedures; charging and lighting 
systems; batteries; transmission and clutch 
troubleshooting; care and adjustment of chains 
and control cables; disc and drum brake care 
and troubleshooting; forks; shock absorbers; 


and chassis components. Only $5.95 
HONDA 450/500 TWINS 1966-1976 No. 6451 ................... . $6.95 
KAWASAKI 1966-1972 No. 6044 ................................ $6.95 
KAWASAKI SINGLES 1969-1975 No. 6339 ........................ $6.95 
KAWASAKI TRIPLES 1969-1975 No. 6265......................... $6.95 
KAWASAKI 900 Z1 1973-1974 No. 6025 .......... РК eae O $7.95 
MOTO GUZZI 1966-1972 No. 5908 .............................. $7.95 
NORTON 750 & 850 1966-1973 No. 5913......................... $7.95 
SUZUKI-1963-1972 No: 5800. - ote cese elude ы cen унда» $6.95 





Chilton’s Motorcycle Repair & Tune-Up Guides 
Accurate and comprehensive. 

A “must” for every bike owner. 

Expertly prepared by experienced 
rider-mechanics. 

Contains easy-to-follow diagnostic and 
adjustment instructions plus step-by-step pro- 
cedures for tune-up, maintenance and repair. 

Loaded with photos, line drawings, charts, 
diagrams, exploded views and detailed 
specification tables. 


Covers: Everything from adjusting cables to 
rebuilding the engine. 


Ask for Chilton Books at your 
nearest auto supply or 
motorcycle dealer. 





For more information, 
write to Chilton Book Company, 
Dept. AP, Radnor, PA 19089. 


CHILTON BOOK COMPANY 


Radnor, PA 19089 


SUZUKI SINGLES & TWINS 1970-1974 No. 6036................... $6.95 
SUZUKI TRIPLES 1972-1974 No. 6032 ...................... еа $6.95 
TRIUMPH MOTORCYCLES Through 1972 No. 6046 ................. $6.95 
YAMAHA 1964-1972 NO SU somes rose tres 13:90:95 
YAMAHA ENDUROS 1968-1974 No. 6086 ......................... $6.95 
YAMAHA STREET TWO-STROKES 1967-1975 No. 6040.............. $6.95 
YAMAHA FOUR STROKES 1970-1974 No. 6088 .................... $6.95 


Dual Overhead Cams: 
Allows higher RPMs. 
Plus: specially hardened 
` camshafts for added 
reliability. 


6speed trans: Gives 
superior low end torque 
while maintaining best 
gear ratios for accelerat- 
ing through entire power 
band. 
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Needle roller bearings 

positioned at race elim- 
inate crankshaft friction. 
And improves durability. — 


Suzuki Exclusive: 
"Posi-Tension' automatic 
cam chain adjuster, Main- 
tains cam chain stability 
under all engine conditions 


Maintains perfect cam · 
timing. 








Thenew state ofthe а —— 

You already know what our 65750 is all about Сусе magazine sang 
it out loud and clear. Now comes the 65550. And in its class, we feel 
it's every bit as good as its bigger brother. And it should be.Because the - 
GS550 was built to establish a new criteria just like the GS750. - 


— |  Theengine of the 65550 is powerful. With 
= | extraordinary acceleration and top-end speed 
J| Yet its ride is quiet and nearly vibrationless. 
+ The 550's Suspension is designed the same 
: nt asthe 750%. Plus the GS550 is stylish; pro- 
aE geo °" portioned exquisitely: as pleasing to the eye as 
indicator. itisforide. | 
Butdont take our word for it. Just your own. Go and see for your 
Self why the 65550 is one of the fi nest Ae 
production bikes you can buy. And yovll discover AGS SX os. 







"Astro-Lighted" instrument 
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why now, more than ever before-you can eme ER MEEA 
rget your troubles when a M у С^ 
you get on Suzuki. | Qe DON T 
Y SN A $ 













Unique muffler/tail-pipe configuration | 
allows standing lean angle of 45° 
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Needle roller bearings 
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YOUR TROUBLES. GETON SUZUKI. $ 
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At Dunlop,we believe 


a motorcycle is 
only aS good as 


There are some mighty fine 

high performance street bikes on 
the market today, all with the 
most advanced performance and 
control features. 


But the single most critical 
factor in motorcycle control and 
performance is the tires. And 
Dunlop is the number one name 
in motorcycle tires. 

Ask the people who make cycles. 
The manufacturers of 75 percent 
of all motorcycles sold in the 
United States choose Dunlop for 
original equipment. The reason 
is superior technology. 


Dunlop Tires 
Are Race-proved. 


Time after time, under the most 


1% 


- 


grueling race conditions, Dunlop 
technology has come to the 

fore. Like the Dunlop K-81, the 
industry's first tire with a Trigonic 
(triangular) profile that bites 

even at a 45 degree lean. 


Dunlop pioneered belted con- 
struction in racing tires. Dunlop 
belted tires were used by the 
winners of the 1973 and 1974 

500 cc, 350 cc, and 250 cc World 
Championships and Superbike 
Championships. And the first five 
finishers in the 1975 LeMans 
24-hour race ran on Dunlop KR-91 
belted tires, without a single tire 
change. 


Which brings us to our latest 
offering, the Dunlop K-91 Tire 
Performance Package, a result of 
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the racing success of the KR-91. 


A Revolutionary 
Tire System from Dunlop. 


The K-91 rear tire is belted/bias 
construction, another industry 
first, with belts of Kevlar*, the 
first fiber developed specifically 
for tires. 

Kevlar, pound for pound, is five 
times stronger than steel! Kevlar 
belts stabilize the tread for superb 
high speed performance, excellent 
mileage potential, and strength 

to resist road shocks. 

K-91 front tires are bias ply 
construction, with a ribbed tread 
pattern for directional stability, 
steering and cornering control. 
Both front and rear tread designs 





incorporate deep groove 

water clearing channels and aqua- 
jet shoulder ducts for water 
dispersion and wet grip 
performarice. 


The K-91 front and rear tire 
combination is V-rated. 


Our Track Record 
Proves Our Point. 


You can't talk about a 
motorcycle's performance or 
dependability without con- 
sidering the tires. 

And when it comes to tires, no 
one has a better track record than 
Dunlop. A track record that 
really pays off in performance and 
dependability on the street. 








More cycles 
ride on 
Dunlop 

than any 
other tire 

in the world. 


DUNLOP 


Dunlop Tire and Rubber Corp., Buffalo, N.Y. 14240 


* Kevlar is a registered trademark of the DuPont 
Company for its aramid fiber. 
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ee f you've been around as 

many motorcycles as 1 
have, then you'll realize 
just what a sophisticated 
advancement the Honda- 
matic 750 is. But when you've 
seen how Honda's technology has 
expanded the world of motorcy- 
cling, you come to expect great 
things, like the Hondamatic. It has 
to be considered one of the most 





CB- 


EC = T dramatic innovations in years? 
HONDAMATIC "es Im | : Joe Parkhurst is a motorcycle 
“© б 2 bp ewm ` enthusiast not easily impressed. 
E. IE He was one of the pioneers of 
о technicall A E ё т. modern-day moto-journalism. А 
advanced, Wwe rat Fe publisher for over 15 years, Joe 


headed one of the most respected 
motorcycle enthusiast publica- 
tions in the cycle world. He has 
seen many new technical innova- 
tions become motorcycling stand- 
ards. And what he sees in the 
CB-750A excites him. 


its simplified 
motorcycling. 
—Joe Parkhurst 








HONDA CB-750A 
AT A GLANCE. 


Four-cylinder, 
overhead-cam, 
four-stroke 





Four 24mm Keihins 
with accelerator 
pump 

Two-speed semi- 
automatic with 
torque converter 


Transmission 


.Four-into-two 


Exhaust System. 


The Transmission Is “Ingenious? 
"| really like riding the 750A; says 
Parkhurst. "It's got a light feel in 
city traffic, excellent handling for 
mountain roads and the super- 
smooth feel of the four-cylinder 
Honda engine. But what really 
turns me on about this machine 
is the transmission. It's ingenious!” 

The transmission is Honda’s 
unique two-speed Hondamatic. 
The power of the engine is deliv- 
ered by Hy-Vo chain to the trans- 
mission. There it passes through a 
torque converter and on to the 
gears. 

The two gear ranges in the 
Hondamatic are engaged by 
means of hydraulic clutches. When 
you shift from neutral into the 
“low” range (most useful for city 
riding from zero to 60), a valve 
opens which lets pressurized oil 
into the first clutch. To engage 
“drive” (most useful for open-road 
cruising in addition to around- 
town traffic), move the shift lever 
again and that same valve redi- 
rects the oil to the second clutch 
which instantly engages the taller 
ratio. There are no sliding gears, 
shift drums or shift forks. Fewer 
total parts mean simpler mainte- 
nance anda longer life expectancy. 
“It’s so smooth and easy to oper- 
ate that the 750A amazes just 
about everybody who tries it?’ 

Powerful Overhead-Cam 
Four-Stroke. 
The "A" is the latest in Honda's 


series of legendary Fours. The 
engine is a powerful overhead- 


Always wear a helmet and eye protection, keep lights on and check local laws before riding. For free brochure, write: American Honda Motor Co., Inc., Dept. C57, Box 50, 
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cam four-stroke. Fuel is metered 
by four 24mm Keihin carburetors 
equipped with an accelerator 
pump to provide instant 
throttle response. The bike | 
has a new balanced look | 
featuring a four-into-two 
exhaust system with seam- 
less mufflers. 

For road bikes, sus- 
pension must have a lot of 
compliance, yet be firm for | 
good high-speed handling. | 
The CB-750A comes with 
smooth-action telescopic | 
front forks and plush, ad- | 
justable rear shocks. The | 3 
wheels sport aluminum | 
alloy rims like those found 
onthe Honda GL-1000. The S 
"A" has a hydraulic disc |. 
brake up front for super ka 
braking power. 

For added riding com- | 
fort, there's a specially | 
recontoured seat and new- Ё 
style handlebars with more S 
comfortable hand grips. 
Chain maintenance will be | 
lower this year due to the | 


new, stronger chain that can go | 


longer between service intervals 
and still outlive its predecessor. 


Special Features. 


The instrument panel on the "A" 
has a special read-out to tell the 
rider what range (neutral, low or 
drive) the transmission is in. In 
addition, swinging the kickstand 
down automatically locates the 
transmission in neutral (the only 
position in which the "A" can be 
electric-started) so it's ready to 
fire up when you want to go again. 
For convenience, there's a built-in 
parking brake. Pull out the knob, 
step on the brake pedal and it 
locks the brake. An important fea- 
ture when parking on a non-level 
surface. To disengage, just push 
the release button on the knob 
and step on the brake pedal again. 


"A Perfect Example Of 
Honda's Technical Excellence? 


As Joe Parkhurst sums it up, “Гуе 
been privileged to experience 
everything from Gran Prix road 


racers to World Championship 
motocross bikes. And this is one 
bike that really stands out. The 


The Two-Speed Hondamatic Transmission inthe _ 
CB-750A is the only hydraulically-shifted semi- 
automatic motorcycle transmission in the world. 
The rider selects one of two operating ranges 
Clow’ for city riding or “drive” for highway and 
city) and a hydraulic clutch engages the proper 
ratio. With no sliding gears, shift drums or shift — 
forks to wear out or need adjustment, 
the CB-750A‘s transmission is 
- designed for low main- 
tenance and a 
long life. 
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CB-750A is a perfect example of 
Honda's technical excellence. It’s 
afabulous motorcycle. Fast, sure- 
footed, comfortable, smooth and 
ever so easy to ride? 

See the new Honda CB-750A 
at your Honda dealer today. It’s 
the first of a new breed. "Destined 
to become a classic: 





HONDA 


GOING STRONG! 
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KAWASAKI BELIEVES IN RIDING SAFELY. CHECK LOCAL LAWS BEFORE YOU RIDE. 






































The Kawasaki KZ-400 has so much going 


- for it for just one motorcycle that we've decided to 


turn it into three motorcycles. 

Now you can have the 400's unbeatable ` 
combination of performance, economy and re- 
liability even more perfectly matched to your motor- 
cycling needs and budget than before. 

Our KZ-400 standard model features front 
disc brakes, electric starter and a highly refined 
single overhead cam four stroke twin cylinder 
powerplant developing 36 hp at 8500 rpm. A unique 
contra-rotating crankshaft balance system makes it 
run so smoothly you'd swear it was a four. 

Our KZ-400 Special is kept purposely sim- 
ple for an extra low price, lower operating cost and 
simplicity of maintenance. Its powered by the same 
mill as the standard model, but detuned slightly for 
fuel economy. It comes with kick start and drum 
brakes. 

Our Deluxe model comes with front disc 
brake, electric starter and is tricked out with locking 
saddlebags, luggage rack, road fairing and special 
paint and trim (options that would cost several hun- 
dred dollars if bought separately). 

So consider the KZ-400 carefully before you 
buy a mid-size commuter bike and we think you'll 
find it meets your needs better than any of the other 
bikes in its class. And why ПО It's three times the 
motorcycle they are. 


KZ-400 Special 


We know why you ride. 
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THE SAENG APPROACH 
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You've probably heard a lot of bad things about handlebar 
mounted fairings—poor handling, inadequate protection, up- 
drafts, instability— many of which were true. But unfortunately, 
the resulting belief that handlebar mounting is inherently inferior 
and second rate, isn't. 

So while everyone’s been spending their time and money to 
come up with frame mounted fairings, we've developed one that's 
not only handlebar mounted but surpasses any fairing on the 
market in engineering technology and, we think, design. 

How'd we do it? 

AIR THEORY. Air is a medium with elastic molecular prop- 
erties. Interference with this natural tendency to stick together in 
a single continuous sheet results in premature turbulence. So 
SAENG conformed the surface and trailing edge to permit maxi- 
mum elasticity of air flow. Its surface is a smooth, one-piece, 
gently curving progression that works with the air. There are no 
protrusions or surface angles that separate the air to set up a 
chain reaction of turbulence. 

MOUNTS. SAENG's continued application of sophisticated 
technology has resulted in a unique mounting system that is 
lightweight, easy to operate and has a high degree of adjustability 
for individual heights, riding styles and motorcycles. The upper 
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mounts are placed on each of the outer edges, out of the airstream. 
They hold the fairing stable by restricting outer edge expansion — 
preventing collapse, flutter or vibration. A process that, in fact, 
increases the fairing's rigidity with increased surface pressure. 
For safety, there are no exposed rods to penetrate the rider and 
the mounts pop-off the entire fairing, in the event of rider impact, 
preventing cuts from the jagged edges of a broken shield which 
could result in a permanently mounted fairing. 

The SAENG fairing. Its light weight provides agile and precise 
handling. Its unique design provides great stability and protection. 
Its clear construction provides unobstructed visibility. And be- 
sides, it looks good. 

We want you to experience the unbelievable smoothness and 
handling of the most advanced fairing on the market. Write to us 
if you'd like to know more. 

PATENTS PENDING 





Specifications subject to change without notice. 





Only seven years ago Pat Hennen was just another teenager 
with a stripped-down Honda 90 and an urge to go racing. Today, 
at 23, he's an established star in European Grand Prix road 
racing, and the only American to win a World Championship 
event. Lucky? Not hardly. You don't make it all the way from the 
gritty obsurity of central California's scrambles tracks to spon- 
sored rides in Europe on luck. It takes talent, but more than that 
the climb requires intelligence and extraordinary determination. 

Hennen's determination was, if not created, then at least 
tempered in the heat of American dirt-track battle. He did two 
years of sportsman scrambles and short-track racing, turned 
professional at age 18 and did his Novice year as a dirt-tracker, 
with only a couple of appearances on pavement. Not until Pat's 
second year as a Junior (he had the points for an Expert license, 
but wisely opted for another season of lower-key experience) did 
he begin to specialize in road racing. 

The shortage of professional road racing events here 
prompted Hennen to team up with Ron Grant and Scott Brelsford 
for a winter (summer, there) season in New Zealand and Aus- 
tralia, which he has since made a regular part of his schedule. 
While racing Down Under, Hennen met—and obviously im- 
pressed—Rod Coleman, who is the Suzuki importer for New 
Zealand and who Pat describes as "A fantastic person." 

Coleman provided Hennen with the Suzuki TR750 he rode in 
1975, and sponsored him on the RG500 in Pat's '76 European 
season, so we have a New Zealander to thank for Hennen's 
Finnish GP victory. Rod Coleman, and Pat himself, who had to 
deal with the season's manifold difficulties: a new and highly 
complex racing motorcycle; learning totally unfamiliar and intri- 
cate circuits; dealing with promoters across the language barrier; 
and coping with procedures and customs utterly unlike our own. 

Only incredible determination got Pat Hennen where he is; his 
intelligence is something that came across very strongly during 
our interview. Hennen's assessments of racing and his place in it 
are surprisingly thoughtful, cool. He speaks mostly of the need for 
planning and organization in a voice that is rarely other than flat, 
inflectionless, much like that of a Gary Nixon understudy but 
without the immobile jaw. And he's a wonderfully easy subject for 
an interview, because his intelligence and 
natural bent for organization produce a 
flow of thoughts neatly structured into 
sentences and paragraphs. We asked Pat 
to tell us about his European season, and 
he did, almost exactly (coughs, sighs and 
replies to editors' asides deleted) as it is 
presented here. 

ө "IN '75 | RACED FOR US SUZUKI, DOING 
three races here in the States, the Marl- 
boro series, and then the Match races— 
which gave us an idea of what the racing 
in Europe was like. | think there are some- 
thing like 30,000 motorcycle people who 


make a trip out . " 
Interview: 


Pat Hennen 
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A firsthand account of what its lilke 


fo be an American in 





of the Match race week. They attend all the races; 30,000 people 
in movement going from one track to the next. And the crowds 
are just phenomenally enthusiastic: you feel like you’re not just 
wasting your time when all those people are there and they’re 
going, ‘all right!’ 

“In Belgium we had the motorcycle all apart one night, working 
next to our caravan, and | sat back to watch for about five 
minutes. | was looking around and saw a guy who had what 
looked like my helmet, so immediately | checked to see if my 
helmet was really gone, but it wasn't. And then | noticed another 
guy who had a helmet exactly like Steve Baker’s, and the guy next 
to him had one exactly like Barry Sheene's. That's how much they 
get into racing over there. You can understand how the promot- 
ers can plan to put on races every year; they know those people 
are going to show up. It’s not just motorcycle people. The hard- 
core motorcycle riders are there, but it’s really a mixed crowd. 

“My brother Chip had been going to the races with me in 1975, 
and working on the machine. He has a pretty good understanding 
of business, and he said, ‘I think we're going to end up over in 
Europe.’ | wasn't thrilled with the idea. | had a bike and a lot of 
friends in America, and 1 was looking forward to racing another 
season here. We would have had sponsorship and everything. 
But there were so few races that | had to wonder what was to be 
gained. You win all the races and you're a bit of a hero, but that's 
not enough. In Europe they've got the 500cc World Champion- 
ship and winning that would be a very satisfying thing, and it's a 
worthwhile occupation because there are sufficient races. 

"Immediately after the Marlboro series in New Zealand, which 
we won with a 750 Suzuki, there was an International race in 
Australia and we were able to make arrangements with the 
promoter for some start money and transportation costs. That 
would give us a chance to make some money and at the same 
time get our equipment back to the States. But things kind of fell 
through with the promoter: after the race, all of a sudden he 
wasn't around. We did finally manage to collect enough for our 
transportation costs, and we got back to the states just in time to 
get ready for Daytona. We knew our chances of winning 
there weren't very good with the Suzuki, because the speed just 
wasn't there—especially 
against the factory Ya- 
mahas. So we had to just 
finish to do any good, 
and decided that the 
Suzuki's worst reliability 
problem was its chain. 
To help with that we 
made a chain tensioner 
that would help minimize 
chain stretching, and if 
the chain did stretch the 
tensioner would take up 
the slack and keep it 
from jumping teeth on 
the sprocket. We fin- 
ished third and we were 
pretty well pleased. The 
chain did get slack but it 
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interview: Pat Hennen 


wasn't skipping on the sprockets, and all the other Suzukis went 
out with chain problems. 

"At Daytona we heard there was going to be a 750 race in 
Venezuela and got in touch with the organizers. The way we put it 
to them was we'd race there if they'd take care of transportation— 
from Daytona to Venezuela and then to England. Then we started 
making arrangements with: the Paul Ricard people, because we 
thought we had found a good way to get over to Europe. Daytona 
has quite an international field, and the promoters for Paul Ricard 
and Imola sent over representatives who looked up Steve Baker, 
Gary Nixon, me, and a few other people, and made an offer. 

"Venezuela was kind of a sad note for starting off the season. 
At Caracas we found out the track had been built only a week 
before the race. We no sooner arrived than our passports were 
gone. The customs officials were acting like we were a bunch of 
smugglers, and nothing had been done to make anything easier. 
The promoters had just gotten over-enthusiastic about putting on 
a гасе and hadn't considered, for example, that there are just so 
many planes big enough to carry a motorcycle to Venezuela. So 
some people's motorcycles didn't arrive in time, and afterwards it 
was hard to get a bike out of Venezuela in time for the next race. 

"Anyway, it was a brand new track and chunks were coming 
out of the pavement, and the heat was outrageous. They were 
using fire trucks to cool down the crowd to keep it under control. 
They put us up 30 miles from the track and flew us there in an old 
airplane. The pilot was a Venezuelan and when he'd see a friend 
below he'd zoom down and wave at him. The whole thing seemed 
really shakey. 

"Then all during practice they had the track patrolled by 
policemen carrying machine guns. Nothing seemed to be work- 
ing; nothing happened on time. The track was breaking up so you 
had to take some unusual lines to miss the holes, but if you 
weren't careful you'd be out in loose gravel, as | found out, and 
skating on pebbles. One photographer got a picture of an 
occasion when | had the bike sideways, sliding, pebbles flying 
everywhere, and | was looking back. It was just like short- 
tracking, but you're not supposed to do that with road racers— 
especially when it's your own bike. 

"Anyway, in the second leg we finished fourth, which gave us 
some kind of finishing position, and we were watching Baker's 
and Nixon's crews going nuts trying to figure out who was going 
to win the race. 

"Nobody knew what was happening because instead of 
Cecotto winning it and keeping everybody happy he went out 
with the heat, and there were all sorts of rumors about that. Well 
anyway, when the race was over it got us to Imola, eventually, but 
our bike was one of several that didn't leave Venezuela in time for 
the race. And when it became apparent that my bike wasn't going 
to arrive in time they let me have John Williams' bike. He'd 
crashed at Daytona and wasn't in shape to ride. The only problem 
was that he's an En- 
glish rider, and has his 


bike's brake on the left Venezuela WOS kind of 
side, and his me- О sod note for starting off 


the season. At Caracas we found out 
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chanic, in trying to take off as much weight as possible, had 
lopped off all the stuff that would let it be changed back. But it was 
‘here's a bike; take it or leave it,’ and we had to go out and qualify 
with wrong-side shifting. Nixon was in the same situation, only the 
reverse. He and Kanemoto were going crazy waiting for his bike. 
At one time they thought they'd traced their bike to someplace in 
Australia, but when it came time to qualify it hadn't arrived and 
Nixon had to try on a spare bike of Kenny Roberts'. He was in the 
same situation because Nixon rides with the bike set up like an 
English bike and Roberts has his shift on the left, so he didn't have 
much luck. We just managed to qualify, and then we had a 
seizure in the second leg, which put us back a ways. But our 
experience with that borrowed bike told us that our own TR 750 
was a pretty fast Suzuki. 

"As for Grand Prix racing, it was several weeks before our RG 
500 was due to arrive in England. That actually was a 500 that had 
been allocated to New Zealand, for Rod Coleman. Once we had 
the 500 our problem was to get starts, and to get those easily you 
have to be somebody's good friend; you have to have been around 
along time. The next obstacle was to call up France. They answer 
in French, which means 
interpreters, so getting 
your first couple of starts 
is an incredible hassle. 
There's the. language 
barrier and you don't 
know how you're sup- 
posed to go about mak- 
ing arrangements. After 
the first couple of 
races we learned the 
procedures, and then 
toward the end of 
the season promoters 
started getting in touch 
with us. But there were 
still problems because of 
the language differ- 
ences. For me the prob- 

(Continued on page 109) 





the track had been built only 
a week before the race" 
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Expertly Engineered to Work Together! 


Carlisle's popular rear street tire has a 
carefully designed, perfectly matched 
mate—the Carlisle Front Street Tire! This 
remarkable new tire was created to com- 
pliment its partner in both performance 
and appearance. The proven wide block 
pattern has been blended with a grooved 
rib and a triangular shape to give you a 
super-smooth ride. The center rib delivers 
directional stability, low-rolling resistance, 
and helps prevent wandering. The stable 
block pattern of both front and rear tires 
provides excellent road traction. You'll 
marvel at how well Carlisle's matching 
tires take road changes in stride, provide 
high stability in and out of curves, and 
perform in wet weather. 

And, our new compound has increased 
rear tire life by 25%! Put Carlisle matching 
street tires to the test. Try them! 





STREET, TUBE TYPE, LOAD RANGE B (Blackwall) 


[ "MNeo-18* (40048) — | 610 | 


* Available in tubeless and Saf-T-Brite 
DOT Approved 

Carlisle makes a full range of tires and 
Sizes to fit your street bikes. 

Maximum inflation for all tires is 32 PSI. 


Carlisle Tire & Rubber 





| 


Carlisle Tire & Rubber Company 
Division of Carlisle Corporation 

P.O. Box 99, Carlisle, Pa. 17013 
717/249-1000 
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If you're not using the 
oil that’s No.1 with riders, 
it’s time you 
changed your oil. 


High-revving, air- 
cooled motorcycle 
engines turn out lots of 
friction and heat. Неаї | 
that can drain the life out ^, rg ma 
of an oil. And lead to pre- ће SS. ب‎ аай 
ignition, port clogging, = 
piston fouling and the 
formation of engine- 
killing deposits. 

Castrol motorcycle 
oils have been specially formulated to withstand these tortures. 
After all, Castrol started out in Europe where those small, high- 
revving engines started out. So it shouldn't surprise you that Castrol 
was the first to add the additives an oil needs to protect those 
engines. 

Today's Castrol incorporates the costliest additives with the 
costliest base oils available anywhere. To keep Castrol from thinning 
out under intense heats and pressures. То keep carbon, varnish 
and sludge deposits from forming. And to keep your engine trom 
turning into a chamber of horrors for your oll and you. 

That’s the No.1 reason Castrol is No. Lin racing, street 


and dirt machines. Castro! 


The world's No. 1 lubricant for 2 & 4-stroke motorcycles. 
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The DT Enduro fathered the off-road boom. The 
D-model is new but the concept is the same. 


€ RIDERS NOT CLOSE TO YAMAHA'S ENDURO BIKES WON'T NOTICE THE 
difference. But Yamaha buffs will feel the difference the first time 
they ride the new DT25OD Enduro: it's significantly better than 
any of its nine predecessors. New cosmetics, paint and styling set 
the D-model apart from previous 250cc enduros—but these are 
not the new DT's most important features. More than ever before 
the Yamaha Enduro works in complete harmony with itself and 
the rider—on the street and on the trail. 

It’s difficult to believe that the DT250 Enduro is in its tenth 
consecutive season. It is not just a veteran, but a true classic in 
motorcycling, a status seldom awarded to dirt bikes. Generally, 
new dirt bikes become old play bikes before they have weathered 





their first season. No segment of the sport 
moves with the technological speed and 
determination of the dirt bike world. 

The DTs have not had it easy in a 
market where survival is often determined 
by the angle of a shock absorber, length 
of suspension travel or number of horses. 
The off-road boom created by the original 
DT-1 in 1967 has splintered into many 
factions, but Yamaha's 250 Enduro still 
retains the special nitch it carved out a 
decade ago. It would take a publication 
the size of an encyclopedia to detail all the 
changes and improvements made to the 
ten DT Enduros. They number in the 
hundreds, possibly thousands. But the 
concept has not changed: the DT250D is 
a street-legal trail bike, just as it was in 
1967. In the late Sixties special perfor- 
mance packages were offered for those 
who wanted more power and didn't care 


WE 


Late-type fork delivers posh ride. Complete instru- 


mentation includes speedometer and tachometer. 








about. street legality. СҮТ (Genuine Ya- 
maha Tuning) kits pumped power up from 
a claimed 22 bhp (stock) to 30. By install- 
ing a СҮТ cylinder, head, piston, carbure- 
tor and pipe, a rider could strip the street 
paraphernalia from the DT and go rac- 
ing—and tens of thousands did. 

While the GYT-kitted DTs were instant 
successes on race tracks, most Enduro 
owners used the bikes for their intended 
purpose: street commuting and weekend 
trail-riding. That is what the DT still does 
best. The new styling motif gives the Ya- 
maha a custom look without impairing 
function. The gas tank holds the tradi- 
tional 2% gallons and the oil injector con- 
tains 1.2 quarts. Moderate riding gives the 
Enduro a fuel range of 75 miles; the oil 
won't require replenishment for 150 miles 
or more. 

Yamaha has always made dirt bikes 
with high levels of rider comfort, and the 
DT250D improves on that reputation. The 
long saddle is thickly padded with foam 


Pliable license plate holder mounts on plastic fender. 
Spark arrestor is standard. Saddle is comfy. 


Engine castings are immaculate. Tachometer and oil injection cables exit from primary. 
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that is soft during initial compression but 
does not let the rider's cheeks find the 
metal seat base on long rides. Footpeg 
location and design prevent leg discom- 
fort, and the pegs have excellent boot grip 
surfaces. The handgrips conform nicely 
to most palm sizes and the aluminum 
levers are laminated with a scratch-re- 
tardent plastic. 

The compliant ride which the new 
monoshock DT delivers on all road or trail 
surfaces contributes further to rider com- 
fort. The DT250D's rear suspension sys- 
tem is similar to those used on Yamaha's 
race bikes for the last three years. A single 
damper and spring assembly is fitted be- 
tween the steering head and triangulated 
rear swinging arm. The monoshock 
damper is a sophisticated assembly that 
incorporates pressurized nitrogen gas, 
hydraulic damping fluid, a floating piston 
and special orifice discs. Its generous size 
and large gas/fluid capacity virtually elim- 
inate heat-fading and assure the owner of 
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Rear turn signals mount on clever flexible stalks to 
keep them from snapping off in a light spill. 





Hinged air cleaner and tool kit cover retains registra- 
tion and has key lock. Side panel snaps on. 
CYCLE 
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Yamaha DT250D Engine 
Test Conditions: Speed BHP Torque 
Temperature 2500... 4.51 
62°F Wet 75°F Dry — —1—— 3000 ...... BOF sox 
Correction Factor 1.034 3500..... 725) 
Date of Test: 2/15/77 4000 ...... 897 ... 
As Tested on the 4500 „11:41 ы 
Webco Dyno ———1]— — 5000 .... 14.64 ... 
5500 БӨЗ „м. 
6000 .... 16.99 ... 
6500 seen PAST =. 
7000 .... 
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TORQUE IN FOOT POUNDS 








Price, suggested retail 
Mine ONE eee RES 3.00-21 in. Dunlop Universal 
[бай crc ene 4.00-18 in. Dunlop Universal 
Brake, front 160mm x 25mm 
(6.3 x 1.0 in.) 
150mm x 25mm (5.9 x 1.0 in.) 
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Brake swept area 
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Engine type 

Bore and stroke 70 x 64mm (2.76 x 2.52 in.) 
Piston displacement 246cc (15 cu. in.) |^ 
Compression ratio а 
Carburetion 1 28mm Mikuni 6 
Air filtration Oiled foam Ў 
RPMx100 20 40 60 Ignition Mitsubishi CDI * 
16.99 @ 6000 z 
RPMx100 20 40 60 Torque @ rpm 15.37 @ 5000 а 
Ваке /Тгаіі 30° /5.3 іп. Pe 
Yamaha DT250D Ar Mph/1000 rpm, top gear k 
Fuel capacity Es 
Ё 
" 


Maximum 
ВО Primary transmission Helical gear 65/23 (2.826) 
Secondary transmission Chain #520 47/14 (3.357) 
Gear ratios, overall (1) 24.08 (2) 16.97 (3) 12.33 

(4) 9.49 (5) 7.29 
Wheelbase 142cm (56 in.) 
Seat height 86.4cm (34 in.) 
Ground clearance 26cm (10.25 in.) 
Curb weight 128.4kg (283 Ibs.) 
Test weight 200.9kg (443 Ibs) 
Speedometer w/tripmeter, tachometer 


5th—75.7 Oil injection capacity 
/ Transmission oil capacity 
p Electrical power 
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Engine Speed Average fuel consumption 
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long service life. Its concealed location 
protects it from damage. 

The new suspension units give the DT 
an increase in wheel travel of two inches 
over older models. The revamped fork is 
vastly improved in performance. Over the 
years Yamaha has changed, strength- 
ened, lengthened, and re-shaped the DT's 
fork with every new model. This year's 
front fork is specially designed to mate 
perfectly with Yamaha's monoshock rear 
suspension. Careful co-ordination of the 
suspension's springing and damping 
rates has yielded the best handling DT of 
all. Spring rates of the monoshock and 
fork are soft, but they are given a substan- 
tial amount of pre-load. The supple ride 
does not result in a lot of sink when the 
rider swings aboard. On the street, the DT 
rides more like a posh BMW touring ma- 
chine than a trail bike. It glides over ce- 
ment ripples and asphalt potholes with a 
whoosh-whoosh rather than the slam- 
bang that a conventionally-suspended 
bike would deliver. 

In the dirt, the DT is happy and comfort- 
able on smooth roads, cobby Edison 
right-of-ways, bumpy trails and all but the 
most demanding enduro courses. The 
suspension soaks up small bumps, 
ditches and cross-grain with surprising 


and charm: 
competence 
on and off-road. 


ease. The supple springing and damping 
control are ideally matched to the DT's 
weight. Over choppy terrain the rider feels 
the undulations as dull thuds through the 
handlebars; no bone-jarring percussions 
come through the Yamaha's suspension. 

The new DT frame resembles the moto- 
cross chassis, but it is fitted with mounting 
brackets for electrical, oil injection, tool 
box and muffler attachments. Basic race 
bike geometry is incorporated in the En- 
duro which makes it steer and turn very 
well. The wheelbase is two inches longer 
than older models and the fork angle is 
slightly steeper. These two design 
changes give the bike sure-footed trac- 
tion and precise steering. Cornering per- 
formance is limited only by the 
compromise block-pattern universal tires. 

The weight of the new Yamaha, consid- 
ering its street-legal trim, is quite accept- 
able. At 283 pounds the DT250D is 30 
pounds lighter than its four-stroke coun- 
terpart and about 40 pounds heavier than 
the Yamaha motocrosser. Most of the 
DT's extra weight results from its street 
trim, like the tachometer and speedome- 
ter (with reset-to-zero tripmeter). Both in- 
struments are acceptably accurate. Inside 
the tachometer head are warning lights 
for oil injector tank level, high beam, neu- 
tral and turn signals. For both on- and off- 
road usage the lights are sufficiently 
bright, and attached so they won't fatigue 





The DI's 
heritage 


their mounting brackets unless the bike is 
used exclusively for dirt riding. 

The Enduro is stubborn about starting 
easily. When cold it will require two or 
more kicks to get the fire lighted; when 
warm it is unpredictable, coming to life 
anywhere between the first and sixth 
swipe. Commonly the engine spits back at 
partial crank and delivers a bothersome 
smack to the rider's boot. It isn't painful, 
just annoying. There is a minimal amount 
of running noise from the engine, but the 
exhaust system broadcasts a spattery and 
tiny sound. The exhaust design is not very 
efficient at eliminating two-stroke popping 
and banging. 

Engine performance is, well, normal. 
Except for Can-Am's TNTs, street-legal 
trail bikes are not noted for producing a 
lot of power. The DT makes power like it 
was designed to—over a wide rpm range. 
With engine rpms just off idle, the DT250D 
will accelerate at an even and predictable 
pace. It does not have a sharp torque 
surge in the middle of the power range—it 
just pulls resolutely from 2500 to 6500 
without hesitating or blubbering. In order 
to meet street requirements (including 
limiting operating noise levels) the overall 
gearing has been set high. On level pave- 
ment the DT will run 65 or 70 mph when 
necessary, but it's sensitive to inclines 
and head-winds. At legal speeds there is 


(Continued on page 66) 





NEW 


SUPER LICHT 
NYLON 
LEATHERS 


Now 

you can 

have professional Ж 
type “team style” 

or custom style MX 
pants in the latest 
AMA- approved 
material): quality 
constructed from] 
a combination 

of lightweight 

nylon and 

leather. Lancer 

team pants 46 

are available 

in factory. 

team colors 

and feature 

a ventilated calf area 
for cool, comfortable 
riding, all American- 
made zippers, and 
quality stitching. 
Order yours today. 
Call (602) 944-1783 
or send 50¢ for ош 
new catalog with MX, 
one-piece competition, 
and touring leathers. 


“у 
Leathers 
Lancer Leathers 


10233 №. 19th Avenue, Dept. B7 
Phoenix, AZ 85021 (602) 944-1783 


Enclosed is 50¢. Rush me the 
new Lancer Leathers Catalog. 


Name 

Address 

City 
Stale Zip 


Mail to: Lancer Leathers 
10233 М. 19th Avenue, Dept. B7 
Phoenix, AZ 85021 














maintain a constant 55 mph. 

The multi-plate, oil-bathed clutch is 
tough but a little grabby when the rider 
gets hurried. The DT's large gear designs 
require use of the clutch for all up and 
down shifts. Overall gearing for the street 
is spot-on; the engine would labor to pull a 
taller ratio. For extended off-road use, 
especially in steep, mountainous terrain, a 
one-tooth smaller countershaft sprocket 
would bring the gearing down and mini- 
mize clutch abuse. 

Yamaha has gone to some lengths to 
redesign many features on the DT250D. 
Most of the changes have resulted in 
improvements in performance, function 
and serviceability. The replacement of 
metal fenders and side covers with plastic 
has eliminated rust and corrosion, while 
increasing the life span and reducing 
overall weight. The tool kit and washable 
foam air cleaner are located behind the 
right side panel. A key lock is included 
with this panel to keep your tools from 
getting ripped off. Behind the left side 
panel is the oil injector tank, which is 
hinged on its front side. This allows the 
plastic tank and filler cap to be swung out 
for easy, spill-free fill-ups. 

The oil indicator warning light in the 
tachometer head comes on when the 
gearbox is in neutral and goes off when a 
gear is engaged. The light will stay on 
when the oil level in the tank is low. The 
locking-type gas cap has been replaced 
with a simple screw-on plastic object. The 
new-style tank makes use of a cap which 
is woefully small in diameter; it's difficult to 
see the gas level rising with a gas nozzle 
inserted. 

The wheel assemblies use the same 
hubs and brakes as last year. The hubs 
are extraordinarily strong and the brakes 
work quite well for street riding. Late-type 
alloy rims and hefty spokes add to wheel 
strength. The rear wheel has been com- 
pletely re-fabricated and uses snail-cam 
chain adjusters to eliminate many of the 
unnecessary and weighty pieces used on 
older DTs. 

Rider conveniences include Mikuni's 
lever-type carburetor choke, which re- 
places the hard-to-grasp knurled rod. The 
carburetor body top is taller to allow for a 
longer, anodized aluminum slide and to 
better keep moisture and grit from the 
working internals. A single key works the 
ignition switch, the tool cover, helmet and 
fork locks. The battery is located behind 
the left side panel to allow quick visual 
inspection of the water level. Both hand 
lever assemblies are protected by re- 
movable rubber covers which keep mud 
and dirt from the cables. The rear turn 
signal lights are fitted to flexible stems to 
eliminate their snapping in an off-road 
Spill. 

The engine's peaceful performance 
places minimal demands on the chassis 
and suspension. We had to work the 
engine to its maximum to find the han- 
dling limits of the DT. When the throttle is 


held to the stop on challenging dirt roads 
or tight trails the adhesion limit of the 
universal tires becomes evident. The 
block pattern tires are just fine at a moder- 
ate pace, but they lack the cornering and 
stopping traction an experienced dirt 
rider demands. For extensive off-road 
usage, knobby tires would greatly en- 
hance the DT's prowess in the dirt. 

Compared with lighter, faster, and more 
serious dirt bikes, the DT has a mushy 
ride. Extra weight, soft springs and short 
suspension travel cause the Enduro to 
use all the fork and monoshock move- 
ment under minimal demand. (Yamaha's 
motocrossers, for example, have 56mm 
more fork movement and 110mm addi- 
tional rear wheel travel.) An experienced 
rider can take the DT over choppy or 
deeply undulating terrain and bottom the 
suspension without much effort. Pushing 
the Enduro to extremes will cause the 
bike to wallow and pitch as the fork and 
monoshock bottom alternately. The new 
DT was not intended or designed as a 
competition-level off roader—and it 
makes expert-level riders aware of its 
limitations quickly. 

In the dirt, the brakes feel sensitive 
because they have a good deal of stop- 
ping force and the tires are (necessarily) 
skittery. On choppy downhill sections the 
back brake will cause the wheel to chatter 
and clang. We found that 24 psi air pres- 
sure worked best on the street, and 12 to 
14 psi was the tip in the dirt. If the air 
pressure is not reduced for off-road rid- 
ing, the rider will find the DT to be ex- 
tremely slippery on hard surfaces and 
prone to bogging down in soft spots. 

As a dual-purpose machine the DT's 
design and concept are guided rigidly by 
compromise. The 250 Enduro functions 
"nicely" on the street and "nicely" in the 
dirt, but it won't leave its rider with time- 
less memories from either environment. 
That's the point: in the DT's world, aver- 
age is optimum. And after a decade of 
service and countless redesigns and de- 
tails, the DT continues to illustrate the fact 
that Yamaha has a finer appreciation of 
this very real, and very important, world 
than any other manufacturer. Ten years 
after the DT-1 popularized the dual-pur- 
pose idea, Yamaha's 250 Enduro is where 
it was at the very beginning: at the top of 
the street/trail class. e 
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The years best /50cc tou 





Cycle World recently named the 
Yamaha XS750 "the best 750cc Road- 
ster; good enough to be considered 
among the world's top touring equip- 
ment, regardless of displacement:* 

Indeed, since its introduction, the 





improve on a Yamaha XS750 touring 
machine? Rhetorical answer: Add 
Yamaha Touring Accessories. 

The Yamaha Fairing for example. 
The Yamaha Fairing will make your 


The list goes on and on: 
quiet collector exhaust; cast 
aluminum wheels; self- 
cancelling turn signals; 


disc brakes; hinged 





Yamaha XS750 has received praise 
from test riders from all the leading 
cycle magazines. They have charac- 
terized it as a sophisticated machine, 
an excellent machine, a totally new 
kind of big motorcycle. Some have 
even called it the "ultimate touring 
machine" 

The Х57505 DOHC four-stroke 
triple was found to be smooth and 
significantly more vibration-free (4 
than its big-bore four-stroke 
competition. 

Theylauded Yamaha for 
coupling the 7505 shaft drive to its 
engine bya constant velocity u-joint. 
That, they said, was a triumph of per- 
formance considerations over financial 
considerations. And the fact the shaft 
drive is virtually maintenance-free 
did not go unnoticed. 

en it came to suspension, the 
test riders were impressed with the 
rigidity in design of the chassis. A 
modified duplex cradle combined 
with the carefully selected rake and 
trail ofthe front suspension, give 
the rider superb straight line 
stability. The handling 
in turns is predict- 
able and surpris- 
ingly responsive. 








rear fender for easy riding infinitely more comfortable. 
wheel removal. The Yamaha Fairing is specifically 
Rhetorical made for the XS750. Everything fits, 
question: soits easy to install. It comes in Crystal, 
How do Maxi-Maroon and Traditional Black. 






The electrical connections are color- 
coded. The Yamaha Fairing is rugged, 
and wide enough to make your tour- 
ing miles roll on easily 
~~ by. It has locking 
{E+ storage com- 

"" partment. The 
built-in sealed 
beam is a standard lamp, easily 
© replaceable. And the turn signals 
x are high and easily visible. 


you 


y. 4 
P. 
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The Yamaha Fairing is 
the only fairing specific- 
ally built to fit the 
Yamaha XS750. 


Engine guard. Made of 
high-quality steel with 
deep lustre chrome. 
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"Genuine Yamaha" 
is not just an empty 
phrase. Each of these 
products must meet the 
most exacting standards 
ofquality. We are quite 
ruthless about this. 
And each of the Yamaha 
accessory prod- 4 
ucts is specifically built to 4 
fit your Yamaha touring 
machine: they save you 












the sweat and expense of 
adapting them to your 
We would also like machine. 
to call your attention to The saddlebags are 
the Genuine Yamaha color-keyed to this year's 
saddlebags, back rest, luggage 150s. Theyre made of a 


carrier, and engine guard. rugged fiberglass speci- 


When you know how theyre 
| built, youll buy aYamaha. E 
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*Cycle World — August, 1976 and October, 1976. 





ally made for Yamaha, and they have 
weather-resistant gaskets, plus full 
dress wrap-around chrome guards. 
Our other chrome accessories, we 
will be the first to admit, are not the 
least expensive in the world. But they 
are all made of dual nickel-plated 
chrome. It's the best made, and we 
wouldn't have it any other way. Check 
the luggage rack, for example. All the 
welds are brazed with brass, to 
smooth the joints. (And doesnt that 
inlaid vinyl tape look nice?) It's a costly 
process, but it gives you a finish that 
will still be there when lesser stuff is 
long gone. Put them all together, and 
you have, as we have said, the year's 
best 750cc touring machine, improved. 


Back rest. Tough, tough 
vinyl, with zippered storage 
compartment. 


Luggage rack. Dual 
nickel-plated chrome. 
The best. Tilts back for 
easy access to the 
—-. service compartment 
\ under the seat. Has 


f teakwood inlay. Class. 





Saddlebag colors and 
graphics match 750's. They're 
made of fiberglass with 


weather-resistant gaskets. 
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КОЛЖ Ming of Ka Mpka 


ELECTRA GLIDE 


plush, more КОЛОГО Шап еуег es 
We've developed a double bucket *Comfort Flex*" 

seat. 4 inches longer and 3 inches lower than last year's, 
it’s the only touring seat in the industry that isn’t - You wont care whos ) 
mounted rigidly to the frame. Instead, there's an number two. 
exclusive spring seat with a friction shock absorber 
built in to dampen the rebound of the spring, just like 

E] ona luxury automobile. 


There are also running boards instead of 


We believe in safety first. Before you start out, light your lights, put on your helmet nd \ 
Help keep insurance costs down. Lock your bike. 











Ford. First in vans 
yacomfortable margín. 





Shown with owner-added striping. 
Wheels shown are optional. Check 
your local Ford Dealer for availability. 





Loads of livin’ room. 
2 ee, Р 99 Add your great ideas to ours. Optional 
Customized for Cruising: swivel Captain’s Chairs, too! 
Industry’s first customized van. Factory built fully— те a 
Inside 'and out—a look that sets you apart in a crowd. 




















Ford's out front in vans—in more ways than one. First with the van concept 
about 15 years ago. And first with an advanced out-front design. We moved 
the engine forward so you have more room and downright comfort. 

And did a lot more. Put yourself in the leader in vans—put yourself in a Ford! 


— Ford Vans- 
Permet fun to get into. 


It's the easiest van to get in, out and 





Wild! Ford's new 
“Cruising” Wagon. 
Part wagon, part van, all fun. 
Ford’s restyled Pinto wagon up front, 


wide open van room in rear. 
An Industry exclusive! 





93 out of 100 of all Ford Trucks 
registered over the last 12 years 


are still on the job. 
FORD 
FORD DIVISION 


CIRCLE NO. 43 ON READER SERVICE PAGE. 
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KAWASAKI BELIEVES IN RIDING SAFELY. CHECK LOCAL LAWS BEFORE YOU RIDE. MODEL AVAILABILITY MAY BE LIMITED: 








2.1000 LTD 





` When you look back on all the bikes you've owned, you 
can probably see a natural progression. As you became 


| you'd consider swinging a leg over got better too. 
. This, then, may be the motorcycle your experience with 


other machines was leading you to—the incredible 
: KZ1000 LTD. 


- Astrictly limited edition motorcycle, the LTD i is designed 


around Kawasaki's famous 1,015cc Z engine. Mounted 
over the engine is the LTD’s unique fuel tank, clean and 
narrow to let you tuck in better at speed. Cast alloy wheels 
are fitted to maintain rim alignment and provide perfect 
tracking at all times. Double disc front brake and single 


disc rear produce balanced stopping power. The front 


-calipers are mounted behind the fork legs to reduce steer- 
. ing inertia. A low profile rear tire is mounted for extra - 
comfort and traction. Also designed for comfort on ex- 

: tended tours, the ‘special handlebars give the LTD a look 


that is totally its own. In fact everything about the LTD is in 
keeping with the kind of machine it is — the one motoreyele 


for the rider that you have come to be. 


^ Kawasaki 


ONE know why: you ride. 





more skilled and discriminating as a rider, the motorcycles 


€ ТЕМ TO TWENTY YEARS AGO, RACING 
motorcycle engines were the paragons of 
four-stroke design. They had the best 
cylinder filling, the highest RPM ca- 
pability, and the greatest horsepower per 
liter of any engines built. Their advanced 
technology was repeatedly borrowed by 
designers of GP car engines. The free- 
breathing cylinder head of the classic 
Norton Manx single fathered a whole gen- 
eration of British GP car engines, and 
Honda's concept of many small, high- 
revving cylinders, each with four valves, 
begat another flock of Formula One 
powerplants with the same features. We 
motorcyclists were smugly aware of this; 
our own people were in the vanguard of 
design. 

Today all that has changed. The motor- 
cycle four-stroke, its performance de- 


velopmentarrest- 
ed by the two- 
stroke revolution, 
has been put right al 
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Years ago racing 
automobile engine 
designers looked to 
bikes for speed and 
inspiration. Now, for 
the four-stroke bike 
engines of the future, 
we must look to cars. 


By Kevin Cameron 


out of the horsepower race, relegated to 
dirt-track and touring use. After 1976, only 
MV Agusta continued to extend the ca- 
pabilities of the four-stroke in motorcycle 
applications. The new paragons are the 
engines of Formula One racing cars, 
whose development has never ceased. It 
is now our turn to learn from them. 

We must learn from them because soon 
four-strokes will return to motorcycle rac- 
ing. This is not the result of some great 
breakthrough that makes the two-stroke 
obsolete overnight. It is only the natural 
outcome of Federal legislation for clean 
air. Four-stroke emissions are easier to 
control, so today's sales lineup offers 
ever-more four-stroke machines, fewer 
and fewer two-strokes. With competition 
for this market warming up, four-stroke 
racing cannot be far off. 

Significantly, Honda has seized the 
limelight in Europe's big-time 24-hour en- 
durance racing with their sixteen-valve 
941cc version of the venerable CB-750. 


Kawasaki will soon follow their example. 
They will a// soon follow. 

Formula 750 remains popular, but its 
domination by Yamaha attracts more and 
more criticism, and every day there is 
more inclination to seek a formula of 
interest to more manufacturers. This, 
combined with sales of four-stroke road 
machines, adds up to four-stroke racing. 

Its hard to see how this will come 
about, for there is no middle ground 
now—the 750 two-strokes are faster than 
any present four strokes, no matter what 
their displacement. They should be, for 
they are pure racing engines in pure 
racing chassis, a far cry from the original 
concept of Formula 750. Nevertheless | 
believe that four-stroke racing will come 
about. What will it be like? What design 
features will appear? Will racing become 
more or less expensive, more or less 
demanding technically? What is the pres- 
ent state of the art in four-stroke design? 

The remarkable feature of modern For- 
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mula One engines is 
a constant high bmep 
(brake mean effective 
pressure—the pressure 
which, if it acted over 

: z the whole of the pow- 
er stroke, would result in the observed 
horsepower) straight across the power 
curve. Many earlier engines have had 
bmep maximums of 200 psi at the torque 
peak, but this invariably fell to 175 
or even 150 psi at the power peak. Now 
for the first time there are engines 
able to carry this high pressure all 
the way to the top of the band. 

Of the several engines active in the 
1970s, two have been most competitive: 
the Cosworth-Ford DFV V-8 and the Fer- 
rari Type 312, a flat, opposed twelve. Both 
are very oversquare at approximately 86 x 
65 and 80 x 50 mm respectively. These 
short strokes permit very high revolutions. 
To fill and empty their cylinders in the little 
time available, each is equipped with four 
valves, with intakes and exhausts set at an 
included angle of only 30-40°. Valve 
stems are very long, to permit exceedingly 
steep downdraft of the intake duct with a 
gradual curve to the valve face. Many of 
these features contrast strongly with de- 
sign of current motorcycle engines, which 
are usually nearly square in bore/stroke, 
have two valves per cylinder at a large 
included angle of 60—90°, high-domed 
pistons, short-stemmed valves (except for 
Hondas), cramped side-draft porting, and 
a sharp final turn from port to cylinder. 

Of course | am comparing apples and 
oranges, Formula One racing car engines 
with production motorcycle engines, but I 
have a purpose. That purpose is to show 
that we have a long way to go before 
again enjoying technological superiority, 
or even parity. Our present generation of 
Z1 Kawasakis and CB-750 Hondas was 
designed in the late 1960s, using con- 
cepts that were current in F1 in the mid- 
Fifties. Let's see what the differences are, 
how they have come about, and why they 
exist today. 

In contrast with motorcycle engines, 
most F1 designs are very short in the 
stroke and big in the bore. At first this 
seems a trivial matter. Higher rpm can be 
reached without increasing engine stress, 
and higher rpm means higher horse- 
power. It is not, however, that simple. 
When England's BRM 2.5 liter four was 
designed radically oversquare in 1955 at 
103 x 75 mm, all was not roses and high 
rpm. Big cylinders need big valves and big 
valves are heavy. A short stroke may 
reduce piston and crank stress, but it has 
the opposite effect on the valve train. The 
big valves have to work extra-hard to keep 
up with short-stroke rpm. The BRM's 
enormous valves broke. When cam pro- 
files were relaxed to save the valves, 
power fell off. When cam lift and accelera- 
tion were chosen for power alone, and the 
valves lightened to suit, the trouble started 
again. Why not four valves? Aren't four 
78 





valves was reduced and its intake ports moved from their early route straight up from the cylinderhead. 


small valves easier to control and less 
subject to overheating than two big ones? 
Certainly, but Honda had not yet proved it 
to the world. The most authoritative infor- 
mation of the day was that the greater wall 
area of a double port would always make 
its flow inferior. Two valves per cylinder 
was the way to go. 

Quick adoption of short stroke was also 
prevented by combustion chamber prob- 
lems. As the stroke gets shorter and the 
bore bigger, the piston must intrude into 
the head deeper and deeper to provide 
the necessary compression ratio. To clear 
the valves near TDC on overlap, such a 
high piston dome must have deep cut- 
outs which act as "heating fins," and 
whose large area will conduct away valu- 
able heat energy from the burning 
charge. The resulting thin layer of com- 
pressed charge, spread over the tall 
piston dome, resembles a half-eaten can- 
taloupe, and it's very difficult for the flame 
front to reach every area quickly. Burning 
proceeds from the spark plug at a rate 
dependent on many things—the charge 
does not simply explode. This is why 
engines must be sparked before TDC, to 
allow time for burning to be completed so 
maximum pressure will be attained just as 
the piston starts its downward stroke. In 
these first short-stroke, high compression 
engines, as much as 45? of spark lead 
was necessary to achieve this—45 long 
degrees during which flaming, high-pres- 
sure gases are held up against the head, 
all the while suffering heavy loss of power- 
giving heat. With such inefficient combus- 
tion, what successes as were gained by 
short stroke were qualified. Better use of 
short stroke would have to await develop- 
ments in other areas. 

Just after World War Two, car racing 
was dominated by supercharged engines, 
and thinking revolved around super- 
charger problems. This was natural since 


"The new paragons 
are the engines 
of Formula One 

racing cars, 

whose development 
has never ceased. 

It is now our turn 

to learn from them." 
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Alfa Romeo's last GP engine was a supercharged straight-eight with two valves per cylinder angled at 





90 degrees; this new flat-12 is a four-valver with the angle between stems closed to about 35 degrees. 





Keith Duckworth followed Honda 's lead with his de- 
sign for the GP Ford V-8, and set a pattern for the 
others who build Formula One engines to follow. 


pre-War racing had been supercharged, 
and wartime aviation added a vast store of 
knowledge on high supercharge. With 
pressure available to cram mixture into 
the engine, there was no need for careful 
design of ports and valves, so these 
looked more like plumbing than anything 
else. | like to call this period from 1945-53 
the Supercharger Hangover. Eventually, 
large 4.5 liter unsupercharged cars came 
to dominate because of their wide-range 
power, but the formula was changed in 
1954 to 2.5 liters unsupercharged. Now 
there was a sudden scramble for ideas on 
how best to fill a cylinder with only the 
pressure of the atmosphere. It was quickly 
found that sharp bends and sudden 
changes of section had to be avoided, 
and that valves must open and close 
quickly. After that, thinking diverged. The 
Germans and the Italians tended to 
MAY 1977 
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Ferrari has always built V-12s. This one is Veed at 180 degrees, has 48 valves, a four-mainbearing 


not blown back through the carburetors. 
Of course at some rpm the valve and port 
will become too small, the pressure drop 
too great, and power at the high end will 
fall off. This limited the big fours to revs in 
the vicinity of 7000. Nevertheless this Era 
of Volumetric Efficiency from 1954-1960 
produced most of what we know today 
about intake tuning and ram effect, port 
shape, and their influence on volumetric 
efficiency. Bmep at the torque peak rose 
to over 200 psi and in the struggle be- 
tween the British fours and the big-valve, 
big-port, peak power engines from the 
Continent,it was usually the torquers that 
prevailed at the finish. 

There are always exceptions, and 
higher-revving engines from Italy did beat 
the fours on occasion. Horsepower was 
on their side. Maserati's 310 bhp V-12 
engine weighed in at 450 pounds, while 
the Coventry-Climax FPF four gave 239 
wide-band horsepower from a mere 296 
pounds. Which would you prefer? Pure 








crankshaft, wire-mesh strainers over its air intake trumpets, and is the F1 horsepower champion. 


provide maximal flow areas while the En- 
glish, influenced by the design of the 
Manx Norton, sought power through 
super-streamlined intake ducting of mod- 
est size. The big-port school of thought 
produced the quickest results, but in the 
end it was the English approach which 
yielded the broadest powerbands and the 
fastest acceleration. The simple, inexpen- 
sive British 2.5 liter fours showed that 
modest ports of careful design could yield 
great fat torque curves, and that tuning for 
range rather than for peak had its advan- 
tages in lap times. 

The fast-moving stream of gas in a 
smaller port tends to keep piling into the 
cylinder even after the suction stroke has 
ended, producing a degree of free "su- 
percharge." At lower rpm the flow in the 
small ports was harder to reverse than in 
big-port designs, so low-end power was 


horsepower is useless unless it can -be 
packaged small and light. There were 
other problems besetting the more com- 
plicated and higher-revving engines. 
Magnetos had sparked fifty years of win- 
ning automobiles, but now they were in- 
adequate to the vast spark requirement of 
many-cylindered high rpm engines. Cum- 
bersome but workable coil and battery 
Systems were pressed into service in- 
stead, adding more weight. 

In 1961 the formula changed again, this 
time downwards to 1.5 liters unsuper- 
charged, warming up the horsepower 
race and catching the conservative En- 
glish unprepared. As a result, higher-rev- 
ving Italian designs achieved the early 
successes, which further shifted the em- 
phasis from bmep to rpm. This was to be 
an era of cylinder multiplication. The big 

(Continued on page 128) 
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""Thatsme on the left.with my Hodaka Supe Rat. 
7s 40f fag. flatts Chartie with his Super Combat.” 
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"How Hodaka helped me lose 650cc's 


-a 


cycling, I went the big . 
bike route for a while. * 
Enjoyed that — until P ^». S 
the novelty of beating , 
sports cars away from m 

the stoplights wore off. Finally had to 
admit to myself that for me, owning a big 
street machine just wasn't worth the big 
investment in money and time. 

*Didn't know what to do after I 
sold that bike. Even thought about getting 
out of cycling altogether. 

“Then one day my buddy Charlie 
bought himself a new Hodaka 125 Super 
Combat dirt bike. I kidded him about 


How? eee 
“Like a lot of E i 
people who get into a OU 





'getting а 125 because he's pretty big. 


But he just smiled and told me to try it out. 

“As soon as I sat 
on the bike I knew it 
was different from 
other lightweights. 
It felt different. Not 
heavy, but solid, like 
a bigger bike. And 

MNE when | put it in gear 
and took off, I thought the factory must 
have put a 250 engine in it by mistake! I 
never knew how great off-road riding 
could feel on a machine that really handles. 

*Well, the next day I went out and 
bought my own Hodaka — a 100 Super 
Rat. As far as I’m concerned, it's as close 
as you can get to pure fun. It's more hassle- 
free than I figured any bike could be. And 
at the prices they're selling right now, I'd 
be crazy to have anything else! 

“Апа you know, I never miss those 
650 cc's I lost." 

The Hodaka Philosophy 

At Hodaka, we've noticed off-road 
riding has really opened up, and more 
people are including it in their outdoor 
activities. We're glad they're discovering 
the fun of a sport that's been our favorite 
for 12 years. 

That's how long ago we set out to 
develop the Ultimate Trail Bikes. We set 
up operations in the small town of Athena, 
Oregon, site of the National Bad Rock 2 
Day Trials and smack in the middle of 
every conceivable kind of off-road terrain 
you might run into. Cow trails. Forested 
mountains. Open dirt roads. Rocky 
streams. You name it. 

We've put a lot of miles on Hodakas 
around Athena. And made a lot of design 
improvements based on what we've found 
out. What we've arrived at is a group of 
exceptionally refined off-road performers 





that still have all the virtues of simplicity. 
Only one plug to change. No multiple 
carbs to synchronize. Parts that don't 
cost a mint. And ease of maintenance 
that's designed into every bike we build. 

Now wed like to introduce you to 
a very special offer on two very special 
Hodakas: the 100 Super Rat and the 125 
Super Combat — the High Performance 
Adult Dirt Bikes. 

The Motorcycles 

Don't let the racy good looks fool 
you. These aren't tweaky, high-strung 
mounts designed to go like hell for an 
hour and then be torn down and rebuilt. 

What they are is a happy combina- 
tion of race-bred performance and handling 
plus traditional Hodaka reliability — all 
tucked into tall, tough, man-sized frames 
that are more reminiscent of a 250 than 
the 100's and 125's you're used to seeing. 

The Performance 

From the minute you first sit on 
one of these machines and snap the 
throttle open, you'll know these are no 
ordinary lightweights. The exclusive 
Hodaka Alumiferric engine has amaz- 
ingly quick response and gutsy perfor- 
mance over a wide RPM range. And it's 
coupled to a 5 speed gear box that lets 
you pick your ratio for any kind of terrain 
and any kind of riding. 

But don't take our word for it. 
Check the record Hodaka has piled up 
in competition. Not only have Hodakas 
won hundreds of national and interna- 
tional events, but the same basic engine 
and frame have won all kinds of events. 
Motocrosses. Scrambles. Hill climbs. 
Trials. Even road races! 

Like we said, not ordinary light- 
weight motorcycles. 

The Reliability 

In November of 1972, bia six foot, 
six inch Frank Wheeler rode a Hodaka 
125 all the way around Australia — 10,000 
miles — in 21 days! Man, machine, and 
200 pounds of gear averaged an incredible 
475 miles a day over the rugged terrain. 
That’s 2 or 3 years of average use squeezed 
into 3 weeks! Not the sort of punishment 
most light bikes take kindly to. But then, 
most bikes aren’t built like Hodakas. 

The extra quality that starts in our 
advanced power train carries right through 
to every detail of the Super Rat and Super 
Combat. Take the rear suspension, for 
instance. Its light alloy shocks have cooling 
fins to prevent fade when you’re loaded 
down апа in a hurry. 

Full knobby tires are standard, too. 
So are super-strong alloy rims that are 


. and find the real fun of cycling.”) 


light in weight to get you over obstacles 
easily. And don't forget the folding, enduro 
style footpegs. A braced chain guard. 
Unbreakable plastic fenders front and 
rear, with front mud flaps. A responsive 
progressive-action throttle that comes 
on smoothly from idle to full bore. Im- 
proved brake linings. And lots more. 
Something Special — On Special 

We hope you've gotten the picture 
that the Super Rat and Super Combat 
are very special machines. Now get hip 
to the other half of the story — the price. 
Because for a limited time, these hot- 
performing bikes are on sale at prices 
you'll have to look twice to believe — just 
$399 suggested retail for the Super Rat 
and $549 suggested retail for the Super 
Combat! (West Coast РО.Е.)* 

If you've been considering a 250 
dirt bike, you know a good one will cost 
you around twice these prices and pos- 
sibly a lot more. Think about that for a 
while: two great bikes for the price of one. 
Then think about the things you can do 
with two bikes that you can't do with one. 

Because if one Hodaka is a great 
investment in fun, two Hodakas can 
compound the rewards! 

But hurry — this sale can only last 
until current inventories are gone. 


A Hodaka exclusive: 
the Alumiferric Cylinder 


Before Hodaka, the best bike 
engines usually had cylinders that were 
made in two pieces: an aluminum outside 
with a cast iron sleeve slipped into it. The 
aluminum was great for light weight and 
fast heat dissipation, but didn't wear well, 
so the cast iron cylinder liner was added 
for durability. 

The problem is, the iron sleeve has 
to have "windows" cut in it for the port 
openings. And, with normal manufac- 
turing tolerances, these windows often 
don't line up perfectly with the ports in 
the aluminum cylinder. This creates 
irregularities. Irregularities create tur- 
bulence. Turbulence interferes with the 
smooth, laminar gas flow that's essential 
for peak performance. 

Hodaka's patented Alumiferric 
fusion casting process eliminates this 
problem. That's because our iron liner 
isn't just a slipped-in sleeve — it includes 
the port passages, too, so there are no 
irregularities to restrict flow. The aluminum 
exterior is then bonded onto the iron core 
to form a cylinder that has the advantages 
of both metals — with none of the disad- 
vantages of conventional engines! 





Box 327, Sherman Road Athena, Oregon 97813 


*U.S.A. prices not including shipping, dealer setup, state & local tax. 
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€ ONE OF BMW'S GREAT STRENGTHS TURNS 
out to be an unexpected versatility. Many 
have scoffed at the Bavarian firm's extra- 
mainstream approach to motorcycle de- 
sign, the main elements of which were 
established 54 years ago, but it seems to 
work for them—and in surprisingly diverse 
fields. BMW's early image in this country 
was that of a stodgy tourer: quiet, com- 
fortable and reliable but offering no more 
excitement than that inherent in any form 
of two-wheeled travel. Yet, BMWs have 





won numerous championships in sidecar 
racing, knobby-tired versions have 
earned ISDT Gold Medals, and BMW has 
been preeminent in AMA Superbike road 
racing. The present BMW continues the 
tradition in the sense that it, too, is quiet, 
comfortable and reliable; it adds to those 
virtues a very nice dash of sporting char- 
acter, and sporting performance. 

BMW's formula for performance always 
has been to treat crank stroke, numbers 
of cylinders and curb weight virtually as 





constants, and add muscle with displace- 
ment increases gained with cylinder bore 
diameter. That's most of the difference 
between BMW's 750 and 900 (bores of 
82mm and 90mm, respectively) and the 
same path was taken in the creation of the 
new R100/S we've just finished testing. 
Cylinder bore іп the new BMW "thou- 
sand” has been increased to 94mm, 
bringing its displacement up to an even 
980cc, and this would not have been 
possible without the margins of strength 
added in the great redesigning that was 
done for the 1970 model year. 

The Seventies BMWs tell us, un- 
mistakably, that their makers still prefer 
the straightforward and simple in engine 
design. The new BMWs still have just two 
cylinders, in the balanced horizontally- 
opposed configuration that has for so 
many years been a BMW trademark. And 
the valves are still opened by means of 
rockers and long pushrods reaching out 
from a single, centrally-located camshaft. 
There’s a two-throw crank, still supported 
in only two mainbearings, and simple au- 
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The most complete tool set in motorcycling is still BMW standard. 
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Attractive instrument cluster is easily read day or night. Heavy gloves don't foul switches. 


tomotive-type connecting rods with split 
caps and plain insert bearings. But that 
crankshaft is made from a tough, alloy- 
steel forging and its mains aren't much 
farther apart than those in a Honda 
CB750. The crankcase itself is so com- 
pact that it can't help being strong, and 
though the whole assembly offers none of 
the multiplicity of camshafts, etc., so 
adored by motorcycling's technoids, the 
truly important things have been man- 
aged very neatly and that's why, after a 
half-century, the BMW flat-twin is alive 
and in splendid health even today. 

The R100/S' growth from a 600 has not 
been entirely without problems, most of 
which seem to have been recognized and 
Solved. One particular difficulty came 
from the very compactness of crankcase 
that provides the engine its strong foun- 
dation. Due to the opposed motions of the 
BMW twin's pistons and its high crank- 
case compression ratio there always has 
been in it a tendency to huff, puff, and 
blow its oil out on the ground. In the 
R100/S' immediate relatives this huffing 
was controlled with a simple spring- 
loaded flapper disc, which kept the en- 
gine from inhaling a volume of air equal to 
its own displacement with each 180-de- 


~ 





Carburetor/ intake tube location allows them to bump on rider shins. 





gree rotation of its crank and then exhal- 
ing much the same volume of oil mist 
when the pistons returned to bottom cen- 
ter. The flapper disc permitted only the 
exhale, which didn’t amount to much 
when not preceded by an inhale—in the 
smaller-displacement BMWs. Unfor- 
tunately, there proved to be so much huff- 
and-puff in the 900 that the simple flapper 
arrangement began to lose control of the 
situation when some rider took his R90/S 
on a long, fast run. Under those condi- 
tions a lot of oil droplets would escape 
past the flapper valve, sneak down the 
short hose leading to the air filter/cham- 
ber, and find thmselves being eaten by 
the engine they were supposed to lubri- 
cate. BMW realized that if this could be a 
problem at the 900cc displacement level it 
would be one with the engine stretched to 
1000cc. They fixed it before it happened 
by casting a small baffle chamber in the 
crankcase—which holds the case fumes 
long enough, before they go out the flap- 
per, to let oil droplets collect in the cham- 
ber's floor and drain (via small holes) back 
to the sump. 

The 900 had also demonstrated that a 
BMW clutch could be brutalized into slip- 
ping, and that, too, could have been a 





New screw-in gas cap seals tank to prevent escape of hydrocarbons. 
Anti-vent design can cause internal pressurization in the heat. 
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BMW R100S 


Price, suggested retail 

Tate ORE S sere rer S RE 4.00-18 in. Metzeler 
year о eee eA 3.25-19 in. Metzeler 
Brake, front 1.375 x 10.24 in. x 4 
(35 x 260mm x 4) 
1.18 x 7.87 in. (30 x 200mm) 
Brake swept area 111.7 sq. in. (720.7 sq. cm) 
Specific brake loading ........ 6.0 Ibs./sq. in. @ test weight 
Engine type Opposed four-stroke twin, OHV 
Bore and stroke 94 x 70.6mm (3.70 x 2.780 in.) 
Piston displacement 980cc (59.8 cu. in.) 
Compression FaliO! mctu mS 9.5:1 
Carburetion 2, 40mm, Bing CV 
Air filtration Dry paper 
Ignition Battery and coil w/points 
Rake/Trail 28° /3.5 in. 

Mph/1000 rpm, top gear 
Fuel capacity 24 liters (6.3 gal.) 
Oil capacity 2.25 liters (2.4 qts.) 
Transmission oil capacity 0.8 liters (.85 qts.) 
Electrical power Alternator, 240 watts 
12V-28 AH 
Primary transmission Helical gears 
Secondary transmission Shaft, spiral-bevel gears 
Gear ratios, overall (1) 12.8 (2) 8.32 (3) 6.02 
(4) 4.86 (5) 4.37 
Wheelbase 147.3cm (58 in.) 
Seat height 80cm (32 in.) 
Ground clearance 16.5cm (6.5 in.) 
Curb weight 230kg (507 Ibs.) 
Test weight 302kg (667 Ibs.) 
Instruments 140 mph speedometer w/tripmeter, 
tachometer, voltmeter, clock 


Standing start %4-mile 
Average fuel consumption 


(43 mpg max., 39 mpg min.) 
30 mph, actual 26.30 
60 mph, actual 54.24 


Speedometer error 
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more serious problem іп the R100/S. The 
new clutch has been strengthened, with- 
out added weight, by thinning the flywheel 
and adding thickness to the pressure 
plate. BMW also changed the numbers of 
teeth on the flywheel rim and starter pin- 
ion for a greater reduction ratio, which the 


BMW uses the same one-piece forged crankshaft and 
plain bearings for all 600cc through 1000cc engines. 


starter needed to handle the bigger en- 
gine without straining. (For those morn- 
ings when it's really too cold for riding a 
motorcycle, but you do it anyway.) 

The R100/S engine makes its connec- 
tion with the bike's rear wheel through the 
same five-speed transmission, U-jointed 
shaft and final drive assembly used in the 
other currently-produced BMWs. The 
slash-S designation means it's a Sport, so 
this R100 has an abbreviated fairing, dual- 


Bing 40mm CV carburetor (right) replaces 38mm 
Dell'Orto pumper for reliability and economy. 





disc front brake, low bars, racer seat, 
electric clock and voltmeter. Those sport- 
ing/luxury features you've seen before in 
BMWs, but this year's bike includes one 
highly important feature you can't see at 
all: its frame has been stiffened. The vari- 
ous frame tubes' placement and external 
dimensions are as before; the tubes do 
have thicker walls, and thus greater 
rigidity, and though you can't see this 
difference the change in feel is un- 





Stronger engine performance allows fitting one-liter Sport 
with ultra-tall ring and pinion gear ratio (2.91). 





Special vent chamber trap in new crankcases (right) is placed in starter cavity. 
Venting through chamber re-circulates oil droplets to engine. 
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Single-plate dry clutch uses new anti-warp design and lower starter ratio. 
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mistakable. Recent BMWs have handled 
fairly well, with just a touch of rubbery 
imprecision in the hands of a rider who 
likes to force fast attitude changes by 
levering away at the handlebar. The stiffer 
frame has tightened the BMW's response, 
made it more precise and better able to 
live up to its “Sport” name. 

Ultra-soft fork springs and powerful 
brakes have given BMWs a habit of kneel- 
ing, like an elephant inviting its mahout 
aboard, when being stopped fast. The 
R100/S does the same trick, but without 
the old disconcerting abruptness. The 
bike provides the same 8.5 inches of front 
suspension travel as an R90/S, and has 
the same two-rate springs. Nose-dive, 
which cannot be eliminated without com- 
promising one of the BMW's best fea- 
tures—its smooth ride—Fias been brought 
under better control by the elimination of 
one bleed hole in each fork damper as- 
sembly. This measure has introduced a 
stronger resistance to rapid fork com- 
pression, with hydraulics instead of stiffer 
springs. The R100/S' rear suspension 
has German-made Boge shocks, with soft 
springs and well-controlled damping, that 
are carry-overs from the R90/S. 


Joining with others in anticipating emis- 
sions standards for motorcycles, BMW 
has fitted the R100/S with 40mm Bing 
constant-vacuum carburetors instead of 
the 38mm Dell'Orto pumpers that graced 
the R90/S' cylinder heads. The Dell'Ortos 
had accelerator pumps, which provided 
instant response to throttle—and a sizable 
whiff of unburned hydrocarbons with 
each response. Although the Bing car- 
buretors may be a trifle less responsive 
they offer a fuel economy/emission ad- 
vantage in their ability to deliver a finely- 
atomized, clean-burning mixture at all en- 
gine speeds and throttle settings. The 
R100/8 also has a slightly taller rear axle 
ratio than the R90/S (2.91:1 instead of 
3.0:1) and that may reflect concern about 
emissions and noise. But the change in 
gearing is about what you'd expect from 
a firm whose engineers have direct expe- 
rience on Germany's no-speed-limits 
autobahnen. BMW's most immediate 
customers can, and do, ride a hundred 
miles or more at speeds close to 100 mph, 
and they prefer long-legged gearing. 


We once made an unkind, slightly off- 
color remark about BMW's ignition/ 
lights-switch key being too bulky to be 
conveniently stowed in one's pocket. The 
jest seems to have been taken seriously: 
BMW's new key has a bottle-cap knob, 
which has been hinged to fold so that it 
and the key blade form a flat-profile object 
when dropped into a pocket. You turn the 
knob perpendicular with the blade when 
inserting the key in the switch, and when 
in place it looks more the fixed knob of a 
Switch than something you can withdraw 
and carry away. The key can be turned to 
a parking position, which energizes the 


(Continued on page 142) 
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Rain Dance 
longer than any 
ading car wax. 


beading proves it.DuPont guarantees it. 


Guaranteed 
To Last Longer 


We tested 'Rain Dance' against all the leading car 
waxes...paste and liquid...and 'Rain Dance' keeps on shining 
longer, keeps on beading water longer, rain after rain, wash after 
wash. That's why we can guarantee it will last longer on your car. 
Premium-performance 'Rain Dance' is easy to use. It gives your 
car a fantastically brilliant shine because 'Rain Dance' cleans 
deep down as it waxes. And that shine lasts longer. 

Du Pont guarantees it. 


REG Us рат в TM OFF 


GUARANTEE: “RAIN DANCE” is guaranteed to keep on beading and shining longer than any leading liquid or paste 
car wax. If not completely satisfied, return unused portion to B-4233, Du Pont Company, Wilmington. Be 19898 for full 
refund of actual purchase price and postage. 
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Suzukis 69750 4-stroke four:"Itis without question 











КРИТИКЕ 






Whether youre packed with gear for а cross-country tour—taking off 
for the wilds of Alaska—or just out for a relaxing afternoon cruise-Suzukis 
new 68750 is the only bike you want to have. : | 

And dont just take our word for it. Таке Cycle's. 

Engine performance can only be described as perfect." 
— "Garburetion is perfect and the engine noise level 
is just right” | | 

‘On spot gearing makes the bike easy 1o use in 
any situation." | 

The GS750 “has obviously been designed by some- 
one who feels comfort is a priority consideration." 
lt "is the fastest 750 you can buy." | 





Е o : | : While you're dressing your 
In addition, Suzuki's GS750 is quietly stylish, 95750 tothe hilt -do the 
beautifully proportioned, carefully built..." Suzuki Style Accessories. 
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Needle roller bearings at race 
eliminate crankshaft friction; 


im proves durabili 







Dual Overhead Cams: Allows high- 
er rpms. PLUS Specially hardened 
cárnshafis for added reliabilit i 


Due to exceptional crankshaft bal- 
ancing, engine performance at 
20. rpms gives pmooth vibrationless 
ride. 








"Asho-lighted" instrument panel. 
Full instrumentation includes 





Aerodyn amically enoineered one piece 
fairing, Has built-in headlight 


Со now that you Know turn signals.Dashboard — digital gear indicator. 
which 4-stroke  / PAD regina Б 
machine is best lads EA 
in its class= add POR Unc көшк ош 
style to it, Suzuki <a 
‚ Style. With Suzuki 
bike and rider 
| accessories, 
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MUI ng re: ar disc brake 
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3 i f à in swing arm pivot 
ju an ерата front (1) 51 | Ro enl Cyl que flier 
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FORGET YOUR TROUBLES CET ON булук $ >. 
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YAMAHA INTRODUCES 





A radical departure in a class 





ё 








The new Yamaha DT250 and DT400 
Enduros are unlike any other street/trail 
| machines ever built. Because both offer 
| youa technical advantage previously 


You get damping under conditions where 
conventional shocks simply cease to func- 
tion. Bottoming-out and broken shafts 
become problems that plague other riders, 


you tremendous travel (5.5 inches). Even 
in the roughest terrain, it helps keep the 
rear wheel, and the power, on the ground. 
So you don't bounce out of control. You 
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| available only to racers: | just go forward, fast. - — иии NOt you. 
The Monocross suspension. „ү | Superior damping > o ; А This 
Whar Monoenss й is another advantage. shock de- 
: V To explain: This new sign also 
does for racers, it does Yamaha Monoshock eliminates 
for you. is a de Carbon type foaming, 
Fitstof dll Мойосто$ unit. Inside, a chamber or cavita- 
| rear suspension gives „= of nitrogen acts like a tion. With 
second spring. For conven- 
example, under an tional 
extreme load, any shocks, 
piston can be forced со Long travel Monocross: The rear wheel spends more time on hardriding 
move through the oil the ground, less time bouncing you in the air. aera ELE 
faster than its valves will allow. But on a the oil to foam and froth. Foam naturally 
Monocross suspension, a movable plug offers less resistence to piston movement 
between the oil and the nitrogen gives, than oil. So the shocks quickly lose their 


letting the pressurized gas do the damping. | effectiveness. But with Monocross the oil is 


Not MX-type forks, 


| real MX forks. А 

| „== Ы 
Pre-load adjustment ring. pt. ue | N 

| І РЕ | 

а" pen 

| з. ~ , 1 ш... A \ 

Dex 3 WMS MA . \ Nitrogen at abprox: 213 pounds 

' 3 ` R ù / per square inch. з 








Piston. 













Improved 
through-the-frame 
high pipe. 







Rigid, triangulated 
swing arm. SYN 
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MONOCROSS ENDUROS. 
normally fullof compr jmise. 











i under constant internal pressure. Air can't dU. m | 
get inside, so the oil can't foam. У (d А | 
Another problem solved by the Mono- ! 


cross suspension is rear wheel wobble.With 
$ aconventional two-shock suspension, you 
gettwo separate responses to every bump 


in the road. One shock can compress 
more than the other, putting your 
rear wheel out of line with the 
rest of the bike. The result? A 
machine that doesn't always 
go where you want it to go. 
Monocross, on the other 
hand, keeps the wheel in 
constant alignment. There's 
only one shock, locked 
in a rigid triangulated swing 
arm. So tracking for the 
Monocross rider is excellent. 
Adjusting the spring pre-load 
is no problem, either. A special wrench 


included with each machine reduces it to a 


simple operation. 








5.5 inches of rear travel. 





More significant 
improvements. 


Wed also like to point out that while 

we were dramatically improving the rear 
suspension, we didn't forget the rest of 
the bike. 

Both the DT250 and DT400 Enduros 
are lighter than ever before. Thanks to 
plastic fenders, tanks, chain guards and 
side covers. 

As you can see, the front forks are 
right off an MX machine. And both bikes 
have radial heads and more fins for 
added cooling. 










With a Yamaha Monocross Enduro, you 
don't avoid berms; you go after them. You 
don'tback offin the corners; you turn it on. 
Because under you is a suspension that's 
helped win more off-road races than you'd 
care to count. 


Better off the road. 
Betteron the road? 


As for the Enduros' street handling charac- 
teristics, we can only say this: Monocross is 
also found on the Yamaha TZ250 and 
TZ750. Championship road racers that 
have won more on-road races than you'd 
care to count. 


When you know how theyre 
built, you'll buy aYamaha. 


ITY MAY BE LIMITED. 
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If you're the kind of rider who usually 
takes a couple of years getting a stock 
bike to look and handle just right for - 
-. you, take a good look at our new 650/4 
; Custom. n | 

. Because we have this particular ma- 
chine right for you the first time around. 
The trick paint and pin-striping on the 
tank and side covers would probably 
have set you back a bundle. And we 
don't have to tell you what cast alloy 
wheels are going for these days. 

. Inthe braking department, the 650/4 
Custom is fitted with twin discs up front - 
and a single disc rear. Its 64 horse- 
power 4-stroke engine is snugged into 
a stress-braced frame, with beefed up 
swingarms to avoid rear wheel steering 
effects under heavy side loads. . 

The Kawasaki KZ650 Custom has it 

all together for you— power, perfor- 

mance, double discs, mag wheels. And 
custom styling — all ready to roll. 

Kawasaki's new 650/4 Custom. You 

- wont have to do a thing to it— except 

пае it. te | 


Ee po 





We kion why you ride 


CIRCLE NO. 26 ON READER SERVICE PAGE. 





Look for your local BMW dealer in the Yellow Pages, or write for our fine brochure. U.S. Importer: 
Butler & Smith, Inc., Dept. C-055, Norwood, NJ 07648/Compton, CA 90224. Canada: BMW Motorcycle Distributors, Ontario. 
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better believe that's 
what riding's all about. 
You pull into town from 
alongh SES. p your gear off, and next 
thing you know, you're back on your 
machine. just mos loseying around 1, looking 
the place over, breathing deep and feeling 


y Freedom. You 


Freedom. That's what owning a 
BMW is all about, too. 

Freedom from worry. Not just be- 
cause of our unique 12 month, unlim- 
ited mileage warranty y. But also because 
ofthe engineering BEC exacting 
quality control and resulting legendary 
reliability that enables us to confidently 
offer that \ warranty in the first place. 

Freedom from discomfort. Long- 
travel, sports-tuned suspension. Careful 
ergonomically-dictated placement of seat 
and controls. All designed to keep you 
comfortable for mile after mile. This care 
spent on comfort takes extra time and 
money. But it’s necessary. We won't 
sacrifice comfort and quality for cost or 
marketing considerations. 

Look. BMW has always insisted on 
the more reliable but more expensive 
shaft drive. BMW master craftsmen weld 
each and every frame by hand. BMW 
uses expensive lightweight alloys where 
others use heavy steel. BMW takes an 
extra step and shot peens every frame 
with a very costly quartz-steel mixture. 

Why? Because all these steps 
guarantee every one of our machines. 
every model in our line. will be the 











You se е. we who build the BMW 
won't т for anything but the best. 
Those who buy a BMW won teither. 

















9 BULTACO IS SMALL COMPARED TO HONDA 
or Kawasaki and consequently they have 
the ability to get new ideas quickly into 
production. Last September, after the en- 
tire three-man U.S. Bultaco team won 
Gold Medals at the Austrian ISDT, (on 
hybrid bikes built in California out of Pur- 
sang and Frontera parts) Bultaco reacted. 
Brand new 1977 Fronteras patterned after 
the Six Day team bikes were rolling on 
assembly lines two months after the ISDT. 
The factory simply ordered the medal- 
winning machines shipped back to Amer- 
ica via Spain, where they were examined 
with autopsy thoroughness and what was 
learned from them became the founda- 
tion of the two test bikes featured here. 
Any similarity between 1977 and previous 
Fronteras is only decal-deep. 

After riding the new Fronteras it's easy 
to understand why they did so well in 
Austria. The only chassis features from 
the team bikes not incorporated in pro- 
duction Fronteras were a few quick- 
change/quick-maintenance details; also 
96 


a chunk of Six Days-engine horsepower 
was left out due to sound level require- 
ments in America and out of respect for 
Bultaco's incredible warranty. This war- 
ranty covers everything, unconditionally, 
for 60 days as long as the bike is used for 
what it was intended. Therefore if you are 
riding a Frontera in an enduro within 60 
days after purchase and the engine seizes 
or a hub breaks or it's missing shifts, 
simply take it to any Bultaco dealer in the 
nation and he will fix it, free. With this kind 
of self-imposed warranty obligation the 
factory understandably limits horsepower 
slightly to ensure an added measure of 
reliability. 

Both Fronteras still have enough power 
to win enduros or Qualifier Gold Medals, 
but in stock tune they can't compete with 
Pentons or Huskys for the overall class 
victory in a Qualifier. However Penton/ 
Husky powerbands are high-strung and 
not of benefit to the playrider. Frontera 
power is the gutsy, low-down, dig-in, trac- 
table kind of torque that will take either 





bike anywhere and makes them ridicu- 
lously easy to ride. In spite of a competi- 
tion orientation, most Fronteras will be 
used for casual-to-serious trail riding, so 
the torquey powerband is thus more 
suited to the bike's true market than a live- 
wire engine which reacts explosively to 
every nudge of the throttle. Any trail rider 
who buys a Frontera will be glad he did. 
Overall cleaness of function and 
rideability are both bikes' strongest points. 
CYCLE 
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PHOTOGRAPHY: DALE BOLLER 


Outstanding performance results from not 
having a single individual component that 
is weak. Name any part—front brake, rear 
brake, fork, seat, engine, chain guide— 
and the Frontera has a good one. Other 
bikes might have better brakes, or more 
horsepower or less weight, but nothing on 
either Frontera is downright deficient. 
Many areas of the basic Bultaco design 
could stand improvement, such as the 
awkward left-side kickstarter, the lack of 
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primary starting, the exhaust pipe mount- 
ing system, etc., but the bike as designed 
works extremely well. 

Both Fronteras have a similar feel and 
nearly identical performance characteris- 
tics even though they differ technically. 
The 370 is not simply a punched-out 250. 
In fact there are vast technical differences 
between the two Fronteras because the 
U.S. Six Day team members who built the 
prototypes (without knowing it at the time) 
used different approaches. Mike Hannon, 
who rode a 250, wanted the lightest possi- 
ble bike, so he started with a Pursang 
frame and retained the lighter standard- 
axle front fork from the 125/200cc MX 
series. Charlie Bethards and Ben Bower, 
both 200-pounders who rode 3705, 
weren't concerned with weight as much 
as strength and suspension travel. Their 
370s had 250/370 Pursang frames and 
retained the long-travel leading-axle mo- 
tocross fork. In translating these bikes 
into production models the factory made 
very few changes, so the distinct indi- 





viduality of each machine remains. Both 
Fronteras still feel much the same in the 
field, with the 370's extra power offsetting 
its heavier weight and the 250's extremely 
light weight and nimbleness offsetting its 
lesser horsepower. 

The 250 has its own 4130 chrome-moly 
frame, which is similar in design to the 
1976 125/200 Pursang motocrossers. 
Timken tapered-roller bearings fit in a 
steering head set at 29 degrees—as mea- 
sured in the Cycle shop. A Bultaco-built 
triple crown mounts all-new 35mm stan- 
chions with an improved heat treating 
process which makes them stronger. 
Cooling fins and strengthening ribs on the 
sliders are also new for 1977. Betor has 
been Bultaco's traditional fork supplier in 
the past, but to ensure sufficient quan- 
tities, Bultaco is now building their own. 
The design also comes from the Spanish 
factory and it provides 8.0 inches of beau- 
tifully controlled travel. Two-way fork-cap 
breathers keep the legs from pumping-up 
and help damping remain consistent. 
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In back, Веїог gas shocks utilize a 
floating piston to separate gas and oil in 
an adjacent cylinder tied to the main 
shock internals by a foot valve. Two sin- 
gle-rate springs deliver just-right action 
within the 7 inches of travel. The 13.2- 
inch-long shocks are rebuildable and re- 
chargeable by the owner. 

Bultaco wheels are excellent for en- 
duro use. To eliminate the weight of a 
pressed-in cast-iron liner, Bultaco sprays 
a coating of silicone carbide directly on 
the drum surface of Dural alloy hubs. To 
eliminate parts hassles the front and rear 
brake shoes have been made inter- 
changeable. A labyrinth fit between the 
hub and backing plate excludes dust, and 
its even possible to completely water- 
proof both brakes by fitting special O- 
rings. Thirty-six stainless steel spokes 
support Akront alloy rims fitted with lug 
nuts front and rear. This year's steel 
spoke nipples will stay tight after they 
loosen just once, in contrast to the many 
adjustments necessary to seat the old- 
style aluminum nipples. 

Preston Petty running gear is stock on 
both Fronteras. To avoid double shipping 
charges from America to Spain and back 
again, the fenders and numberplate/ 
headlight are slipped inside the crates by 
the U.S. distributor and later installed by 
dealers using special factory-supplied 
templates. A 35-watt lighting coil in the 
magneto powers the headlight and brake- 
light just enough to pick your way home 
after dark and pass for "enduro legal." 
Preston's plastic replaces the bendable, 
dentable steel fenders and headlights 
used on all previous Fronteras. 

This year's seat is now quickly re- 
moveable to expose a taillight resistor and 
wiring loom. It butts against a new 2.5- 
gallon fiberglass tank—up from 1.9 last 
year—which gives a 60-70 mile range, but 





ko ат. 
The primary case carries its own oil. Piston has two 
Dykes rings. Outboard front motor mount is all new. 
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should be even larger to allow деер back- 
woods exploring. The cap doesn't leak 
and a pair of metal, rebuildable petcocks 
replace the old plastic ones. They have a 
token reserve position good for about 5 
miles. A centerstand and sidestand are 
standard, but the cenierstand's natural 
balance point raises the front wheel in- 
stead of the rear wheel, so the advantage 
of easy chain adjustment and lubing is 
lost without a special effort to park the 
bike on a forward-weighted incline. For 
some mysterious reason rooted in the 
Spanish way of doing things, only the 250 
has a centerstand. Hopefully future 370s 
will also be allowed to benefit from this 
extremely helpful device. 

Radical engine revisions further sepa- 
rate the 1977 250 from past models. One 
thing Bultaco wisely left the same is the 
ignition system's Femsa mechanical- 
points magneto. While other manufac- 
turers have succumbed to the theoretical 
benefits of CDI, which in practice leaves 
the rider helpless if for any reason his 
spark fails, Bultaco has stuck with a me- 
chanical system repairable by a screw- 
driver and business card 98 percent of the 
time. A points system on a trail bike makes 
a lot of sense and the Femsa is a good 
one, with performance which rivals the 
best electronic systems. Spark is gener- 
ated in a flywheel magneto on the left-side 
crankshaft snout. 

This crank now features a double ball 
bearing on the drive side in place of last 
year's single bearing. Crankshaft fly- 
wheels are beefier around the crankpin to 
accommodate its new 24mm size—up 
from 19mm—which now makes the 250's 
big end identical to the 370, and virtually 
flex-free. Carburetion, previously pro- 
vided by a square-bodied Spanish Amal, 
is now handled by a Bing made in Spain. 
For the first time a copper gasket sepa- 
rates the head and Mark IX Pursang oylin- 
der. This cylinder's shrunk-fit iron sleeve 





TwinAir filter fits inside large fiberglass air box on 370. 
Strangely, the 250's box is made of plastic. 
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The 2505 hub separates sprocket and brake drum 
and has been standard on all Fronteras since 1975. 


VAN Na 
The 250 has a shorter travel fork with standard axle. 
Both bikes have Preston Petty headlights and fenders. 





The 370 features a Bultaco-built leading-axle fork with 
9.5 inches of travel. Front brake is excellent. 








A slightly larger tank capacity and a neat tool 
compartment make the 370's tank best. 


Both engines have wires to keep brush from getting caught 
between shift and brake levers. The pegs are spring loaded. 
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he 370's hub comes straight from the 1976 Pur- 
sangs. It is completely different from the 250. 
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BULTACO 250 FRONTERA 


Price, suggested retail 
Tire, front 3.00 x 21 Pirelli 
4.50 x 18 Pirelli 
1.18 x 5.51 in. (30 x 140mm) 
1.18 x 5.51 in. (30 x 140mm) 
Brake swept area 40.85 sq. in. (264 sq. cm.) 
Specific brake loading 
Engine type 
Bore and stroke 
Piston displacement 
Compression ratio 
Carburetion 1; 36mm; Bing 
Twin Air oiled foam 
Femsa magneto with points 
22.86 @ 7000 
17.84 @ 6500 


29° /5.75 in. (146mm) 


Torque @ rpm 
Rake/Trail 

Mph/1000 rpm, top gear 
Fuel capacity 
Lubrication 

Transmission oil capacity 
Primary case capacity 
Electrical power 


2.5 gal. (9.5 liters) 
Premix 

20 oz. (600cc) 

10 oz. (300cc) 
35-watt lighting coil 


Primary transmission 
Secondary transmission X М Joresa chain 
12/42 3.50:1 
(1) 28.83 (2) 18.79 (3) 13.32 
(4) 10.12 (5) 8.31 
54.2 in. (1377mm) 
35.5 in. (90mm) 
10.7 in. (27cm) 
256 Ibs. (116kg) 
416 Ibs. (189kg) 
Veglia speedo with odometer 
resettable both ways by tenths. 
20-25 mpg 


Gear ratios, overall 


Wheelbase 

Seat height 
Ground clearance 
Curb weight 

Test weight 
Instruments 


Average fuel consumption 


BULTACO 370 FRONTERA 


Price, suggested retail 
Tire, front 


1.18 x 5.51 in. (30 x 140mm) 
1.18 x 5.51 in. (30 x 140mm) 
40.85 sq. in. (264 sq. cm.) 
10.40 Ibs./sq. in. 

Two-stroke piston-port single 
85 x 64mm 


Brake swept area 
Specific brake loading 
Engine type 

Bore and stroke 
Piston displacement 
Compression ratio 
Carburetion 

Air filtration 


1; 36mm; Bing 

Twin Air oiled foam 

Femsa magneto with points 
33.23 @ 7500 

23.48 @ 7000 

28.5?/6.75 in. (171mm) 
Mph/1000 rpm, top gear 10.00 mph 
FUG! Capacity... ec ER ee 2.8 gal. 
Lubrication Premix 
Transmission oil capacity 20 oz. (600cc) 
Primary case capacity 10 oz. (300cc) 
35-май lighting coil 


Duplex chain 2.38:1 

% x М Joresa chain 

13/42 3.2311 

(1) 20.21 (2) 14.86 (3) 11.41 
(4) 9.18 (5) 7.67 

56.5 in. (1435mm) 

35.5 in. (90cm) 

10.5 in. (26.6cm) 

265 Ibs. (120 kg) 

425 Ibs. (193 kg) 

Veglia speedo with odometer 
resettable both ways by tenths. 
20-25 mpg 


Wheelbase 

Seat height 
Ground clearance 
Curb weight 

Test weight 
Instruments 


Average fuel consumption 
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Bultaco 250 Frontera Engine Engine Bultaco 370 Frontera 
Test Conditions: Speed BHP Torque Speed BHP Torque Test Conditions: 
Barometer 30.10 i 2500 ......5.23 .... 1099 Barometer 30.00 

Temperature ; Д 3000 ......7.02 .... 1228 Temperature 
59°F Wet 66°F Dry 3500 ......9.19 ... 1379 57°Е Wet 68°Е Dry 
Correction Factor 1.023 60 .... 11: ...1280 .... 1681 Correction Factor 1.026 

Date of Test: 2/8/77 11:38... 13) ...1625 .... 1896 Date of Test: 2/1/77 

As Tested on the 2.1387... 14. ....1846 .... 19.39 As Tested on the 
Webco Dyno 2:16.61 шы 15] ... 2144 .... 2047 Webco Dyno 

..25.60 .... 2241 

28.55 .... 23.07 
.... 81.30 .... 23.48 
:33123:._ 12327 
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BULTRCO FRONTERRS 


has a total of 11 holes which serve nine 
ports, but horsepower numbers aren't up 
to what the exotic porting implies. Dyno 
testing the Frontera at Webco produced 
22.86 peak horsepower at 7000 revs 
which is about 10 less than the same 
engine produces in Pursang motocross 
tune. A single factor generates 90 percent 
of the reason for this great disparity— 
noise laws and the stranglehold they put 
on Bultaco's exhaust efficiency. The dras- 
tic effect of silencing was demonstrated 
when Bultaco's California pipe muffled to 
86 dB(A) plunged the Frontera's output 
even further to 19.35 bhp, but it should be 
explained that sticky rings also contrib- 
uted somewhat to the drop. 

Peak horsepower isn't the whole mea- 
sure of dirt bike performance. Remember 
that 125s with Frontera-level power often 
Set fast special-test time in the ISDT itself, 
and that trials bikes with less than 15 
horsepower climb the same hills as Open- 
class motocrossers. An engine is effective 
if it has enough power, and combines 
clean carburetion with good torque—all of 
which applies to the 250 Frontera. Only 
twice in four days of furious testing did the 
250 fail to climb a hill the 370 made. In 
certain cases more peak horsepower 
would be useful, but in general the 250's 
steady pulling power is completely ade- 
quate and often quite surprising. It's a 
nice motor and well suited to its task. 

Power travels through a wide-ratio 
transmission unchanged from last year 
except for a shifting drum redesigned to 
prevent skipping gears. A Joresa drive- 
chain tensioned by a spring-loaded rub- 
ber slipper spins on steel sprockets. All 
parts in the chain tensioner and guide can 
be purchased separately. We had no 
chain problems with either Frontera in 
almost 500 miles of testing. 

Many riders will look at the low pipe 
protected by a fiberglass skidplate and 
figure the system has about a week to live. 
So did we. But both bikes have over 10 
inches of ground clearance, the skid 
plates are surprisingly tough and neither 
machine ever hung up—not even while 
bouncing through several rock sections 
on old enduro courses. The low pipe 
simply isn't a problem. 

The 250's specifications end with the 
lightest wet weight of any true enduro 
Cycle has ever tested—256 pounds. 

The 370 has little technical resem- 
blance to the 250. Its new frame is pure 
1976 Pursang except for a different swing 
arm, which converts the shocks from 
laydown to forward-mount positioning. 
This improves rear-end performance and 
decreases the shock's vulnerability 
should the bike crash in rocks or be hit by 
another rider. Longer Betor shocks than 
on the 250 result in .9-inch more travel for 
a total of 7.9 inches. The leading-axle 
Pursang fork was developed for more 


т (Continued оп page 147) 
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Inlet tract on 250 is interrupted by the back ofa scoop Scoop port is seen in middle of 250's large intake and 
port which serves charge trapped under piston. has a horizontal bridge. Liner spigot is full circle. 
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The 370 cylinder is straightforward—double transfers, Маге of porting in 250 looks more complicated than it 
a bridged intake, open exhaust and iron liner. is because lowermost holes are only spigot guides. 
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A test for bikers who know racing. | 


Match these 1976 champions to their championships. 


Championships 
AMA. Camel Pro Series/Grand National Champion 
[в] Trans-AMA 500cc International Motocross Series Champion 
AMA 500cc National Motocross Champion 
[р] AMA 250cc National Motocross Champion 
AMA 125cc National Motocross Champion 


Champions 
Roger DeCoster; Suzuki [1] 
Paulo Bianchi; Morbidelli [2] 
Jay Springsteen; Harley-Davidson [3] 
Heikki Mikkola; Husqvarna 
Gaston Rahier; Suzuki [s] 
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Barry Sheene; Suzuki [s] 

Walter Villa; Harley-Davidson 
Jim Weinert; Kawasaki 

Bob Hannah; Yamaha [9] 

Tony DiStefano; Suzuki 
Walter Villa; Harley-Davidson [1] 
Roger DeCoster; Suzuki 2] 
Angel Nieto; Bultaco [13] 

Rolf Steinhausen/Sepp Huber; Busch/Kónig 
Kent Howerton; Husqvarna [5] 
Victor Palomo; Yamaha 


AMA 250cc Supercross Champion 
World 500cc Motocross Champion 
[н] World 250cc Motocross Champion 
[1] World 125cc Motocross Champion 
[1] World 500cc Road Racing Champion 
[k] World 350cc Road Racing Champion 
[1] World 250cc Road Racing Champion 
[м] World 125cc Road Racing Champion 
World 50cc Road Racing Champion 
[о] World Side Car Champions 

[2] World Formula 750cc Champion 


Stumped? Find answers in next test. 
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And a test for bikers who don't. 


Match these 1976 champions to their spark plug. 


Champions 
AMA Camel Pro Series/Grand 
National Champion * 
Jay Springsteen; Harley-Davidson [1] 
Trans-AMA 500cc International 
Motocross Series Champion * 
Roger DeCoster; Suzuki [2] 
AMA 500cc National Motocross 
Champion * 
Kent Howerton; Husqvarna [3] 
AMA 250cc National Motocross 
Champion * 
Tony DiStefano; Suzuki 
AMA 125cc National Motocross 
Champion * 
Bob Hannah; Yamaha [s] 
AMA. 250cc 
Supercross Champion * 
Jim Weinert; Kawasaki [s] 
World 500cc 
Motocross Champion * 
Roger DeCoster; Suzuki 
World 250cc 
Motocross Champion * 
Heikki Mikkola; Husqvarna 


Plug 


C] Champion 


[2] Champion 


[3] Champion 


Champion 


Champion 


[s] Champion 


Champion 


Champion 


Champions 

World 125cc 

Motocross Champion * 
Gaston Rahier; Suzuki [9] 

World 500cc 

Road Racing Champion * 
Barry Sheene; Suzuki 

World 350cc 

Road Racing Champion * 
Walter Villa; Harley-Davidson [1] 

World 250cc 

Road Racing Champion * 
Walter Villa; Harley-Davidson [12] 

World 125cc 

Road Racing Champion * 
Paulo Bianchi; Morbidelli [3] 

World 50cc Road Racing 

Champion * 
Angel Nieto; Bultaco 

World Side Car Champions ° 

Rolf Steinhausen/Sepp Huber; 
Busch/Kónig [15] 

World Formula 750cc 

Champion * 
Victor Palomo; Yamaha 


These little tests brought to you by the plug 


that sparked all 16 of the major U.S. 
and world motorcycle championships in 1976. 


Champion Spark Plug Company * Toledo, OH 43661 


Fill'er up 
with Champions. 


Plug 


[3] Champion 


Champion 


[1] Champion 


fiz] Champion 


[з] Champion 


Champion 


Es] Champion 


Champion 
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CHAMPION 


CHAMPION 
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@ "MAKE SURE," RON TESON WAS SAYING, 
"that people understand how serious 
these bikes are. Tell 'em that they have to 
use the best parts they can buy from the 
best people who make 'em, and that they 
have to remember to be careful." 


PHOTOGRAPHY: PAUL R. HALESWORTH 
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The bike Teson was talking about was 
his own: a single-engined, 970cc, super- 
charged, fuel-injected Honda four-cylin- 
der which towards the end of last season 
set the sport of motorcycle drag racing on 
its ear. In 1096cc form it ran a 7.96-sec. 
ET with a terminal speed of 172.74 mph at 
Fremont Dragway. Only two other motor- 
cycles in history have ever run a seven: 
Russ Collins’ triple-engine Honda and the 
Christenson/Gregory double-engine Nor- 
ton. Was Teson's blast a fluke? Not hardly. 
It has also run an 8.07 and an 8.18, and it 
has three other terminal speeds over 
170 mph. The implications of its perfor- 
mance are obvious: supercharging works 
on motorcycle engines as well as it works 
on Chryslers, and most bikes which try to 
stay competitive with normal aspiration 
and lots of displacement have their fu- 
tures behind them. 

Pretty as the Teson/Bernard (Bill Ber- 
nard is Ron's all-around helper and 
partner) fueler is, it is clear that they have 
not misunderstood the point of the exer- 





Right side of engine accommodates Vertex 
magneto and remote Honda oil pump. cise: to get from here to there as quickly 
Injector pump is driven off gear side of as they can with as little complication and 


Magnuson's supercharger. Note pop-off. drama as possible. 
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Indeed, there are few mechanical mys- 
teries and diversions lurking among the 
hardware. All chassis parts are conven- 
tional items supplied by Sandy Kosman: 
frame, wheels, brakes, front fork, etc. 
Goodyear provides the rubber: a 9-in. 
wide, 28-in. tall rear slick using 4%—5 Ibs. 
of pressure, and a 1390 front roadracing 
slick. The bike's mini-fairing is a stock 
Camber part carried by R.C. Engineering; 
the rest of the bike's bodywork was hand- 
formed by Jerry Magnuson, about whom 
more later. 

Non-trickery extends deep within the 
Honda engine. All top-end pieces are 
standard off-the-shelf R.C. items: the 327 
camshaft, cam sprockets, cam chain, 
valve springs and retainers, stainless steel 
oversized inlet valves, rocker arms and a 
light port-'n'-polish. So’s the cylinder 
block—a special drag racing hunk of cast 
aluminum with only vestigial finning here 
and there, four oversized liners, and cop- 
per o-rings to keep the gases in. Pistons 
are special dish-top blower slugs forged 
by Arias. They use three rings, the bottom 
two entirely conventional and a super- 
trick tool steel top ring only .031-in. thick 
supplied by Pacific Ring Co. Compression 
is 8:1. 

The crankshaft in the '77 engine is 
Stock. You can pick between two reasons 
why. The first has to do with rumored 
problems encountered last season with 
weld being torn off the quarter-inch 
stroker; the second is that in 1096cc form 
the bike was close to being unmanage- 
able. Either way Teson expects the 
smaller engine to do the trick; if he needs 
more beans he has only to bump up the 
supercharger overdrive ratio beyond its 
present 996, or increase the nitro percent- 
age above the current mix of 80-85%. 
"Besides," Ron explains, "if we need the 
stroker crank, we can always put it back 
in." Connecting rods are again standard 
R.C. aluminum "Goldenrods," just like the 
ones used in nearly every hard-running 
Honda drag bike in the country. 

A single-row roller chain carries the 
power back to a 10-in. CrowerGlide 
Chevrolet three-plate slider clutch which 
connects to a Lenco two-speed (direct in 
low; 3596 overdrive in top) motorcycle 
transmission. To properly balance the 
bike's left-side weight bias (caused by the 
clutch), Teson moved the engine 17-іп. to 
the right in the chassis and then had to 
machine a special adaptor for the trans- 
mission output shaft to make up the dif- 
ference. But with the bike able now to 
balance itself perfectly on its wide rear 
tire, Ron was able to remove the 18 Ibs. of 
lead he had to use for ballast last season. 
Overall bike weight is about 465 Ibs— 
slightly heavier than Christenson's Norton 
double, but much, much lighter than any- 
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"With a supercharger,” Teson says, “you 
don't have to be too trick." Head (top) is only 
lightly modified. Big-bore block (middle) and 
head gasket are both sturdy. 
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PUFFER POWER 


The Teson Honda is tidy indeed, and reflects 
Ron's understanding of The Point: acceleration. 








thing else Ron will have to run against. 
Beyond the care with which the motor- 
cycle was constructed and the talents of 
the people who tune and maintain it, the 
reason the bike works is bolted right back 
there behind the inlet manifolding. What 
you see is a Magnuson supercharger with 
an 80 cubic inch swept volume and over 
$100,000 of Jerry Magnuson's money and 
four years of his time invested in it. It 
delivers 17-18 Ibs. of boost at 1700 ; 
blower rpm. Cast by Miller Foundry in Arias forges these special blower pistons for R.C. and 
Santa Ana, Calif. from molds designed by Ron. Rods are traditional forged aluminum racing items. 
Magnuson, all aluminum supercharger 
components are made of prime 356 grade 
aluminum and heat-treated to T6. The 
case and end plates have been 
Banodized to 80 Rockwell on the C scale. 
In addition to wanting to provide a 
compact, efficient and light-weight super- 
charger that could be adapted easily to 
motorcycle engines, Jerry spent a consid- 
erable amount of time analyzing and then 
trying to avoid the problems inherent in 
drag racing's universal car supercharger, 
the GMC, or “Jimmy.” GMC puffers, con- i | 
ventionally fitted tolarge-displacement 8000 case and лла} tors (арр уе) аге роси! er 
truck and construction equipment en- case is .003-in. Phasing gears (below) coordinate relation- 
gines, were never designed to operate at ship between supercharger rotors; only one is driven. 
high supercharger speeds, or deliver up- 
wards of 20 Ibs. of boost, or cope with 
rapid changes in engine speed. They can 
be made to do all these things, but not 
without a lot of custom-tailoring and modi- 
fying. Magnuson took care of all that 
when he designed his own supercharger, 
which resembles a conventional Rootes- 
type positive-displacement pump but 
which differs dramatically in its smaller 
details. The supercharger rotors, for ex- 
(Continued on page 149) 
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Magnacharger feeds air into log manifold; 
log mounts separate fuel nozzles. 








Both end plates of supercharger have been 
Banodized to 80 Rockwell. (С) for wear resistance. 
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KAWASAKI BELIEVES IN RIDING SAFELY. CHECK LOCAL LAWS BEFORE YOU RIDE. 
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If you were born with whiteline fever — if your idea of 
a pleasant weekend jaunt is 400 miles of twisty back 
road and back again; then our KZ-750 four stroke is 
your kind of motorcycle. 

It's a classically lean, long-legged vertical twin, but 
with special countra-rotating balance weights in the 
engine to cancel out the vibrations that vertical twin 
lovers used to accept as being simply a part of life. 

The bore and stroke are square, 78 mm each way, 
providing tons of torque and the ability to cruise along 
all day at highway speeds with- 
out breathing hard. The power- 
band is so wide that you won't 
need to spend much time wig- 
gling the gearshift lever, either. 
And the KZ-750 only weighs 481 
Ibs. dry which makes it a very 
responsive handler, as you'll 
know by the way it has of leading 
you, as if by fate, to the twistiest 
two lane blacktop in the state. 


Kawasaki 


We know why you ride. 


г) KZ-750 FOUR STROKE 


EAGLE AT 


A study in long-distance riding 


Touring «a special type of 
hating Touring i< packing АТ or 
a snoopy, dependable machine 
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and running tree, over miles of 


highway and back road. Goodyear 
studded touring ana engineered 
a hre that has that kind of long- 
distance depenaabúity... the 
Eagle A/T, You оша! Know 
What we da amd why we aa it 


Lihe constant radus QELIN 
of our Eagle A/T fire gives you 
smooth, predictable cornering. 
ES built with tough nylon cord 
beefed up with Gooalyeart exCly- 
ove fripte-Tempening process 10 
help absorb Shocks ard «rug off 
potholes fora confiaenmt, com- 
fortable пае. 





27he tread of the Eagle A/T 
zire (< Computer designed To 
hep you handle both wef and ary 
weather, a necessity when youre 
out on the road! HE designed for 
wear and сотор 


Зе A/T Tubeless designed 
Tor the new lightweight mag 
Whee, GIVES you good ТООК 
and easy batanarg and rebar. 


«7he Cage AT IS available m 
| raced white effera, 
Llackwal, or 
Сша! H5? 
Goodyear LAGE, 
and every Eagle 
fre is рат 
/noly engineered 
fora SPECHIC 
joe of Qe. 
Theres one for 
M the way you rae. 
X9 = Ask your trends. 
Nub" ASK your Goodyear 
dealer about the Eagle A/T... /f& 
a sfudy лр long-distance HANG. 
*4yailable only in backwal or raised white letters. 


GOOD YEAR 








PAT HENNEN .......... Continued from page 58 


lem was telling who | was and what Га 
done, and saying, ‘yes, lm the same per- 
son you heard about,’ and trying to get all 
that across the language barrier. It's proba- 
bly easier early in the season, while the 
promoters are trying to get their fields 


filled. It helps if you're persistent. It took 


about six phone calls and four Telexes 
before we got our first start. 

“If you can understand the system, and 
if your results are decent, there is quite a 
bit of money to be made. For a guy like 
Barry Sheene, who handles his operation 
properly, it's incredible how much money 
he can get. The prize money rarely is 
really all that good; it's a matter of speak- 
ing to the promoter beforehand and mak- 
ing an arrangement for start money. The 
promoter knows how much money he's 
going to take in, and he wants certain 
riders to be there. There are a lot of 
International races, and the riders aren't 
going to just turn up unless they're paid 
for an appearance. With the crowds they 
get, promoters can afford to do that. The 
FIM book tells you how much start money 
you're going to get at a particular Grand 
Prix, whereas at an International race the 
rules only tell you what the machines are 
supposed to look like when you get to the 
track. But why you went there, and what 
you get paid to go, is between you and the 
promoter. It's more money than you'd get 


for a Grand Prix; | feel a bit awkward about 
saying just how much. l've seen some 
pretty healthy start fees paid, and | think PII 
just say the amounts have been in the 
thousands of dollars. It depends on who 
you are. At any race five or six guys will be 
getting really good money, with probably 
another 20 percent of the riders making 
out all right, paying their bills and making 
a living at it. In Europe there would be only 
30 percent of the field who aren't getting 
enough out of it to cover expenses. 

"Suzuki GB gave us a lot of help. We 
traveled with them right at the first part of 
the season, but it soon became obvious 
we were going to need our own transpor- 
tation. It was all right when they were just 
carrying the 500s, but as the season went 
on they also had the 750 bikes and things 
got just too complicated. 

"| was all jazzed about getting a diesel. 
They're supposed to be so economical 
and reliable. John Williams said, ‘I've got 
just the vehicle for you.' He sold us this 
vehicle, sight unseen, for 700 pounds, 
and it turned out that was an outrageously 
high price. But as far as | was concerned 
we'd made a deal. 

“One thing | hadn’t understood about 
diesels is that they’re about half as power- 
ful as their gasoline counterpart. The first 
time we got out on the open road, we were 
going along at about 55 mph and my 
brother looked up from the map he was 
studying and says, ‘this is the right road, 


so you can get your foot down; we've got 
about 700 miles to go.’ And | had to tell 
him, ‘Hey, I’m sorry to-inform you that | do 
have my foot down. That is flat-out.’ 

“At our first Grand Prix we arrived late, 
just in time for the last day of practice, and 
it turned out that only gave us two 30- 
minute practice sessions. We had to un- 
crate a new motorcycle, try to break it in 
and tune it, get the gearing right, learn the 
track and try to qualify all in that one day. 
So we tried to decide how many laps I'd 
do at break-in and what size main jets 
would be safe and still let me go around at 
a fair speed and learn the race track. That 
was my first time on a 500, too; а never 
ridden one before. 

“Through the first practice, | just tooled 
around getting the machine broken in and 
finding out about the jetting; | didn't try to 
do any fast laps. Then just before the 
second practice it started to drizzle and | 
realized that l'd have to do something 
because they only accept 35 riders for 
each class, and assign grid positions ac- 
cording to qualifying times. You can start 
the race first or you can start 35th, but if 
you don't qualify you aren't going to start 
at all. There we were, not only away from 
America but way out in the middle of 
nowhere, and it's starting to drizzle. We 
looked at each other and | said, ‘Hey, 
drizzle or no drizzle, we're not going to get 
to race unless | get in some good lap 

(Continued on page 112) 
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Leather-lined 
throughout 


Please send me 


Scuff-resistant [кечиш 
black bullhide 
toe cap 
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Genuine Leather 


IDEAL FOR THE PLEASURE BIKE RIDER! 


Made exclusively for Crawford House by the FRYE Co., of 
Marlboro, Mass. — famous for benchcrafted leather boots since 
1863. This Bike Boot is a full 14"' high in rugged, supple cowhide, 
handsome square toe and all the extra features the biker wants 
and needs. These boots are built for comfort and stamina — 
designed by bikers, for bikers. Sold only by mail — $69.50 per 
pair plus $2.50 postage and handling. Sizes 6-14, widths B, D, E 
and EE. Sizes 9-10% D available immediately; allow 4-6 weeks for 
delivery on other sizes. Please specify color preference. Satisfaction 
guaranteed, of course. 


CRAWFORD HOUSE, INC. 


Dept. В-99• P.O. Box 468 © Brockton, Mass. 02403 


pairs of FRYE Bike Boots, 
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PLANNING TO 


МОМЕ? 


Let us know 8 weeks in advance so that you 
won't miss a single issue of CYCLE. 
Attach old label where indicated and print 
new address in space provided. Also include 
your mailing label whenever you write con- 
cerning your subscription. It helps us serve 
you promptly. 

Write to: P.O. Box 2772, Boulder, CO 80323, 

giving the following information: 

Г] Change address only [7] Extend my subscription 


ENTER NEW SUBSCRIPTION 


01 year $7.98 Г] Payment enclosed 
Allow 30-60 days for (1 extra BONUS issue) 
delivery. O Bill me later 


AFFIX OLD LABEL 


1 
i ddresshere. | 

1һапду, ргїпї OLD a 
If you have no labe | 


=] у 2 


NEW ADDRESS HERE 
please print 


City 


ЭТА јр 


Additional postage де year: For Canada add S3. For 


countries outside U.S. and Canada, add $5— cash in US. 
Currency only. 0874 


Connecticut 
Accessories 
for a 
Japanese 


For a perfect fit on most popular 


Japanese bikes, with no modification 

. the folks at CCA are experts. Like these high luster chrome 
sissy bars with heavy vinyl hand sewn pads, for the rider who 
wants the security and comfort of a backrest without a luggage 
carrier. Available in either high or low pad styles. 


For a CCA color catalog with 
other attractive exciting Cycle 
Accessories send 50$ to 
Connecticut Cycle Accessories. 


S. Park St., Willimantic, CT 06226 
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times, and it's four weeks until the next 
Grand Prix.’ 

"So practice started and | gave it about 
a half a lap before | got serious. | still 
hadn't gotten used to the machine, and 
the 500 is really unusual. The suspension 
is really mushy, and the bike still had the 
Japanese Dunlop tires it came with—we 
hadn't had time to change those—and I 
managed to do 2% laps before it really 
started raining hard. | kept telling myself, 
‘Ignore the rain, if you don't get in some 
decent lap times you wouldn't get to race 
at all,’ and then | could see it was raining 
even harder. | kept saying to myself, | 
don't believe this, and then | went down. It 
was a slow turn and | just slid to a stop and 
stood up and watched the bike come to 
rest—and just as it did it caught fire. 

"| couldn't believe it. Here's my brand 
new bike, it still had polish on it and the 
number plates weren't even scratched, 
and it's going up in flames. There were a 
couple of marshals up on hills either side 
of me, but instead of doing anything they 
were just watching my motorcycle burn 
up. But there was a fire extinguisher 
nearby and | ran over and got it and put 
the fire out. But there was my motorcycle 
covered with white powder from the ex- 
tinguisher and it was just. . .itwasahard 
thing to say, 'it's all right, you'll get it back 
together; this Grand Prix racing really is 
the right thing to be doing; everything is 
going to turn out OK.’ 

"But the worst worry right then was 
whether I'd qualified, and we couldn't find 
out about that right away. It was a couple 
of hours after | got back to the pits before 
they came around passing out sheets with 
qualifying times on them, and it turned out 
1 did qualify. Not by much, but one of 
those two laps was sufficiently fast. | 
started near the rear of the field and it was 
a push start. | pushed and pushed before 
the 500 finally fired and took off. | got 
away just about last, and after two laps 
had worked my way up to about fifth 
place. | was feeling pleased about that 
and starting to get into it, and then the 
bike seized. We traced that back to fire 
extinguisher powder inside the engine; 
there hadn’t been time for a complete 
teardown. 

“That was how the first part of the 
season went, more or less. And it all 
seemed to come down to whether we had 
ourselves sufficiently organized so we 
could get the machine really ready to 
race. You can’t do it at the track because 
there’s so little practice, and | needed that 
to learn the tracks. If you went out with 
something as reliable as a street bike and 
rode every lap of practice you’d just about 
learn which way the turns went; you 
wouldn't be able to ride 100 percent until 
maybe halfway through the race, and of 
course by then it would be too late. There 
just isn't time to learn a new track prop- 
erly, so you begin cutting corners and 
taking chances and generally doing 


(Continued on page 115) 
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A CHOICE BETWEEN COMFORT OR STYLE 
IS NO CHOICE AT ALL. 


[А Less Than Tolerant Viewpoint from Harley-Davidson] 


f style. 


You 5 see it all the time. Some poor joker 
takes one look at some fancy leathers modeled 
by a California actor lean- 
Î ing on a rented motorcycle 
and before you know it, 
| he'sout on the highway in 
| them. Touring Milwaukee 
in late October, freezing 
his off: 


And winds up in an outfit 
Й that looks like something 
iw from a late night, Science 


eme gU 
Nobody wins. 


Naturally, we feel a great deal of sym- 
pathy when this happens. For us. The Human 
Icicle and Space Oddity don't exactly make 
great ads for motorcycling. So, in the interest 








Or he turns practical. 


of your image, and ours, we cordially suggest a 
way you can avoid all that. 
A clothing store for motorcyclists. 

Simply visit an expert with such a wide 
variety of styles he could stock a clothing store — 
your Harley-Davidson dealer. 

The first thing he'll 
tell you is that no style 
looks good on a shivering 
rider. Then he'll show you 
some features to look for. 

Like the specially 
sewn-in wind flap that's on 
our Pioneer leathers and 
Cycle Champ jackets. A 
wind flap that's not just cov- 
ering the front of the zip- 
per, but rather, is on the 
inside, behind the zipper 
where the wind can't get at it. 

He'll show you the special sleeve closures 
on many of our jackets, to keep the wind from 
whistling up your arms. And specially-designed, 
pleated "action backs" to give you freedom of 
movement when you bend forward on the cycle. 

Common sense. 

He'll show you the common sense think- 
ing behind our snap-down collars. And demon- 
strate how they're designed to keep you from 
being flapped to death at 40 MPH. 

And he'll show you how to determine 
the proper length riding jacket so that it's 
long enough to protect you from wind whistling 
up under it, yet short enough not to bunch up 
beneath you. 

You'll be able 
EE to choose intelli- 

I3 cently from more 
2 jackets, vests, boots, 
Е gloves and riding 
apparel than you'll 
і see from any 2 





е “аспоп/ Баск” 


e 


mem manufacturer. 


And you'll hit the highway confi- 
dent that Harley-Davidson would never 
leave you out in the cold. бат tuts 


Ittakes a warm body to tame cold steel. 
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Harley-Davidson 
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ll when you've got a great bike like this, why not make it even 
greater? Switch to Lester cast alloy wheels and give your 
machine the macho it deserves. 

" Plus all the performance you've never felt before. Lester cast 

: alloy wheels are made from the finest heat-treated aluminum 

-alloy with a dynamic "I" beam construction. That gives you 
strength. And better stability. And better handling. You 
accelerate better. You corner and brake better. You look 
better. And Lester wheels take tube or tubeless, too. 

E How can you beat it? You can't. Switch to Lester — now! 


Lester Wheels are priced from $297.50. 
to $352.50a pair F.O.B. Bedford Hts., Ohio 


Write for FREE Brochure/Dealer Inquiries Invited 


The Lester Tire & Wheel Co.— 26881 Cannon Road, Bedford Heights, Ohio 44146 — Phone (216) 439-7200 
—a Division of Lester Industries. Inc. 
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things you'd rather not do. 

"Before a race my brother and | would 
sit down and he'd say, 'these are the lap 
times you're going to have to get down to; 
the bike's gonna have to be quicker.' And 
га come back at him with, ‘Well, I've never 
seen the race track before, I’m trying 
pretty hard, and it's not that easy to do the 
lap times I’m doing now. | don't know what 
we're going to do about the machine, 
because we don't have the time to work 
on it.' But after the first few races we did 
get sufficiently organized to have time to 
work on the machine and start to get 
things dialed in. We learned that you only 
had maybe a few hours or half a day after 
arriving at a track to get your racing kit 
ready. Then, when it's time for practice, 
you're ready and you.can take advantage 
of the half hour or 45 minutes of each 
practice they give you fully, instead of 
being busy doing something else. 

"Toward the end of the season the 
tracks got a lot longer. At Spa, the 500s 
were averaging 134 mph, and it was in- 
credible riding through the esses going 
flat out. The track has so many blind turns 
and is so fast; a new rider will have a lot of 
trouble there. You'll be going along think- 
ing you're really quick and you slow down 
for a turn and some guy will come past 
going flat out. It took me halfway through 
the race before | started to figure out the 
track, and | wasn't having much fun. 

"For the race at the Nurburgring | went 
early and rode around the track on a 
Honda 250 street bike. You can buy a fifty- 
cent ticket and take a lap, and | must have 
burned up $35.00 going around and 
around. | couldn't learn racing lines or 
anything, but | did learn which way the 
turns went. It was a good thing, because 
my first official practice lap took me 45 
minutes. 

"Part of getting used to European race 
tracks was learning to carry a small care 
package: a few plugs and a spark plug 
wrench and a couple of other small ne- 
cessities. Otherwise, if you have trouble, 
you'll lose that whole practice while you 
wait for a truck to come in and.get you. 
You don't push backat the Nurburgring— 
it's 14 miles around. Anyway, the first lap 
there took 45 minutes because | fouled 
plugs twice and had to stop and change 
them. Other people were getting in five 
laps of practice while | was doing that. 

"Half of the race itself was run in the 
rain, and it’s a very used track, partly 
because so many people go there and 
pay to take a lap in their cars, and they 
drip a little bit of oil. Water mixed with that 
made the track quite slick. | don't really 
mind racing in the rain. The hardest part is 
when it's just starting to rain, and you're 
going from a dry track onto the wet and 
have to make the appropriate adjust- 
ments in your cornering speed. On long 
tracks, like the Nurburgring, you can run 
into places where it's raining heavily 
and then the next time around it will be 

(Continued on page 123) 
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9 |Е YOU'VE EVER DRIVEN BEHIND QUARTZ 
iodine lights, then you know this type of 
lighting is superior to normal sealed beam 
units. The difference is obvious: you can 
see farther ahead, more to the sides, and 
everything with greater clarity. In addition, 
quartz iodine lights illuminate the road 
and berms with a precisely defined pat- 
tern of light. 

An ordinary motorcycle headlight 
raises and lowers an elliptical pattern of 
light on the road. The definition of the 
pattern is often fuzzy, and on low beam 
there’s a lot of stray light that gets high in 
the left lane. So-called European Code 
H-4 headlights throw more light on the 
road (on both high and low beams) than 
standard sealed beams. On low beam, 
quartz iodine lights illuminate the right 
lane at a much greater distance than the 
left lane. From above, the low-beam pat- 
tern looks like a reversed “L” with the long 
arm reaching up the right side of the road. 

Quartz iodine lights prove less trouble- 
some for on-coming motorists than stan- 
dard sealed beams even though QI lamps 
put more light on the left lane for a greater 
distance. This apparent contradiction is 
easily explained. European Code low- 
beams project a very low and shallow light 
into the left lane; the light avoids the eyes 
of on-coming motorists. If you were to 
shine a European Code low beam on a 
wall, you would see a rectangle of light, 
but the top half of the rectangle would be 
missing on the left side. Some О! lens 
slope this cut-off gradually to the top right 
corner of the rectangle; still other lamps 
have cut-offs which rise quickly and reach 
the top of the rectangle long before inter- 
secting the top right corner. By contrast, a 
standard motorcycle low beam projects 
an oval shape on the wall. The light just 
isn't as sharply controlled as О! lamps. 

The О! pattern works great so long as 
you're riding on straight highways, but 
night-time cornering aggravates the com- 
mon complaint about any motorcycle 
headlight. The light points ahead while 
the motorcycle is heeled over, turning left 
or right. As you might guess, the sharp 
low beam cut-off works poorly in left- 
handers on mountain roads. Any kind of 
fancy riding will have you overdriving the 
light available. 

Quartz iodine units produce a strong 
white light; conventional sealed-beams, 
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Afler yousample 
the brighter world of 
quartz-iodine lighting, 
youll throw rocks at 
your old sealed beam. 


By PhilSchilling 


by comparison, look yellowish. And a 
good QI light doesn't have hot spots in the 
pattern thrown on the road; the light is 
evenly distributed. 

Quartz iodine lights have a lens/reflec- 
tor unit into which a separate bulb fits. 
The construction and design of the lens 
and reflector determines the exact pat- 
tern of light. Different lens/reflectors pro- 
duce slightly different light patterns. 

Quartz iodine bulbs for seven-inch 
lens/reflectors suitable as replacements 
in big motorcycles carry an H-4 designa- 
tion. Bosch, Cibie, Carello and Marchal all 
make lens/reflectors that use the stan- 
dard H-4 bulb. Not all H-4s are created 
equal, although all QI bulbs are produced 
under license from Philips, the commer- 
cial originator of quartz iodine lighting. 
This huge firm, based in the Netherlands, 
is the General Electric of Europe. For 
testing purposes a Philips H-4 bulb (12342 
PH4; 12V 60/55W P43t) was used ex- 
clusively. Installing the same bulb insures 
that you're comparing the light projection 
and diffusion of different lens/reflectors 
rather than muddling results by changing 
the light source. 

A conventional sealed beam, with or 
without a separate bulb, burns a tungsten 
filament in a vacuum. Current passing 
through the filament causes it to become 
incandescent, and gradually tungsten 
particles burn off the filament and pro- 
ceed to the glass. Eventually this process 
produces a blackish haze on the interior 
ofthe glass and diminishes the light. Many 
times, however, bulbs don't get a chance 
to darken in motorcycle applications. 
Vibration often breaks the filament in one 
beam or another, and the bulb must be 
replaced. 

The quartz part of the quartz iodine 
bulb refers to the quartz glass; the iodine 


references the iodine gas that fills the 
interior of the bulb. Quartz glass can 
stand much higher temperatures than 
common bulb glass, so the filament can 
be run hotter. The hotter the filament gets, 
the more light it produces. 

Making a tungsten filament burn hotter 
and brighter causes the tungsten parti- 
cles to bail off the filament very quickly 
indeed. But iodine gas (it's a halogen, so 
all quartz iodine lights are quartz halogen 
lights) returns the tungsten particles to 
the filament. The glass never darkens. 

Quartz iodine bulbs emit more light 
than a sealed beam operating at the same 
current level. A 50-watt О! bulb will pro- 
duce more light than a 50-watt sealed 
beam. How? Simple. Quartz iodine bulbs 
use finer filaments than conventional 
sealed beams, and therefore at any given 
wattage there will be greater resistance 
which generates more heat and therefore 
more light. 

Normally, QI lights draw more current 
than the sealed beam headlights they 
replace. For example, our testbed, a Ka- 
wasaki KZ750, has a standard sealed 
beam headlight that has a 35-watt low 
beam and a 50-watt high beam. The Phil- 
ips QI bulb draws 60 watts on high beam, 
55 watts on low. 

This increased draw may make the 
headlight unacceptable for use in motor- 
cycles which have barely adequate elec- 
trical systems in the first place. Some 
motorcycles may have recharging rates 
that can't cope with the increased load 
imposed by upgraded lights; the electrical 
system then operates at a net loss all the 
time. Eventually, the battery goes flat. This 
deficit operation, if any, can be com- 
pounded by mandatory lights-on laws in 
some states. The battery never gets an 
opportunity to be recharged. 

For checking purposes, we rigged an 
ampere meter to the test KZ750 to check 
any possible net-loss running operation. 
Generally, however, big motorcycles with 
excited field alternators (as opposed to 
permanent-magnet types) probably will 
have little trouble in handling the addi- 
tional loads of replacement QI head- 
lamps. The KZ750 had no difficulty. 

He who wonders whether or not his 
motorcycle's electrical system will in fact 
be overloaded by improved lighting has 
two alternatives. First, install the light and 
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Stanley 


Some sealed beams 
have bulbs inside the 
Jens reflector; that 
was the case with 
the Stanley sealed 
beam shown here, as 
removed from a 
Kawasaki KZ750. The 
important thing 
about a sealed beam 
is the completely 
sealed and enclosed 
rear section. There's 
no way dust and dirt 
can enter the unit. 


Marchal 

This quartz-iodine 

H4 Marchal has 

been certified in 
California; it meets 
applicable standards 
for motorcycle 

lighting when installed 
in a headlamp nacelle. 
The lens is designed 
for motorcycle use. 

A spring-loaded 

cap (not shown) 
screws on the 

back of the lens 

and locks in place. 


Carrello 


Like the Marchal 
(above) the Carello 
has a lens ground for 
motorcycle изе. But 
the glass is patterned 
guite differently. The 
QI bulb is held in 
place by a spring-clip 
with a dogleg. The 
protective rubber is 
not in place. With the 
bulb installed, there's a 
lot of open space 
between the bulb 
and the socket. 


Cibie 

Cibie's Z-beam is 

an automotive unit. 
Though fitting 
replacement Ql lights 
is not technically legal 
in the US, motorcyclists 
often use seven-inch 
auto QI lights in bikes. 
Cibie has a lot of 
open space between 
the bulb and socket, 
and its rubber boot 
didn't seal especially 
well on the back 

of the reflector. 


Bosch 

This is a Bosch 170mm 
QI automobile lamp. 
It's not to be con- 
fused with 160mm and 
200mm Bosch Ql lights 
used on BMWs. This 
auto-Bosch has socket 
for a small parking 
light. Main H-4 bulb 
fits firmly in its boss, 
held there by strong 
wire retainers. Rubber 
boot molds nicely 
around the reflector 
and bulb boss. 





see what happens. Depending upon the 
amount of time the headlight is on, and 
the capacity of the battery, and the kind of 
riding you do (highway or in-town), and 
the recharging rate of the system, you 
may not run the battery down—even 
though there's a net loss when the head- 
lamp is on. As a second approach, you 
could invest in a five-dollar K-Mart amme- 
ter and some eight-gauge wire in order to 
determine the exact effect of the QI lights. 
Assuming you discover an unacceptable 
drain, then you're out the money for the 
light, the ammeter and the wire. 

Before you buy any replacement head- 
light, be sure. it will fit in the headlight 
nacelle of your motorcycle. The KZ750 
has a fairly shallow nacelle, but all our test 
units would fit. Be careful to keep wiring 
inside the headlight housing away from 
the backside of the reflector as much as 
possible. Remember that О! units pro- 
duce enough heat to melt through the 
sheathing on wires if you have the reflec- 
tor jammed against the wiring. 

What's in a Figure? Anyone who has 
looked at an accessory catalogue for spe- 
cial lights has seen the charts, graphs and 
diagrams that plot out the lighting pat- 
terns. If you only consulted the diagrams, 
and bought headlamps based on quoted 
figures, you might conclude that quartz 
iodine Headlight A had twice the range of 
quartz iodine Headlight B which was in 
turn 20 per cent more effective than C. 
Very quickly you should realize that the 
charts and diagrams are only intended to 
supply comparative data, showing sealed 
beam performance against Brand A's 
quartz iodine lighting. You can't use data 
from Brand A's diagram to compare its 
lighting with Brand B's performance, be- 
cause each company measures light in 
different ways. For example, Cibie charts 
"reflective range" while Carello talks 
about effective range. It's clear the two 
aren't the same thing. 

In its charts, Carello shows the range of 
ordinary sealed-beam tungsten head- 
lights as 175 feet on low beam. Cibie gives 
950 feet as the reflective range of com- 
mon sealed beams on low. Of course the 
figures given for the quartz iodine lights 
also vary. According to Cibie, the max- 
imum reflective range of their asymmetri- 
cal low beam is 1600 feet; the effective 
range Carello gives for its similar low 
beam is about 275 feet. Obviously, you 
can't cross-compare on charts because 
the measuring standards are different. 
And in the real world, in side-by-side 
testing, the Cibie will not project its low 
beam light five times the distance of the 
Carello. 

On-the-road testing demonstrates that 
all the seven-inch H-4 quartz iodine lights 
show similar patterns and ranges. That 
should not really be surprising. All have 
seven-inch reflectors, permanently 
bonded lenses, asymmetrical low beams 
and H-4 bulbs. 

Two headlights are seven-inch motor- 
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cycle units—the Carello and Marchal; two 
are seven-inch automotive lights—the 
Cibie and Bosch. Though you'd need a 
lighting laboratory to quantify the dif- 
ferences, motorcycle headlight lens dis- 
tribute light differently than automotive 
units. Cibie does not make a "motorcycle" 
headlight; Bosch makes both "motorcy- 
cle" and "automotive" H-4 quartz iodine 
lights. 

A word of explanation is needed here. 
BMW motorcycles do not have seven- 
inch (170mm) headlights. Depending 
upon the year and model of the BMW, 
you'll find 160mm and 200mm Bosch О! 
units, comprised of separate lens and 
reflectors. In the trade, they are known as 
"two-piece lights." The two-piecers have 
at least one advantage. If you just break 
the lens, you can replace that single item. 
But not many people would want to con- 
vert their motorcycle to BMW lighting. 
First, the BMW Bosch lights are odd- 
sized—you must have an adaptor ring to 
get the 160mm light into a standard 
seven-inch (170mm) headlight shell. Sec- 
ond, the two-piece lights from BMW are 
very expensive. 

Someone who wants Bosch quartz 
iodine lighting has a couple of alterna- 
tives. He may buy the seven-inch Bosch 
H-4 automotive unit, which is a drop-in fit, 
orhecan waitforthe new seven-inch two- 
piece motorcycle headlamp that Bosch is 
introducing. At the time of this test, how- 
ever, we couldn't get the new two-piece 
seven-incher and opted for the automo- 
tive lens/reflector. 

That situation left us testing four seven- 
inch H-4 replacement headlights; Bosch, 
Cibie, Carello and Marchal. There are 
differences in the lens themselves, and 
the reflectors' internal shielding, and the 
severity of the low-beam cut-offs. But if 
you got on a motorcycle for a night-time 
toot and switched lamps every two miles, 
riding in turn behind each of the four H-4 
lamps, you couldn't identify the lights in 
name-brand sequence. You might be able 
to pick out the Cibie Z low-beam, but 
there's little chance that anyone could 
reel offthe whole sequence with certainty. 
That experience should tell you a couple 
of things: while there's a great deal of 
difference between a normal sealed beam 
and quartz iodine lighting, there's little 
practical difference among seven-inch H- 
4 units. 

Remember that Photo? One good trick 
done in all the accessory catalogues is 
the side-by-side night-time photo, show- 
ing the road with sealed-beam lights and 
illustrating the brighter, clearer world of 
quartz iodine lighting. That's pretty easy 
to show because О! lighting is demonstra- 
bly better. 

But you should know a few things about 
night-time headlight photography. In the 
first place, you need an absolutely station- 
ary testing rig, which will direct the light 
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Stanley 


The Stanley headlight 
represents the norm 
for standard sealed 
beams. The patterns 
you see here were 
projected on a 

vertical wall, with 

the lights in a 
stationary fixture. 

The sealed beam looked 
weak and yellowish 
though the photos 

can t show it. Note 

the short, horizontal 
arms off the low beam. 


Marchal 


The Marchal low beam 
shows an arc of light 
that reaches its peak 
in the middle of the 
screen. An arm of 
light rises from the 
center toward the 
upper right corner. 
Not quite visible in 
photo is a horizontal 
arm of light that 
extends out to the 
right and has vertical 
columns of light 
sprouting up from it. 


Carrello 


The Carello low beam 
shows the most sharply 
defined arc of light, 
low in the left, high 

in center, low on the 
right. An arm of light 
shoots out from the 
center toward the 
upper right corner. 
The Carello shows a 
wider swath of light 
than the Marchal on 
low beam: Both the 
Marchal and Carello 
are motorcycle lights. 


Cibie 

The Cibie Z-Beam low 
has a tremendous arc 
of light covering 

the lower half of 

the screen, indicating 
Cibie's substantial 
side illumination. 

Had our photo-lab 
space limitations 
allowed us to move the 
screen further away, 
the light-elevation 

on the right side 
would have been 
higher than the left. 


Bosch 


The Bosch low-beam 
shows the classic 
European Code low- 
beam pattern. There's 
a very sharp cut-off 
in the left lane, 

good right-side 

beam lighting, with 

a shaft of light 

going up toward the 
right top corner of 

the rectangle. The 
side illumination is 
soft and even, with- 
out sharp light ridges. 
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Stanley 


On high beam the Stan- 
ley beam spreads out 
and lifts up. Basically 

it still projects an 

oval spot of light 

on the vertical 

screen. Апа 

while one can see 


| a pattern in the light, 


the form is not 
especially crisp 
compared to the quartz 
iodine lights. Sealed 
beam lacks the lateral 
illumination of Qls. 


Marchal 


The Marchal high beam 


| is very close to the 
| Bosch. It has an in- 


tense center, but 
shows some light 
ridges or ribbing 


| both to the left and 
Î right of the central 


patch, though the 


| Bosch has more 


pronounced rib- 

bing on the perimeters. 
The light bends 

down in the rectangle's 
left side. 


Carrello 


| On high beam the Car- 


ello has a fairly 
unique pattern. 

The pronounced arc 
is still there, and 

the Carello shows 

a wider patch of 

light than the Marchal. 
Moreover, the Carello 
has an interesting 
shaft of light that 
runs diagonally 

from lower left to 


| upper right, giving 
| added side lighting. 


Cibie 

The Cibie Z-Beam high 
produces a relatively 
high and wide patch of 
light on the screen. 
Furthermore the Cibie 
shows a great deal 

of side illumination, 
especially in a photo 
because the camera 
picks up the sharp 
edges of light in the 
lateral-illumination 
pattern. The Cibie 
Z-Beam is an automotive 


QI light. 


Bosch 


The Bosch automotive 
high-beam projects 
a tighter, more com- 
pact patch of light 
on ihe screen than 
the Cibie, but still 
shows lots of side 
lighting. The 

Bosch concentrates 
the high-beam 

light in.a way 

like the Marchal, 
though the Bosch 
has an "automotive 
lens." 





outward the same way, in the same 
horizontal and vertical positions every sin- 
gle time. 

You can't use a car or motorcycle to 
test because every time you change the 
lights you necessarily disturb the horizon- 
tal and vertical fix of the light. Even if you 
adjust the lamps every time, you can't be 
sure you're back to exactly the same 
position. Two or three degrees at the light 
could make quite a difference at 500 
yards from the light. 

Assuming you have a stationary test rig, 
all you need to do is find a suitable stretch 
of road, change lamps and take photo- 
graphs. That works if there are gross 
differences in the lights, as between 
sealed beams and QI replacements. The 
approach is less successful when trying 
to show variations among quartz iodine 
lights themselves. 

In the first place, what you actually see 
on the road—and what the camera re- 
cords—are two different things. Night- 
time photography is very contrasty; it 
tends to be very black and white. But your 
eyes can see much more that's gray. 
That's important because human eyes 
can see the fringe illumination capabilities 
of a particular headlight, but the camera 
can't. Furthermore, at every stage, from 
camera to photo print to final magazine 
reproduction, quality is lost. So what ap- 
pears on the printed page is a long way 
from what the human eye sees on the 
night-time road. 

By their nature night-time photographs 
tend to make certain lights look better 
than others. A lamp that washes the pave- 
ment in light looks great in a photo, but in 
fact that light may not be as good in 
practice as a second lamp which washes 
the road with less light but gets more 
illumination to fringe areas where cam- 
eras are poor recorders. 

There's a classic example of this sort of 
night-time film trickery. On a narrow tree- 
lined road, the most impressive driving 
light can be a QI light with an almost spot 
pattern. The light seems to go on forever 
(a spot has a range about 25 percent 
greater than a seven-inch H-4 Ql), there's 
enough side lighting to look impressive 
(the road is narrow), and the pavement 
can help out too (a slightly crowned road 
done in old bleached-out asphalt reflects 
the light nicely into the trees). Great as it 
looks on the printed page, a spot in prac- 
tice would be far inferior to a seven-inch 
H-4 О! replacement headlight. You can 
understand why the testing laboratories 
go about their business with complex 
Systems of light-sensitive cells. 

High-Beam Performance: Depending 
upon your night-time vision, any of the 
seven-inch quartz iodine lights on high 
beam allow a rider to see about twice as 
far down a pitch-black road. If you can 
see objects on a sealed-beam high at 
about 600 feet, then you'll be able to see 
the same object on the highway ahead at 

(Continued on page 152) 
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€ MOST HEADLAMP DISTRIBUTORS AND RE- 
tailers cover legal questions with one pat 
phrase: "Concerning the legality of these 
lamps for street use, consult your local 
law enforcement agency." 

Your local police department probably 
will not know if a specific quartz-iodine 
headlamp is legal on your motorcycle. If 
you bother to ask, we think most law 
enforcement officers would tell you that 
quartz-iodine headlights are illegal. 

Understandably, when there's a ques- 
tion, officers will give a conservative an- 
swer. If they're wrong and send you away 
with a legal light, that's a far better thing in 
their view than mis-advising you and put- 
ting you behind an illegal light. A great 
number of people still believe that only 
sealed beam headlights are legal; any- 
thing with a replaceable bulb must be 
illegal. Of course, BMW owners know 
better. The German twins have had 
quartz-iodine headlights for sometime. 

Who knows what's right? And why is it 
such a big secret? In the first place, the 
federal government establishes specifica- 
tions that headlamps must meet in order 
to be legal. Imagine that you want to build 
a motorcycle headlight for big street 
bikes. You would first get the federal 
Specifications for such motorcycle head- 
lamps. You would then construct a head- 
light that meets those specifications and 
go to market with it. But you don't run 
back to the federal government, head- 
lamp in hand, and ask if your headlamp is 
legal. The U.S. government is not a pre- 
approval organization—the bureaucracy 
won't test your headlamp before you mar- 
ket it. The presumption is that you have 
complied. And woe to you and your bank 
account should they later discover that 
your headlight does not comply with 
federal specifications. 

But there's a catch. The government 
doesn't spend a lot of time testing head- 
lights, checking for compliance. Assum- 
ing your company, Big Buck Blazers, 
marketed illegal lights, suggested that 
they were legal—and kept the growing 
proceeds in a numbered Swiss bank ac- 
count—years might pass before BBB ran 
afoul of the law. To the best of our knowl- 
edge, the U.S. government has never 
tested a single aftermarket headlight for 
motorcycles. 

So the bottom line is this: special ac- 
cessory headlamps that fit into standard 
headlight nacelles as replacement items 
may not in fact meet government-man- 
dated specifications, but so far as the 
federal government is concerned, those 
lights are presumed to be legal until test 
results show otherwise. 

Does anyone test? Yes, California has a 
compliance testing program, and the 
state accepts test results conducted by 
certain certified laboratories the world 
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Bright Lights and the Red-Tape Monster 


around. There's also an American Asso- 
ciation of Motor Vehicle Administrators 
which will certify that lamps have been 
tested and found to comply with applica- 
ble safety standards. Both California and 
the AAMVA use federal standards in their 
testing because federal headlight speci- 
fications supersede any conflicting state 
regulations. Headlights have been "feder- 
alized," as they say in Washington. 

There's a list of "approved devices" in 
California. Suppose your BBB headlamps 
did not appear on the "approved list" in 
California. A rider could—if cited for an 
equipment violation—be compelled to re- 
move the BBB light from his motorcycle. 
In case a rider is stopped note that the 
legal presumption changes: if the lamp 
isn't on an approved list, it isn't legal. 

Technically, retailers should not be sell- 
ing street headlights that aren't on ap- 
proved lists, but motorcycle dealers and 
accessory store clerks don't know any 
more about lighting tests than riders. Be- 
sides, special headlamps can always be 
tagged "for off-road use only" and that 
lets the retailer off the hook. Some other 
states use the California "approved de- 
vices" list or a list from the AAMVA, but it's 
unclear whether the mere absence of 
headlights from an approved list neces- 
sarily makes them illegal in different 
states. Actually, in most states you would 
be hard-pressed to find many law officers, 
or motorcycle retailers, who knew any- 
thing about the AAMVA or California cer- 
tification. 

In California two quartz-iodine head- 
lights have earned the Department of 
California Highway Patrol Certification of 
Approval. The Bosch headlamps (which 
are standard equipment on BMW motor- 
cycles) and the seven-inch H-4 Marchal 
replacement unit have been certified. 
They are legal when used in a motorcycle 
nacelle environment. The AAMVA has 
never certified an accessory quartz- 
iodine headlight for motorcycles. This 
does not mean units other than the BMW 
or Marchal can't be certified in California, 
or that AAMVA has flunked a group of 
quartz-iodine lights. It does mean that 
manufacturers or distributors of quartz- 
iodine motorcycle lights have not been 
rushing test results to California or the 
AAMVA from certified labs. Nor have the 
manufacturers or distributors been insist- 
ing that California or the AAMVA conduct 
their own tests to validate the lamps' 
compliance with federal standards. 

Considering the reputation of quartz- 
iodine lights for terrific lighting, you might 
think that the main difficulty in certifying 
these lights lies with their over-production 
of light. That's not necessarily true. To be 
sure, there are photometric tests for com- 
pliance, measuring how much light goes 
where in front of the vehicle. The low- 








beam tests have a maximum limit on 
permissible light— 15,000 Candlepower to 
a given point at a given distance—while 
the high-beam tests generally set a mini- 
mum-light standard. There is also an up- 
per limit on the high-beam— 75,000 
Candlepower—but that's far beyond the 
maximum produced by ordinary sealed- 
beam motorcycle headlights. If the pat- 
terns and intensity of the quartz lights 
don't produce test difficulties, the lamps 
still have their problems. About 75 per 
cent of the quartz headlight assemblies 
do not seal particularly well. After all, there 
are two distinct parts, a bulb and a lens/ 
reflector unit. Assemblies with tiny little 
holes have had a tough time passing the 
dust-vibration-corrosion-and-moisture 
tests. Quartz bulbs produce terrific heat, 
as well as light. The expansion and con- 
traction of the air inside the lens draws 
dust and dirt into the lens, and eventually 
the quantity and quality of light is reduced. 

Most quartz iodine lights you see are 
automotive units, sold in pairs at auto 
accessory stores. Quartz iodine head- 
lights are not legal for use in automobiles 
in the United States; the rule for street- 
going cars is sealed-beam only. The rea- 
son is pretty simple—in a car you can't 
seal the backside of quartz iodine lights 
well enough from water, dirt, dust, etc. But 
in motorcycles quartz iodine lights can be 
placed in a protected environment, the 
headlight nacelle. That enclosure gives 
an extra measure of protection, and for 
that reason, some quartz iodine lights can 
pass government tests, but only in the 
nacelle environment. Outside the shell, 
the lights would flunk. If H-4 lights could 
deal with a truly hostile environment, then 
they could be approved for automobile 
use. 

No motorcycle rider is likely to be 
stopped and cited by a police officer as a 
result of replacing a sealed beam head- 
light with a like-sized quartz iodine light. 
Only in a couple of situations do law 
enforcement officers give lights more 
than passing attention. First, vehicles that 
carry an unusual number of lights may 
raise eyebrows. Motorcycles with three or 
four lamps, and off-road four-wheelers 
with seven or eight, may well be noticed, 
especially at night with systems ablaze. 

Quartz iodine lights, thanks to their 
sharp left-lane cut-off on low beam, are 
less likely to offend than mis-directed 
sealed beams. However, an out-of-whack 
quartz iodine light on high beam can be a 
genuine attention-getter. Even with per- 
fectly-aimed QI lights, you should switch 
to low beam before the legally specified 
distance (about 500 feet in most states). 
Furthermore, the long high beams can 
almost drill a hole through cars, even at 
the distances beyond 200to 300 feet, the 
normal figure for dimming the lights. ® 
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Developing serious equipment for 
restricted budgets is as challenging as 
doing it for unrestricted budgets. 

The TC-205, a cassette-corder, goes 
for $65. And the CF-302, a cassette- 
corder with AM/FM radio, goes for $95. 

So now, when you're not spending 
buckets of money, you're not forced to 
choose between the tinny and the toy. 

The TC-205 comes equipped with a 
one touch recording system. A review 
function. A built-in condenser micro- 

“phone. Plus a L.E.D. indicator that does 
two things. By emitting a blinking light 


Manufacturer's suggested list price. 


now when you're recording. 
By emitting a steady light, it lets you 
know if the batteries are running weak 
when what you're recording (or playing 
back) is going strong. 

You can also build upon the TC-205 
by adding accessories that range from 
a tie-clip microphone to a telephone 
recording unit. 

The CF-302 comes equipped with the 
same fine cassette-corder as the 205. 
Its radio is a sensitive FM/AM tuner. 


2 new lows. 





an AFC switch. And you can use 


е C or batteries. 


As you can gather, these two units, 
though inexpensive, aren't cheap. 
There'sa lot to them. Our lows contain 
alot of new heights. 

For example, we offer mode indenta- 
tion keys on both machines. Though 
more expensive for us, they make it 
easier for blind people, and old people 
with failing sight. 

So in introducing the CF-302 and 
the TC-205 we can proudly say that 
nothing of importance has been elimi- 
nated. Except our competition. 


IT’S A SONY’ 


© 1976 Sony Corp. of America. Sony, 9 W. 57 St., N.Y., N.Y. 10019. SONY is a trademark of Sony Corp: 











superb 


Identical bikes—but one will lead the 
way. The only difference is the tires... 
the leader is fitted with Conti Super- 
Twins. And whata difference that makes! 


Conti SuperTwins work together as a 
performance team for today's super- 
bikes. The profile is round like that of 
high-speed closed-circuit racing tires. 
That means maximum tire contact at 
any attitude—heeled over or powering 
straight up the road. Conti's are H-rated 
for sustained speeds to 130 mph—an ex- 
tra margin for safety at lower speeds. 

Conti RB2 front tires are built for the 
tremendous braking forces of twin-disc 
brakes. An exclusive self-correcting fea- 
ture is built into the tire body to hold 
your line whether braking, accelerating 
or cruising. It works on rough surfaces 
—even rain-grooved—to stabilize your 
fork and add precision to your control. 

The K112 rear tire has a unique block 
pattern to put your power to the road. 
Tread and compound are tuned to trans- 
mit a special warning feel before you 


How t0 make your 





ke outperform 





itself. 
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Sizes to fit today's superbikes: RB2: 3.00 S 18, 3.25 H 18, 3.50 H 18, 3.25 H 19, 3.50 H 19. K112: 4.50 H 17, 3.50 H 18, 4.00 H 18, 4.25/85 H 18, 5.10/80 H 18. 
Mfrs. suggested list price: $32.50 to $49.90. Excl. F.E.T. 
CIRCLE NO. 60 ON READER SERVICE PAGE. 


approach the limit of adhesion. А direc- 
tional arrow adds extra safety. 


The Conti SuperTwins are the product 
of the most ambitious and intensive 
motorcycle tire development program 
ever. We developed a new tread com- 
pound for maximum grip,wet or dry, and 
for maximum wear, ( Many riders report 
tread life well over 10,000 miles.) Our 
engineers in Germany performed thou- 
sands of grueling tests to develop the 
right motorcycle tire system—tested 
again and again on such leading ma- 
chines as the Goldwing, the Z-l, the 
BMW and the Yamaha 750. 


Conti SuperTwins—one of the easiest 
and least expensive performance modi- 
fications you can make. Put on a Conti 
RB2 or K112 and you'll feel the differ- 
ence. Put on a pair and you'll put your 
machine unmistakably out front in han- 
dling and performance. 


For a brochure write Conti Rubber 
Products, Inc., Carteret, N.J. 07008. 


РАТ HENNEN ....... Continued from page 115 


dry again. 

"| learned the most about riding in the 
rain at Assen. The track there is paved 
with some kind of experimental asphalt, 
and this last year a lot of the practice and 
the race itself went on in the rain. Assen is 
used only for racing, used very little, so 
there isn't much rubber or oil on it. The 
paving is very porous, and it's super- 
consistent. You can count on the traction 
in every turn being almost exactly like the 
next one. Anyway, the track is consistent 
and that makes it very easy to take. in 
experience instead of worrying about 
throwing the bike away. At each turn you 
can just go a little bit further. 

"The hardest thing is going from a dry 
trackto a wet one, trying to anticipate how 
much traction you're losing as the track 
becomes more wet. And in Europe, on the 
larger tracks, you have to worry about it 
being more wet up ahead than it is where 
you are. Even at Assen, where the traction 
is so consistent, you still have to think 
about aquaplaning at high speeds. Down 
astraight you can watch the tach or listen 
to the motor and the revs will rise and fall 
even when the bike's speed hasn't 
changed; you've just come over a bit of a 
rise or run over a place where the water 
doesn't drain very well. But when your 
speed comes down you have a bit of a 
traction shift there because you lose the 


aquaplaning. 

"Tires have to be profiled for rain. On a 
dry track, pure traction is what you want, 
but in the rain you have to think about how 
the bike itself wants to go through a turn. 
For me a bike is set up properly when it's 
neutral; when it has just a very small 
percentage of a memory characteristic to 
bring itself back upright. Goodyear, when 
they made rain tires at Mallory by cutting 
slicks, the memory characteristic of that 
tire is like a 40 pound spring trying to pull 
the bike upright. So ona tire like that in the 
rain it seems like you're fighting every- 
thing. You're going so slowly and trying to 
pull the bike into the turn and nothing 
feels right. In the rain it's better to have the 
bike feel right than to try for raw traction. 

“Until | got the RG500, | thought 
Suzukis just didn't seize; I’d almost forgot- 
ten what a seizure felt like. There was 
something funny with our machine. It 
wasn't until halfway through the season 
that we changed the ignition system, and 
we did that because the bike would—for 
no apparent reason—seize. The 500, 
being a GP machine and being quite 
complicated and sensitive, was giving a 
lot of people problems in getting it sorted 
out. We were having troubles, and had to 
jet our bike extremely rich just to keep it 
from seizing. We began to suspect that 
this had something to do with the ignition 
system but didn't have time to sort things 
out and didn't have the equipment to test 


it electrically. The spark was strong and 
the bike would start easily, but it was only 
at the last of the season, after we'd bor- 
rowed another ignition system, that the 
bike ran like a 500 is supposed to run. 

"The RG500 isn't necessarily a fragile 
bike, but it is complicated, being four 125s 
in a group, and | suppose it's surprising it 
works as well as it does. The crazy thing 
about the bike is that being a four it's very 
smooth, and if you do have a problem all 
you feel is a slight drop-off in power; then 
it will start to vibrate a little bit. And as mild 
as that slight vibration feels, that's it:. 
you've just written off your motor. So 
when you feel that vibration you go back 
tothe pits, and then you tap the expansion 
chambers until you find one that rattles. 
Take that chamber off, turn it up and 
shake it, and there'll be your piston. As far 
as we could tell, the piston would first 
seize—start transferring aluminum to the 
cylinder bore—and the other three would 
just keep dragging it along until it broke 
completely into pieces. We kept a couple 
of small jars filled with bits of pistons we'd 
shaken out of chambers. 

"When | first started riding for US 
Suzuki, | had one of the year-old TR750 
bikes with the upright shocks, and vir- 
tually the difference between that and the 
newer bike was that they took off a bit of 
weight here and there and they went to 
the laydown shocks and a heavier swing 

(Continued on page 124) 
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For People Going Places 


ET ON н : 
We are the new midwest dis- If You Tour or Cafe 
tributors for the fabulous 


Laverda 1000. New dealerships are See the Specialist 
now available— contact: MIDWEST 
LAVERDA WE STOCK 
LARRY HANSEN 887 Main St Dunlop · Goodyear · Bridgestone - KRW · Bell · Amco °» Jardine • 


: Vandacruise ‘seats for all bikes - And much more. Send $1.00 for 
Antioch, Ill. 60002 complete catalog - Refundable with purchase— or write us for 


Yes—We're Open Sunday your needs. 
ANTIOCH CYCLES, INC. 


887 Main St. | : 
Antioch, Ш. 60002 312-395-3205 DA 
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Handlebar Gauges 


World's first . . . world's finest handlebar-mounted gauges. Now packaged 
complete . . . with everything you need for quick, simple installation. Pre- 
wired . . . pre-assembled in shock-absorbing cups . . . including necessary 
sender . . . and bright, bold new chrome mounts. All splashwater-resistant 

. electrically-operated and night-lighted . . . with 2-1/16" faces. Oil 
Temperature Gauge. Oil Pressure Gauge. Voltmeter. Quartz Chronometer. 
New Cylinder Head Temperature Gauge.. 














ЄЛ V DOO cycle INSTRUMENTS 


116 Victor 9 Department 101 9 Detroit, MI 48203 


Precision instrumentation from Germany . . . for the world. 


a New folder describes VDO Handlebar Gauges .. . Biker Tach and Speedo for cus- 
8 tom bikes ... Enduro Speedo and Racer. Send 25¢ to cover handling and postage. 
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arm. But riding the two bikes was incredi- 
bly different. You'd have thought for sure 
that it was the forks and all, whereas 
nothing but the rear suspension had been 
changed. It was incredible. On a wet race 
track it felt like a dirt tracker. You'd think 
on a wet track there would be a really fine 
edge in traction and if you went too far the 
bike would just whip right out from under 
you. With the upright shocks that was the 
way it was. But with the laydown shocks it 
was fine. | was at a race in Australia where 
it was raining cats and dogs, and | could 
come off a turn with it and just set it up; 
slide back on the seat and a little to the 
inside and skid it like a dirt bike. And you 
get the same thing with the RG500. 

"One of the advantages we had was 
that | didn't have to come back to the pits 
after something was wrong, try to tell 
somebody else what Га felt, and have 
them try to fix it. | worked for Ron Grant 
quite a while, building racing equipment, 
and | started working on motorcycles 
back when | had the Honda 90. The way I 
felt in the beginning was that the impor- 
tant thing was working on your motorcy- 
cle; riding it afterwards was just the 
reward you gave yourself for doing the 
work. The problem | have now is that | 
don't have time to do both. Right now I still 
enjoy the riding sufficiently, so I'll settle 
for that. 

"Surprisingly, there are very few people 
who can do much to help a motorcycle 
without being able to ride it; who can work 
just from what somebody tells them. Erv 
Kanemoto is a special kind of person to 
be able to do it the way he does. And Mike 
Sinclair, who's going to be helping me out 
next year, has had that sort of experience 
and he's raced before. He'll be doing the 
work on the machines, but even so I'm 
gonna be right in there, just making sure. 
If want to know about the machine, and I 
do, then you just have to be there when 
things are happening. A rider is the best 
person to pass judgment on what needs 
to be done. 

"Every team needs somebody who 
rides and can also help with the sorting 
out. For example, this year with the 
RG500 you look at the final World Cham- 
pionship standings and it's astonishing to 
note that there were individual races 
within the season when only 20 percent of 
the RGs finished, which made it kind of 
depressing at times. The 500 is a compli- 
cated machine and there are people who 
don't have the full knowledge to operate 
it. Something else that makes it difficult is 
that it’s one thing to put a motorcycle on 
the race track, but another to make it 
better than the next guy's. So there's 
constantly a lot of experimenting going 
on, mostly with small modifications. 

"For the suspension it might be chang- 
ing the type of fork to get better damping, 
or they might change the rear shocks for 
the same reason. Mostly people do things 
you can do without sophisticated tools; 


(Continued on page 126) 
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It's here! Moto Guzzi's 1977 rev 1000cc Automatic. 
An unparalleled blend of design and engineering in a truly 
unique machine. 

An automatic, torque converter transmission which 
eliminates the chore of constant shifting. A new, emergency 
sidestand that automatically locks the rear wheel to prevent 
unexpected rolling. Electronic petcocks meter the flow of fuel 
through the twin carbs. Special air spoilers on the front safety 
bars increase high-speed stability. Air and oil filters increase 
performance and engine life. Standard footboards and high 
handle bars provide added touring comfort. V 

And when you're ready to ease the Guzzimatic tha stop, an 
exclusive, patented triple-disc integral braking system provides 
safe, sure Stopping power. 

All this plus Guzzi’s race-tested cradle frame and 
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owner benefits give the Guzzimatic a new mark in mo 
individuality. 
Inspect the exceptional, 1977 Gu es 1000 at DX bs es 
Guzzi dealer soon and see for you 
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The Machine Built € 
For Unlimited Towting...9u Style. 


PREMIER 
MOTOR CORP. 


Hasbrouck Heights, New Jersey O7604 
Exclusive Distributer in U.S. & Canada 


Matching saddlebags standard equipment. Windshield optional. 


CIRCLE NO. 21 ON READER SERVICE PAGE. 





grinding, polishing, maybe trying a slightly 
different combustion chamber shape. 
Few people would get into trying a dif- 
ferent brand of piston, or knocking 
around the bore and stroke themselves. In 
our case it was just a maintenance situa- 
tion until we met some people who had 
the necessary tools before we even wor- 
ried about trying different expansion 
chambers or anything like that. 

"Our machine was, | think, a bit of a 
special case in being so extremely tem- 
peramental. We think we traced that 
down to the ignition, but we're not sure. 
All we know is that we were having sei- 
zures for no apparent reason; you just 
couldn't say at any time that it wasn't 
going to seize again. The last time we 
raced it with the original parts was at 
Mallory, in the Race of the Year. And we 
used 390 and 400 main jets while every- 
body else was using about 3105. It seized 
once, and so we started going up in jet 
sizes and | said, ‘Let’s forget all about 
doing it in stages and put in the 400s 
because there's only so much time left 
and we've got to salvage something out of 
this.' So in the last two races we borrowed 
an ignition, but at the same time we'd do 
something else like lowering the com- 
pression or going to richer jets as a pre- 
cautionary measure, and we finished 
those races but we don't really know what 
fixed it. 

"We won the Finnish Grand Prix. At that 
race we had all our problems in practice; 
we didn't have any problems that would 
put us out of the race. At the Belgian GP 
we didn't have any particular problems 
except that the bike was quite slow, and at 
the end of that race we'd finished in 
eighth place, which was very disappoint- 
ing. We had to concede that the bike was 
a big problem; it wasn't very quick. So we 
decided at that point that we had to do 
something about the machine; otherwise 
we were just wasting our time. So we met 
a person in Holland, Carl Zegers, who had 
a shop in Opmeer. With his help we were 
able to get the machine running quite 
well—at least a lot better than the way it 
was before. 

"The first race after Belgium was Swe- 
den, and we qualified third, which was the 
highest we'd qualified at that time. The 
track was relatively simple: only about two 
miles around and flat enough so you 
could see the next turn and didn't have to 
just guess which way the track was going 
to go. But it was just a matter of a few laps 
before the bike seized, and that was very 
disappointing because | felt pretty good in 
that race. 

"Then came Finland, and there we'd 
had a chance to sort things out, to find 
that fine balance where the bike wasn't 
going to break and yet still was fast 
enough. That was Tepi Lansivuori's home 
track. We had problems in practice and I'd 
only managed to complete about ten laps 
before the final practice, so | asked Tepi if 
he would show me around the track so | 
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could see the lines that he takes. Finland 
is a street circuit, but it's quite long, about 
four miles around, and even where it's 
straight there is a jump. You can take the 
jump where you just go over it or you can 
take it where it becomes a launching pad. 
Tepi showed me that, among other things. 

"The only race problems we had with 
the machine was that the rear brake went 
out. There's a cap over the brake reser- 
voir, which is right by my leg, and on that 
track you use a lot of body-english and get 
pretty excited at times. | guess | hit the cap 
with my leg enough to loosen it and start it 
unscrewing. Anyway, the cap came off 
and all the fluid came out, so | had no rear 
brake after about lap eight. It took me a 
couple of laps to become confident about 
using just the front brake. Apart from that 
the bike was running quite well; it seemed 
to have about the same speed as 
Agostini's or Tepi's. 

"The Finnish GP is run on a street 
circuit, and the hard thing to do is to see 
the course for its full potential for speed 
and not be distracted by telephone poles 
going by, or houses, or curbs; not to be 
affected psychologically. Having had 
some experience with that kind of race 
track in New Zealand | was able to com- 
prehend the amount of room it actually 
provided. And | had confidence in the 
machine. The Suzuki isn't the sort of 
machine that just seizes violently; it goes 
through its little ceremony of losing power 
before going into its final vibration. 

"Tepi helped me win the Finnish GP. He 
made a good start there—my own start 
wasn't strong. | got away about eighth, 
and at a place like that everybody will be 
Sort of cautious in the first lap; some 
people will be overly cautious, and that 
worked to my advantage. Anyway, after 
the first lap it was Тері and | in first and 
second, and after | followed him for a few 
laps we swapped places. Meanwhile, 
Agostini was, as usual, about five riders 
back and just circulating to let things sort 
themselves out, because riders have a 
tendency to get over-anxious in the first 
laps. Butthen the field started to string out 
and the tires were good and warm and 
Ago came up to join us when we were 
about a third into the race. That's when 
the lap times began to come down, but 
then Ago fell back—somebody said later 
he had a brake problem—and | won the 
race. The crowd was really jazzed, and 
that was an extra reason for me to feel 
good about having won the race. 

"One of the reasons I'm looking forward 
to next season is because l'Il be racing on 
tracks l've seen before. | won't have so 
much to learn about the tracks them- 
selves, and it will be much easier to 
choose the right tires and gearing. | did 
get some help in choosing gearing last 
year, especially from Tepi, but a competi- 
tor is a competitor, and when people gave 
me help they were just reducing their own 
chances of finishing well. 

"The most important thing at any race 


track is to feel up for it, and the most 
important thing about learning a new 
track is to be sensitive to what it is. You 
shouldn't just take off, go berserk, and try 
to race around the first lap; you have to 
take it easy, look around, and get a gen- 
eral feel for the track. Then as quickly as 
possible you should come up with brake 
markers, be it a tree or something layed 
out on the track itself. But on a tight race 
track you just don't have the time to sort 
out brake markers. You do your braking 
where it feels right, and you develop lines 
not by looking down at the road and 
making your wheel go over the same 
places but just by taking turns so they feel 
right. You work a tight track that way, and 
then if possible you find brake markers 
because that will make it much easier. 

"Grand Prix races are long, and only 
about 40 percent of the distance will be 
run as a maximum effort. For the rest of it 
you find yourself looking for more energy. 
So the shorter the race, the closer the 
competition. In the long ones you'll some- 
times find that one rider will just take off 
and leave everyone, and that person 
might not think he's trying hard. It can 
Seem easy to him just because he knows 
the track so well he isn't having to work 
hard. A lot depends on the style of the 
different riders. Some will concentrate 
very hard on the start itself, but from the 
first turn they'll just ride with the pack and 
let things settle down; the ones who are 
extremely rowdy will get pitched up the 
road, but the careful riders won't get 
themselves knocked down. 

"Most European races are just under or 
over a hundred miles, and the tracks are 
often so complicated that these become 
extremely long races. So some of the 
better riders will wait until things settle 
down, and then start working their way up 
to better lap times. They'll work their way 
up near the front at the last part of the 
race, and save that last bit of energy to 
clear off just before the end. You can 
definitely see different patterns, though. 
Some riders will clear off at the beginning 
of the race and get reeled in before the 
finish, but sometimes they'll establish a 
lead nobody can touch. 

"Barry Sheene follows a pattern. He 
rarely gets extremely good starts, and ! 
don't know if that's because he can't or if 
he does it on purpose. Then he'll work 
hard at getting good lap times, keeping 
near the front, and just before the end he'll 
do some testing to make sure he has an 
advantage somewhere along the circuit 
that he can use to surprise the rider 
ahead. So he waits and then passes the 
rider, who's caught by surprise, and the 
race is over before the victim can recover. 

"One of the first things | learned was 
that the races are long. At first, the flag 
would drop and | was in a race. My heart 
would go crazy and l'd take off, and 
halfway through my tongue would be 
hanging out. That's what makes really 
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Ramcharger. Street Van, do it with Dodge Truck options 
from America’s number one like chrome wheels, knobby’ 






maker of compact van-type tires, AM/FM radio, or tape 
vehicles. We’ve got the lineup stripes and paint. 
for the little person in every Want to hang out with 
grown-up. the gang again? The Adult 
Remember when you Toys have room for ’em. 
Dodge introduces the used to play in the mud? So come on. See the 
toys only an adult could love. Ramcharger’s available four- entire collection at your 
Wheels you can play with, even wheel drive lets you do it Dodge Dealer’s. It’ll make you 
if you put away your roller again. feel like a kid again. 
skates long ago. Maybe you liked to No kidding. 
Four by Four. Warlock. dress up? This time around, 


THE ADULT TOYS FROM DODGE. 


Optional equipment, paint, and trim shown are available through your Dodge Dealer or customizing shops. сна CORPORATION 
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A new dimension in custom crafted, High Performance 4 into 1 Exhaust 
Systems. Distinctive, competition proven designs for Honda 750 CB, 
Kawasaki 650, 900, 1000 and Suzuki GS 750. 


e 15% to 20% power in increase. 
e Top Quality Material for long life & service. 
* Aero-Space welding. 

* Removable & repackable baffle. 

* Custom Formed, upswept megaphone. 

* Weight saving design. 

* Total access to oil filter & drain plug. 

* Retention of both side & center stand. 

* Show Chrome $150.00 

* Competition Black $130.00 
















Send $2.00 for a Racer 1 catalog. 


dick's cycle west, inc. 


401 agostino road, 
san gabriel, california 91776 
telephone (213) 287-9656 
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WHAT NOW? ...... Continued from page 79 


BRM of the last formula had discouraged 
others from seeking short stroke through 
oversquare dimensions; now they would 
seek it through small, nearly square cylin- 
ders. Horsepower is proportional to the 
product of bmep and rpm, and with the 
new multi-cylinder designs rpm capability 
was to rise faster than bmep could fall off 
from the increased engine friction and 
dimly-understood problems of high rpm 
combustion. Power levels rose. Ferrari 
was winning with a V-6, so the British 
BRM and Climax companies laid out new 
V-8s. 

Grip with the new wide tires produced 
side forces finally too great for float car- 
buretors to cope with, so fuel injection 
became the new standard. With it there 
was no longer any reason to orient any 
part of the intake system horizontally, for 
there were no floats. Designers could now 
enjoy new freedom in this respect. Mer- 
cedes had used fuel injection on their 
pioneering and incredibly complex W-196 
desmo 2.5 liter eight in 1954, and had 
employed this "new freedom” to bring the 
intake pipe down between the intake and 
exhaust valves so its primary flow direc- 
tion was straight down into the cylinder. 
This eliminated one of the bends from the 
intake system that acted as a barrier to 
good flow. The 1961-65 formula was to 
see this promising idea used again to 
good effect now that fuel injection had 
come to stay. 

The rpm level rose and the need for 
better valve control went with it. The natu- 
ral thing to do now was to copy Honda’s 
current success with four valves per cylin- 
der, so both BRM and Climax built experi- 
mental four-valve heads for their V-8s. 
BRM's experiment actually gave less 
power than the two-valve setup and ac- 
cordingly they regarded the matter as 
settled; the experts were right, four valves 
just can’t flow as much air as two. Of 
course, this engine was carrying all the 
weight of tradition on its back—both two- 
and four-valve heads had large valve in- 
cluded angles which required tall piston 
domes. This made the combustion cham- 
ber less efficient, slower burning. BRM 
now laid out new two-valve heads with 
between-the-valves induction and real- 
ized a considerable power gain. 

Climax, on the other hand, was more 
persistent. Their experimental heads were 
also a disappointment until as a last resort 
their chief engineer determined to try 
again with the only variable that had been 
left untouched: spark lead. Cranking in 
massive advance pushed the horsepower 
way up at maximum and they had a 
winner. This extra spark advance was like 
a Band-Aid over the hurt finger of poor 
combustion, for it covered the problem 
without solving it. Nevertheless Climax, 
with its deep knowledge of gas flow, had 
succeeded modestly with four valves in a 


very oversquare design where others had 
CYCLE 
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The ability to grasp a wrench and mechanical 
concepts is a gift—a gift that can be honed to 
provide a rewarding, lifetime career, or one that 
can be wasted in an unstable, unrewarding job 
pattern. If you have this mechanical aptitude, 
Teterboro School of Aeronautics can make you 
a licensed professional—an aviation maintenance 
technician. 


These long-term benefits can be yours: 

€ Excellent earnings potential. 

ө Superior working conditions; outstanding 
benefit programs, which often include 
free travel. 


€ Career security in an expanding industry. 
ө Placement assistance to help you get started. 


And, there's something else. The satisfaction 
of working with other professionals, and of 
knowing that the product of your endeavor 
will meet the challenges of the sky. Your skills 
will play a vital part in the transportation of 
people and cargo, around the nation and 
around the world. 


If vou can think with your 
hands, уоп have a career in the 
exciting world of aviation. 





Don't hide your gifts under a grease rack or at 
an assembly workbench. Stand up to a career 
in aviation. Let TSA be your takeoff point for 
a lifetime career. 


Act Now! Fill out the coupon for full details: 


7.974 Teterboro pé nade 
School of Aeronautics 
80 MOONACHIE AVENUE, TETERBORO AIRPORT 


TETERBORO, NEW JERSEY 07608 e (201) 288-6300 


Yes, I'm interested in a rewarding career in aircraft 
maintenance. Please send me additional informa- 
tion on: 


Г1 Aviation Maintenance 


Г1 Available Course Starting Dates 
О Student Loan and Financial Aid 
О G.I. Educational Benefits 
Tour of Training Facilities 








SPECIAL INTEREST METROS 


A new idea in metro market selectivity. 


Golf Digest and Tennis, publications of 

The New York Times Company, have joined 
seven magazines from the Ziff-Davis 
Publishing Company to form what we refer 
to as SIM, Special Interest Metros. 

This unique combination of nine 
leading magazines enables you to 
isolate top prospects in New York, 
Chicago and Los Angeles by their 
active leisure interests. 

Not just any people. But discrim- 
inating, successful young adults 
who live the active lifestyle. Sour me e 

They earn more. Do more. EREIN и 
Entertain more. Spend more. Not : : 
only on their active leisure inter- 
ests, but on all those quality 
products and services that go to 
make up the good life. Everything 
from cameras to cars to cordials. 

Choose from two media plans 
to fit audience characteristics and 
the editorial framework best 
suited to your specific product 
and/or service. 

















Publications: SIM/9 SIM/6 

Boating Boating 

Golf Digest Golf Digest 

Popular Popular 

Photography Photography 

Skiing Skiin 

Stereo Review Stereo Review 

Tennis Tennis 

Car & Driver * 

ycle * 

Flying * 
Rate Base: 
NY/METROS 340,000 260,000 
LA/METROS 275,000 185,000 
CHI/METROS 195,000 135,000 
Page B&W Rates:** JEEP CS ANO CF 
NY/METROS $4165 $3625 ааа 
LA/METROS $3710 $2755 Ziff-Davis/ 
CHI/METROS $2855 $2010 Golf Di gest & Tennis 
*Car & Driver/Cycle/Flying combination on a Space Available basis. PCI NL 
**2 Markets, less 4%, 3 Markets, less 6%. 
SIM is a whole new way to penetrate the top three U.S. 
markets and build maximum schedules at minimum 
cost. For example, a full page of advertising in all 
nine or six publications, depending on the plan you 
choose, is comparable to the cost of a single insertion 
in other magazines. 

Special Interest Metros. It took the combined 

efforts of two major publishing companies to bring Where leisure means business... 
you this unique new idea. in America's top three markets. 


Robert Golden, Advertising Director, 212-725-8705, Special Interest Metros, One Park Avenue, New York, New York 10016 


completely failed. 

What about Honda? Hadn't they made a 
great success of using four valves? In- 
deed they had, but their results could not 
be directly translated into the world of car 
racing. Honda seldom had to compete 
against other well-designed four-strokes, 
So their strength lay in super rpm. and 
wide powerband. Their competition was 


largely made up of two-strokes with non- - 


existent powerbands, while in car racing 
there were several evenly-matched com- 
petitors, all with similar engines. Refine- 
ments here meant everything. Indeed 
Honda built a Formula One car at this 
time, a V-12 capable of running to 13,000 
designed along strict motorcycle engine 
lines. It was. à bad handler; it won only 
once. 

One of the considerable benefits of the 
four-valve way was that now excessive 
attention to valve lightening was quite 
unnecessary. Not only were users of four 
valves able to give up such expedients as 
hollow stems and dangerously thin valve 
heads, but they. could. even. afford the 
luxury of using /onger. valve stems. The 
valve: stem serves.to support and guide 
the head of the valve accurately to its 
seat, and it also transmits the operating 
forces of cam and springs upstairs in the 
cambox. In a world where valve weight 
was all-important, stems were made as 
short as possible, and this brought the 
cambox and all its bulk down lower, 
cramping the intake port and forcing it to 
make a sharp turn to avoid its cutting into 
space reserved for the valve spring. 

With the adoption of four. valves, stem 
weight was less important than straight- 
ening out the intake port, so now ports 
were laid out at steep downdraft angles 
and curved in to the valve very gradually. 
Flow was improved. 

The most important part of port and 
valve design occurs here, at the transition 
from the round duct to flow around the 
stem, then into the annular space be- 
tween valve and seat, then into the cylin- 
der. From a gas flow standpoint this entire 
region is a terrible mess involving unend- 
ing changes of section and. shape, with 
every opportunity given for dead areas to 
form in the lee of the guide and stem and 
on the inner and outer radii of the bends. 
The straight, steep port of the best four- 
valve designs comes the closest of all to 
the ideal: airflow approaching the valve 
head perpendicular to it, so that flow 
takes place equally around the full 360%# 
the opening, rather than being biased off 
to one side as it always must be in designs 
that have a sharp turn at the port. 

Another necessary refinement to come 
with the high rpm of the 1.5 liter formula 
was electronic. ignition. The early forms 
were primitive by today's standards, with 
little voltage at low rpm, but they did 
provide what no other system yet could: 
700 adequate and precisely timed sparks 
per second. 


(Continued on page 132) 
MAY 1977 





KAWASAKI OWNERS! 
We have a complete new line 
of quality touring accessories 


that are guaranteed to fit 
your motorcycle! 







Sissy Bars 
Front & Rear Safety Bars ~ 
Luggage Racks 
Passenger Back Rests 
Cooling Shrouds 
Exhaust Systems 


















Each of these items 
are available for the 
KZ 900—750—400 models. 






When it comes to the finest in quality Touring 
Accessories for the complete line of Kawasaki 
Street Motorcycles, the folks at Bill Wirges, 
Inc. are serious about what they do. In fact, 
it has to fit, it has to work, and it has to last 
or we're not interested in building it. 


Box 408 Rural Route #2 e Princeton, Illinois 61356 © 815/875-3354 ge 


You'll appreciate a Ga-Zee-Bo 
protective cover (and.so will 
your bike): 
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keeps expensive 
accessories out of 
sight (such as CB 
radio, custom 
seat...) 

includes lock feature 
lightweight, durable 
polyester (3 Ibs. total 
weight) 

rain-proof and 
weather-resistant 
specially designed 
asbestos heat shield 
means no. waiting for 
the bike to cool 

free carrying case fits 


right on bike 
Both cover and free carrying Send for your FREE 
5 COLORS case may be imprinted with © CATALOG or ORDER FROM 
AVAILABLE your bike’s brand name and YOUR FAVORITE DEALER 
Red Blue Yellow emblem (when allowed by GA-ZEE-BO Motorcycle 
the manufacturer). Covers are priced from 
Black. Green $29.95 


MOTORCYCLE COVERS by 

Tex-All Company, Inc. 

6006 N. State Road Davison, Michigan 48423 
Or Phone (313) 653-4191 
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All these developments nearly came 
together in that four-valve Coventry-Cli- 
max V-8 in 1965. Its modest success did at 
least prove that there might be something 
to this four-valve business and this matter 
of very oversquare bore/stroke ratio. 
Something good was about to happen. 
The message wasn't loston the observant. 

One of the observers was Keith Duck- 
worth, a partner in the tuning enterprise of 
Cosworth Engineering Ltd. This company 
had been doing a lively business in spe- 
cial cylinder heads for various English 
stock-block racing classes. When For- 
mula One was changed in 1966 to 3.0 
liters unsupercharged, Ford of Britain 
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ROAD WINNER 
HS-200 
Available Sizes 
5.10H17A, 4.10H18, 
4.60H18, 5.10H18, 
3.60H19, 4.10H19 


















MOTOCROSS 
THE GRIPPERS 
Available Sizes 
3.60-14, 4.10-18, 
4.60-18, 3.60-21 


Southwest Imported ^ Battery Sales of 
Auto & Motorcycle Top-Line, Inc. 
Parts Dist., Inc. Taylors, $.C. 
H Я 

ШАШЫ Top-Line East, Inc. 
Dixie Int'l Co. So. Plainfield, N.J. 


ш ate Top-Line West, Inc. 
Dixie Distributing Co. Gardena, Ca. 


Columbus, Ohio Top-Line South, Inc. 


Houston, Tx. 
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<> [ires, 


the only thing between you 
and the cold hard ground! 


Be sure you're riding on IRC. Suzuki, Honda and Yamaha know, 
they choose IRC as original equipment! 


| HIGH SPEED 


IRC... TIRES FOR ALL KINDS OF RIDING AND ALL KINDS OF BIKES. IF YOUR LOCAL 
DEALER DOESN'T CARRY IRC TELL HIM TO GET WITH IT AND CONTACT ONE OF THESE 
DISTRIBUTORS ... 


INOUE RUBBER INTERNATIONAL CO., LTD. 


chose the moment to fluff up its sporting 
image by funding design and construc- 
tion of a new racing engine. Duckworth 
was the man chosen for the job. 

His engine, the Cosworth-Ford DFV 
V-8, has won nearly all the Formula One 
races since then, repeatedly clobbering 


twelve and even sixteen cylinder engines . 


able to out-rev it by 2-3000 rpm. It has 
proved that eight superlative cylinders are 
better than any larger number of good 
ones. At 364 pounds and over 460 bhp at 
10,500, it is well-packaged power. 

An engine must have valve area great 
enough to supply plenty of air at the 
design rpm. The classic way of fitting 


| HIGH SPEED 
REAR 
Available Sizes 
3.25518, 3.50518, 
4.00918 


FRONT 

Available Sizes 
3.00518, 3.00519, 
3.25H19 


Hahn Cycle Supply Performance 

Co., Inc. Products, Inc. 
Sacramento, Ca. Deerfield Beach, Fla. 
Ed Tucker, Quick Service 
Distributor Distributors 

Dallas, Tx. McHenry, Ill. 

Cycle Parts Action 

Distributing, Inc. Accessories, Ltd. 
Wichita, Ks. London, Ont. 
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enough valve area to do this was to set the 
valves at an angle to each other in a 
hemispherical chamber. The roomy wall 
of the hemi chamber provided much more 
area for valves than the simple area of the 
bore. Setting the valves into a flat cham- 
ber with both stems parallel would se- 
riously limit. performance. The need for 
high compression pushed the piston 
dome up into this classic chamber, giving 
rise to all sorts of combustion problems. 
What Duckworth did was to realize that 
the necessary valve area could be had 
from four valves without the need for a 
large valve included angle, high piston 
dome, or any of the related troubles. By 
making the bore large enough, there was 
room for plenty of valve area from four 
valves even if they were set at the nearly 
flat included angle of 32° With the flat 
simplicity of the four-valve head and the 
nearly flat-topped piston that went with it, 
the combustion problems associated with 
high compression and short stroke were 
drastically reduced. The spark plug was 
where it belonged, in the exact center, 
and the bulk of the mixture was there as 
well. This engine ran without the heavy 
heat loss penalty of lots of spark lead. 
Combustion was quick and complete. 
Bmep was high not only at the torque 
peak, but everywhere above it. 


The Cosworth's chief competition has 
come from the Ferrari flat twelve and the 
Matra V-12, both built by firms heavily 
funded by their national governments. 
That competition has only materialized 
now that both constructors have adopted 
many of the Cosworth's features. 

The French Matra engineers, whose 
V-12 was introduced at the same time as 
the Cosworth, had read the signs of the 
times a little differently. They laid out a 
V-12 with four valves set at a large in- 
cluded angle with between-the-valves in- 
duction. The result was a tremendous and 
unique sound, heavy fuel consumption, 
but little else. They had to swallow na- 
tional pride and use Cosworth engines for 
a year while a replacement engine, with 
more compact combustion chambers and 
side induction, was prepared. 

Ferrari has also suffered at the hands of 
Keith Duckworth, as their complex flat- 
twelve has passed through endless de- 
sign changes before achieving the Cham- 
pionship in 1975. Its bore/stroke ratio is 
1.6, far more extreme than the Cosworth's 
1.3, perhaps in an effort to get more of a 
good thing. It makes lots of power, over 
500 BHP at 12,500 rpm, with a wide band 
that permits even splits in transmission 
ratios. 

All the gas flow and combustion ef- 
ficiency in the world can't succeed if parts 
break, burn up, or fall off. The valve train 
has always been a ripe field for failure 
since it is caught between the irreconcil- 
ables of lightness and strength. It is a 
mechanical system of solids trying to 
keep up with the fleeting rapidity of gas 
molecules, and it can only compromise. 

CYCLE 


All modern F1 engines operate their 
valves by double overhead camshafts act- 
ing on cylindrical tappets which are car- 
ried entirely above, rather than fitted 
down over, the valve springs. This is done 
to expose the hard-working springs to a 
generous and cooling flow of engine oil. 
Production engines usually enclose their 
springs inside the tappet, reducing cylin- 
der head height for reduced costs and 
cooking the springs. 

Considerable use is being made of ti- 
tanium for both intake and exhaust valves, 
as itis % the weight of steel and still heat- 
resistant. 

As the fatigue strength of crankshaft 
and bearing materials has improved there 
has been a trend to lighter, un-counter- 
weighted cranks. The Cosworth crank is 
forged from a special steel refined under 
vacuum to eliminate crack-forming con- 
taminants. 

The Ferrari, with its cylinders opposed, 
balances some of its loads against each 
other, reducing the net load on the crank 
mains. Accordingly their number has 
been reduced from the traditional seven 
to a mere four. This makes a valuable 
reduction in engine friction but subjects 
the crank to severe bending loads. To 
cope with this the crank is made from a 
high specification US-made steel alloy. 

The inside of a running racing engine is 
an oil storm of inconceivable violence, 
with articulated masses of metal whirling 
at turbine-like speeds in the hot darkness 
of the crankcase. Tire cornering. power 
makes mockery of the idea of an "oil 
level." At modern G-loads this "oil level" 
may be 50-60 degrees from the horizon- 
tal! To keep oil under control, to keep the 
crank and other parts from acting as a 
low-grade centrifuge and wasting consid- 
erable power, there are several scavenge 
oil pumps, picking up from both ends of 
the case, from each of the camboxes, and 
from any. other oil-trapping areas. These 
return the air-oil froth to a centrifugal 
separator and thence back to the supply 
tank. Internal parts distant from the water 
jacket, such as the bearings, cams, etc. 
are kept cool and kept alive by plenty of 
oil. 

The crank of the Cosworth DFV is es- 
pecially streamlined so that little power is 
lost in windage. Viscous losses are re- 
duced by allowing plenty of clearance 
between crank and case. 

The refinements have taken over. 
Breathing and combustion have caught 
up with rpm, and the rate of progress in 
horsepower has slowed. There are fewer 
and fewer easy answers. Engine prob- 
lems are dealt with by engine specialists, 
for maintenance skills seldom exist out- 
side the factory. Used engines are re- 
turned on exchange, not serviced in the 
field. The engines that can be bought, 
such as the Cosworth, cost a great deal of 
money, on the average about $2500 per 
cylinder. Even the ill-fated Cosworth-Nor- 
ton twin, designed by Duckworth to carry 
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the Norton name in motorcycle racing, 
was to sell for an astonishing $5000 with- 
out gearbox! Compare that with the $5200 
price of a new Yamaha OW-31 replica, 
which comes with such little extras as 
frame, wheels, seat, etc. 

At these prices we can hope that any 
new motorcycle racing formula will be 
production-based, so that these desirable 
but costly features can be introduced step 
by step in quantity-production of new 
models. After all, when Honda dominated 
international motorcycle racing with their 
four-strokes they sold nothing which even 
remotely resembled their racers. The 
costs were just too high for private owner- 


ship. Honda's eight-valve 50cc twin, the 
least of their engines, cost a reputed 
$285,000 to develop. It would certainly be 
wrong for racing's ruling bodies to permit 
a new formula which encouraged such 
runaway expense. 

Motorcycle racing's great strengths are 
its many innovative people апа the very 
simplicity of its vehicles. It is far cheaper 
and simpler to test a new concept on a 
single or a twin than it is on an eight or a 
twelve. These strengths have built tech- 
nological superiority for four-stroke 
motorcycle engines in the past, and we 


may hope they will again. There is plenty 


to do. 





Weathersealed to protect contents from dust and rain. 


Permanently mounted tops, concealed 
front hinges, and chrome lid stays. 


Custom Mounts are available 
for most touring bikes. 


King Size Bag holds 
"Star-type" helmet— 
plus more. 


Stainless steel 
5-pin cam locks. 


Hand-polished 
chrome plated 
Bag Guards. 


Combination stop, tail 
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Striping—$10.00 


the “quality people” 


€909009000002900000000000000090900000900 


Easily fits nearly 
all luggage racks. 


"Accommodations 


Extra-large carrying capacity, top styling features and 
high quality construction. . 
when choosing Saddlebags or Tote Boxes. Bates has them all 
in these beautiful, hand-polished fiberglass accessories. 
Also, your choice. of colors, striping and Guard Rails. 

For future fun and enjoyment from touring, why not go first 
class with Bates today? 


Plus shipping and insurance (10% or $10.00, whichever is less) 
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о Holds two helmets 
plus other things. 
Two-inch-thick 
Backrest Pad. 
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Make and model of cycle 

Custom Colors: OGL 1000 Red, Lemon 

Fiberglass Saddlebags ОВіаск 
OKing Size with Rear Refl—$119.50 QWith 12v Light—$129.50 .. 
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LETTERS se Continued from page 20 


deleted), a (expletive deleted) and he (ex- 
pletive deleted) (expletive deleted) mid- 
dle-aged turtles. His article "How Things 
Work: Helmets" (expletive deleted). Be- 
caws of it your (expletive deleted) mag is 
losing a subscriber, so (expletive deleted) 
(expletive deleted) you, you mental mid- 
get. 
No Name 
Phoenix, Ariz. 
Here, Mr. Name, we have a perfect exam- 
ple of the contributions President Nixon 
and the Watergate Tapes have made to 
the form of the English language.—Ed. 


HERCULES GS 175 

And the controversy continues to rage, 
much thanks to you... 

One uncomfortable fact has become 
quite apparent to me after many years of 
devoted interest to both forms of recrea- 
tion; off-the-road vehicle enthusiasts and 
backpack/hiker ("Sierra Club types") 
tend to regard each other as born en- 
emies, whose mutual differences are be- 
lieved to be as fundamental and ingrained 
as those of mongoose and cobra. 

1, for one, am thoroughly convinced that 
the superficially antagonistic positions es- 
poused by these two camps are actually 
far from irreconcilable. The respective 
recreational outlets enjoyed by each, 
while certainly dissimilar, do not reflect 
contrasting character traits which are ge- 
netically specific to only certain indi- 
viduals. To the contrary, each activity 
encompasses elements of potentially uni- 
versal appeal. One offers excitement, 
power and thrills. The other solitude, in- 
spirational beauty, tranquility, and excite- 
ment of a somewhat different sort. 

Of course, the current dispute is essen- 
tially territorial in nature. As the current 


population continues to expand, the 
amount of land available to fulfill the rec- 
reational needs of that population is 
shrinking. Thus, it is crucial that every 
specialized form of legitimate recreation 
be confined to the type of geographic 
terrain most conducive to its reasonable 
enjoyment. Yet, both sides in the present 
controversy have apparently claimed 
some right to encroach upon or limit the 
other's natural domain. For the most part, 
these claims are extreme, dogmatic, unre- 
alistic and provocative of further contro- 
versy. Furthermore, they invite gov- 
ernmental intrusion and regulation. For- 
tunately, if both sides were to critically 
reassess the reasonableness of their as- 
serted positions, these problems can 
likely be avoided. 

Referring to the photographs appear- 
ing on page 84 апа 90 (lower) of your 
September issue, | submit that you have 
transcended your natural territorial limits, 
and that you have thereby added fuel to 
an already heated and irrational contro- 
versy. Your colorful casting of the Her- 
cules GS175 in a pristine mountain setting 
is graphically dynamic, visually pleasing, 
and, sadly, quite suggestive. As the lead- 
ing publication in the field of motorcyc- 
ling, the image conveyed by you in 
pictures of this sort, even if intended to 
some extent as fantasy, will undoubtedly 
have a profound effect upon the attitudes 
of a very substantial portion of the motor- 
cycling public. Unfortunately, the image 
you convey in this instance is clearly 
inappropriate, yet may nonetheless be 
accepted by your readership as depicting 
a representative and desirable aspect of 
the sport of motorcycling. 

While pleasant surroundings certainly 
enhance the enjoyment of off-road riding, 
the added effect of a virgin meadow does 
not come close to balancing the amount 


SUPERLIGHT! 


THE NEW S-25 
FROM SHOEI 


A superbly styled 

new lightweight full 

face safety helmet 

that tips the scales 

at only 42 ounces and 
still meets or exceeds all 
state and federal safety 
requirements. 

The S-25 lightweight 

... from Shoei 


1717 PONTIUS STREET 
LOS ANGELES, CA 90025 
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of damage, both physical and aesthetic, 
which invariably does result from such 
activity. The greater value of that particu- 
lar landscape clearly lies in the pursuit of 
more sedate pleasures. 

Plainly speaking, then, you have effec- 
tively placed the motorcycle in an environ- 
ment which little befits it. In today’s world 
of rapidly diminishing open space, such 
an obvious infringement upon sensible 
land use should neither be tolerated nor 
encouraged. 

While it may presently be legal to ride in 
the garden, some judicious self-restraint 
and common-sense consideration for 
other recreational points of view may well 
serve to avoid future consequences 
which would be to no one's liking. As the 
virtual representative of one force in an 
ongoing conflict between two generally 
divergent interests, will you be the first to 
recognize the ultimate necessity for ra- 
tional compromise? | certainly hope so. 

Kent M. Bridwell 
Manhattan Beach, California 


Now see here, Bridwell, you barrister you, 
the photograph in question was taken ina 
wilderness area designated for motorcy- 
cle use by the U.S. Forest Service. If it 
jams you.up that the occasional scenic 
environment can be legally traversed by a 
motorcycle, why don’t you write to your 
fellow lawyers doing such a fine, upstand- 
ing job down there in Washington and see 
if you can't get this dreadful situation 
turned around? Meanwhile, Bridwell, go 
sue a nun.—ed. 


HOW THINGS WORK: HELMETS 

After reading Mr. Jennings’ article on 
helmets in your February issue, | feel | 
must point something out to him. 

The most important safety feature on 
any motorcycle is the driver, and anything 
that restricts that driver’s ability to sense 
his surroundings increases the likelihood 
of his not being able to detect and avoid 
an accident situation. 

Mr. Jennings’ statement that "the wind 
rushing past your bare ear” is noisier than 
the wind noise created by a helmet is 
simply not true. | know of no one who has 
ridden without a helmet who would dis- 
agree with me. 

Also, a helmet increases fatigue, further 
dulling the rider's ability to stay alert. 

Granted, a helmet can protect in certain 
situations, but | would rather avoid those 
situations than rely on one and one-half 
inches of plastic to save my life. 

In closing, | resent being classified as a 
"mental midget" for depending on myself 
for my safety rather than a helmet. Per- 
haps Mr. Jennings wouldn't need his 
helmet so bad if he pulled his head out 
and took a look around him. 

Scott Sinks 
St. Paul, Minnesota 


ED'S OUR BOY 
It's great to see Ed Hertfelder back, a 


monthly column being especially good. 
CYCLE 


He seems to be far and away the best 

story-teller in the motorcycle business. 

Please don't reveal any more of his back- 

ground; his anonymity adds to the mys- 
tique. 

John Fischer 

Evanston, Illinois 


FORWARD, LOOKING BACK 

| would imagine those of your genera- 
tion have often mused over the notion of 
somehow returning to the past to show 
your ancestors some of the scientific "mir- 
acles" you possess. Most likely you would 
return to the day of Leonardo di Vinci to 
show him one of your modern helicopters. 

Such is my mission to you, my fore- 
fathers in motorcycling. First, you would 
ask by which means. | have made this 
communication. The mechanics are 
rather simple, actually. We of the 21st 
century have perfected trans-location via 
the time warp, but it is safe only with 
inanimate objects such as paper, stamps, 
etc. Live animals or plants have a high 
mortality rate when placed in a time se- 
quence transfer. We are generally limited, 
too, to small parcels such as this letter. 
Were | to send you a sample of our 2077 
model line, the cost would be prohibitive, 
both for rental of a government-sized 
trans-locator and for the price of a new 
cycle. 

Obviously, the second best means of 
allowing you to taste our ware is to give a 
verbal description. | just placed myself in 
considerable debt to purchase a 2077 
Blaine-Smith Hydro-2000. | took it on a 7 
year loan, but that shouldn’t alarm you 
considering the fact that most cycles now 
last about 15 years before needing major 
repairs. The purchase price was a mere 
2.4 Drales (the Drale replaced all other 
international currencies in 2023 and 
should be worth about 1,892 of your age’s 
dollars). Incidentally, Blaine-Smith is a 
branch of a very old conglomerate you 
know as General Motors. 

Enough background information. Now 
let’s discuss the technical wonders of my 
new machine. To begin with, the engine is 
a reciprocating four cylinder internal com- 
bustion engine with advanced chro- 
notronic ignition. The only basic deviation 
from the engines of your day is that mine 
is almost 100% controlled by computer 
electronics and is also fueled with pure 
hydrogen gas. The only petroleum-fueled 
cycle is the Napier-Deltic Diesel design 
which is rather heavy, but makes one devil 
of a tourer. The fuel is of synthetic origin, 
our having run out of the dinosaur crude 
years back. 

At any rate, my cycle is filled with ordi- 
nary distilled water, which is passed 
through a rapid hydrogen generator and 
then metered into the electronically- 
timed gaseous fuel injection system. 
Valve timing is controlled and varied elec- 
tronically according to load, speed, rpm, 
temperature, etc. The valves are elec- 
tromechanical in nature without any ac- 

(Continued on page 136) 
MAY 1977 









































the lock. 


The latest Dunstall Decibel Silencers feature thick wall construction with a high 
specification chrome finish. They are built to last, and last and last. The design, 
which is protected by Patent 1063409, will give a power boost to most four 
cycle engines. You will notice the difference. They come with an additional 
reflector baffle which is detachable. You choose the exhaust note, low or high. 
They are available to fit most four cycles from 250 to 1000cc. Ask your dealer 


about them. $85.00 per pair (plus sales tax). That includes pipe clamps and 
universal mounts. 


Look for the stamp. 


GOLD MEDAL 
RACING PRODUCTS 


“Quality and Service in the Gold Medal Tradition” 


db malcolm smith 


SEE YOUR LOCAL DEALER 
OR 
MALCOLM SMITH MOTORCYCLES 
7563 INDIANA 
RIVERSIDE, CA 92504 


SEND $2.00 FOR OUR NEW COLOR 1977 
CATALOG. 120 PAGES OF THE LATEST 
TRICK ITEMS FOR BOTH ON AND OFF 
ROAD RIDERS! 
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tual cam. B-S's trademarks on this and a 
similar system are "CompuCam" and the 
“CamPuter.” One brain handles injection, 
valve timing and lift, and ignition timing. 

The transmission is a 5-speed but un- 
like yours, it has an electromechanical 
shift mechanism, which surprisingly 
enough, is almost 100% trouble-free. The 
shift lever is mounted on the frame and is 
merely a momentary-contact switch. My 
machine has a dual chain final drive, with 
a chain on either side of the rear wheel. 
both chains being encased in dust-proof 
oil-bathed cases. They last nearly forever 
and never require adjusting because of 
built-in tensioners. 

Some other bikes offer the new front 
wheel drive option which uses traction 
motor-engine generator transmission, 
and of course the traditional shaft is still 
with us, though most manufacturers are 
phasing it out. Oddly enough, | read 
where the exact opposite occurred in 
your day. 

All our instruments are digital readouts, 
much brighter than those to which you 
became accustomed. Short-distance 
radio communicators are built into all 
cycles, with hookup to your helmet by 
electrostatic coupling (no wires). All cy- 
cles use one of three frequencies avail- 
able to us. One for passenger/operator 
communication; one for cycle to cycle; 
one for cycle to passenger car (you 
should see our cars). 

One nicety which | enjoy immensely is 
the newly developed automatic center 
stand. While straddling your mount, leave 
the engine running to provide adequate 
electricity, depress the "park" button and 
the center stand glides into place, 
powered by an electric servo motor. 

For those of you who are wondering 
about clutches and manual transmis- 
sions, they're still around and ever-popu- 
lar. The clutch lever is now a rheostat. 

All our cycles are decked to the hilt with 
comforting extras such as heated hand 
grips for the winter, electric massaging 
seat for long rides, and would you believe 
elevating/telescopic footrests so that 
everyone from a midget to a giant can ride 
comfortably? 

From all I've related, you probably envi- 
sion my age as one where motorcycling is 
pure heaven. Well, almost. But | must 
admit some of the magic has been lost. To 
protect us from ourselves, we are con- 
stantly cared for by Big Brother. Your 
generation saw it begin with helmet laws, 
headlight laws, etc. From there it was a 
never-ending battle for safety and sanity 
(at least in their eyes). In fact, that is the 
main reason | shelled out for a 2077 bike. 
It will be the last of its kind. Next year 
they’re making us go to four wheels and 
water bumpers. 

David R. Chenault 
Mt. Sterling, Kentucky 


Address all correspondence to Cook Neil- 
son, “LETTERS,” CYCLE Magazine, 780-A 
Lakefield Road, Westlake Village, CA 91361. 
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. RIDING JACKET AND PANTS 


Designed by Kawasaki. First qual- 
ity garments. Made of 420 denier 
nylon with heavy double-sewn 
seams for warmth and durability. 
Royal Blue with high visibility, 
green and white reflective strip- 
ing, double overlapping panel seals 
front and zipper for wind and rain 
protection. S.M.L. Many other ex- 
tras. This is an $80 Value! 
Jacket 

Pants 


Both for only 
This is an $80 value! 


$29.95 
$19.95 


$49.90! 


. COLD WEATHER FACE PROTECTOR 
Protects your face and neck from the 
cold without keeping the heat in. Crafted 
of 100% cotton, it's featherweight and 
soft against your face while fitting easily 
in your pocket. Available in black with 
red trim. $4.95 


. VINYL TWO-PIECE RAINSUIT 


Heavy 15mm vinyl with elastic 
cuffs, snap-on hood with draw 
string and elastic waist for added 
comfort. Has two full size pockets, 
carrying pouch and vented back. 
100% water proof. Available in 
blue or yellow. S.M.L. Save $4.00 

$5.95! 


D. APPLE WARMER 


Slip-over face and neck protection. 
Water repellent, nylon and poly- 
ester construction. Fastens onto 
any full-face helmet or 34 helmet 
with face shield. $10.95 


E. FLIP-UP SHIELD BY NATIONAL 
HYDRON 
Flips out of the way when not 
needed. Three snaps so it fits 
most helmets, even your Bell Star 
120-up to 7:4. 
Standard clear 
Hydron coated 
(prevents fogging) 
MXL scratch resistant 


$1.95 


$9.95 
$9.95 


ALL BELL HELMETS 10% OFF 

The "professionals" choice. Sizes 
6-Ye's to 7-%'s. RT in white 
$34.95. Super Magnum in white or 
silver $49.95, Star 90 in white or 
orange $59.95, Star 120 white or 
orange $59.95. Give second color 
choice where acceptable. 


KAWASAKI GLOVES 


F. GOATSKIN 


Preferred by Kawasaki Team riders 
because they provide maximum 
softness when wet or dry. Seam- 
less palm, and protective padding 
on backside. Lock stitching and 
short elastic cuffs. Available in 
S.M.L. or XL. green. Reg. $10.95 

$7.95 


. Designed to meet the tough re- 
quirements of top riders. Seamless 
palm and short elastic cuff keeps 
the palm taut. Protective padding 
on backside. Available in Green 
Pigskin in S.M.L. or XL. Reg. 
$10.95 $7.38 


H. GAUNTLET GLOVES 


Our very popular, all-weather tour- 
ing gauntlet. Made of top-quality 
leather with vinyl cuff. Black only 
in S.M.L. $10.95 


. PONY EXPRESS BAGS 


Feels and looks like real leather. 
Made of top-quality naugahyde. 
Fits under or over your bike's seat 
or you can carry it on your shoul- 
der. Available in brown only. 
$15.98 


. CUSHION GRIPS 


Composition foam rubber, mini- 
mizes handlebar vibration. Slip- 
over regular grips. $2.89 a pair. 


. HONDA OIL PRESSURE GAUGE 


Gives constant oil pressure read- 
ings. Installs in minutes to Honda 


750 engines. No special tools 
needed. Saves costly DLE 


13.00! 


. TUNE UP KITS 


For all popular makes and models. 
Kits include spark plugs, points 
and condenser. Quality merchan- 
dise at the best price in the in- 
dustry. Available for singles, 
twins, triples and fours: Check our 
catalog or call for various kits 
and prices. 


M. WEATHERKING COVERS 


High-quality covers provide maxi- 
mum protection against the worst 
weather conditions, Made from 
the finest materials. Durable-wa- 
ter and fire resistant. Slightly ir- 
regular colors. 
OVER SISSY BAR COVER 
10-050 For All Makes, Over 350cc 
OVER HANDLEBAR COVERS 
10-043 For All Makes, Up to 250cc 
10-042 For All Makes, Over 350cc 
Irregular colors Value $24.95 
Irregular colors. Value $24.95 
$13.95 


. SAFETY BARS 


Heavy duty l-inch diameter steel 
tubing. Triple chrome ib 
9 


. EUROPEAN STYLE TOURING 
HANDLEBAR 


Fits disc brake models Honda, Ka- 
wasaki and Yamaha. Specify model 
of bike. 312" rise, 33" wide, Ends 
сап be cut to desired widths. Avail- 
able in epoxy black or chrome. 
Drilled for Honda models $3.00 
extra. $11.95 


- SPACEAGE WINDSHIELD 


Aerodynamically designed for safe 
riding, the SPACEAGE is made of 
3/16" thick Plexiglass. Triple 
chrome plated universal mounting 
hardware fits all 7/8" wide by 
21" high and meets or exceeds 
226.1 standards for highway safe- 
ty. Check local laws before order- 
ing. $19.95 


Q. LICENSE PLATE LIGHT BRACKET 


Provides extra support for license 
plates and easy mounting for rear 
signal or running lights. Made 
from heavy-gauge steel, triple 
chrome plated. $3.65 


. ENGINE CASE GUARD 


Protects engine cases on both 
sides. American made. Chrome or 
painted epoxy black. Available for 
Honda 750K and F Kawasaki 900 
CB 600/550 (not Super Sport 550) 


$27.95 


. NGK SPARK PLUG SPECIAL! 


The original equipment found in 
most Japanese motorcycles. Order 
by mail and save! Give us your 
bike model and make and you'll 
get the correct plugs, Standard 
plugs only. Reg. $13.00 

Box of 10 $6.90 


. CHAPMAN LOCK 


Stranded, high carbon steel cable 
measures 6 ft. Best locking de- 
vice on the market. Covered with 
black vinyl to protect your bike's 
finish. Has a 7-tumbler key lock. 
Easier to carry than a chain and 
lock. $34.95 


U. AIR HORNS — 12-VOLTS 


A must for all road bikes. Loudest 
horn available. Kit contains 2 
chrome trumpets (high and low), 
compressor, brackets, relay, tub- 
ing and hardware. $24.50 


mE mM NE RES ШЫН ЫН ШЕШ GENS ee ES GERD ШШ ШЕШ END ШШ ШЕШ шыш шш шыш ШШ 
ТНЕ OU TRIDER + THE OUTRIDER Mat ORDER Division’ ... 

FOR MAN AND HIS MACHINE 610 W. 57th ST. NEW YORK, М.Ү. 10019 Send $2.00 for / ` * 
new, 120-page 1977, 


Name catalog. (Free with EA 


Address 


MAIL ORDER 
DIRECT 
AND SAVE! 


City, State, Zip 


Sareea Ea ees 


BANKAMERICARD 


поети hin 


Д OR CALL TOLL FREE 


800-223-6880 
FOR SUPER FAST SERVICE! L SALES TAX FOR N.Y. RESIDENTS. 


OUTRIDERS FROM COAST TO COAST: NEW YORK CITY / RIDGEFIELD, N.J. / ELMWOOD PARK, N.J. / MIAMI BEACH, FLA. / LOS ANGELES 


SEND CHECK OR MONEY ORDER 
FOR FULL AMOUNT. ADD $3.00 FOR 
POSTAGE AND HANDLING, PLUS 8% 


BANKAMERICARD OR 
MASTER CHARGE 
Gard Z —JExp.date — 
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400 COMPARISON Continued from page 33 


nimble and accurate. Furthermore, urbo- 
putting isn't very taxing; we've never 
noted damper fade occuring between 
stoplights during rush hour. 

On the straight and level at 55 mph or 
beyond, some obvious differences ap- 
pear. Headwinds, crosswinds, rain-chan- 
nels, and choppy bumps upset the 
Suzuki's directional stability far less than 
the Yamaha or Honda. The frame-geome- 
try figures suggest an answer: compared 
to the Honda and Yamaha, the Suzuki has 
two more inches of wheelbase, one-and- 
a-half degrees more rake, and 0.4-inch 
more trail. The Honda tracks along rain 
grooves, and this can be unnerving. The 
Yamaha has predilections toward this be- 
havior too, and at 75 mph both the Ya- 
maha and Honda feel too front-end-light 
to be genuinely comfortable. Hit a rough 
section of pavement with the front wheel, 
and both the CB360 and XS400 can in- 
dulge in a little incipient handlebar twitter- 
ing. 

The KZ400's geometry is closer to the 
Suzuki than the Yamaha or Honda, and 
the Kawasaki's straightline directional 
control is probably as good as the 
Suzuki's. But there's a catch. The Ka- 
wasaki's front-end stiction leaves an un- 
yielding front wheel crashing into small 
bumps, and this fork action (or lack of it) 
jars the front end, making the bike feel 
less certain than it could otherwise be. 
Like the Suzuki, the Kawasaki is bothered 
little by wind conditions or rain grooves. 

On winding backroads, the Suzuki ex- 
cels, responding quickly to rider inputs, 
holding to a line without flinching, rolling 
over bumpy patches without losing its 
composure. The faster-steering Yamaha 
can go into corners with a snap; if the 
Suzuki feels like a big bike, the Yamaha 
feels very much like a little one—reacting 
to every muscle twitch of the rider. The 
Yamaha reactions can be slowed by set- 
ting the shocks to their lightest spring 
preload; jacking up the shocks up a cou- 
ple or three clicks improves the cornering 
clearance but speeds up the handling. 

Generally, only heavy riders will ex- 
perience bothersome ground clearance 
problems with the Suzuki or Yamaha. Our 
200-pound staffers could grind pegs and 
hardware on both bikes; lighter staff mem- 
bers encountered no problems providing 
they raised the ride heights by preloading 
the rear shock springs. The GS and XS 
were both free of hobby-horsing, wallow- 
ing or oscillating in corners. Indeed, tire 
crawl signalled approach of reasonable 
limits. 

The Kawasaki lacks the cornering 
clearance and rear-end control of either 
the Suzuki or Yamaha. The KZ400's 
shocks have little damping, which puts it 
in company with the CB360T. The Honda 
will wobble in a fast corner, and the tires 
(perhaps due to their age) feel more than 
a little skitterish. You can ride the Ka- 
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wasaki at a brisker pace than the Honda, 
but that's something of a moot point. 
Frankly, neither the Honda or Kawasaki 
are particularly good motorcycles for car- 
ving down back roads. 

When it comes to brakes, the Yamaha 
wins handily: powerful, linear and precise. 
The front disc is considerably better than 
the others, and Yamaha's rear disc also 
has a nice progression; it takes an insen- 
sitive foot to lock the rear wheel. Honda 
has placed the 360's rear-brake pedal too 
high relative to the footpeg. In a panic 
situation a rider could provoke a slide by 
overbraking. The GS400 has the best 
drum rear brake: acceptably powerful and 
non-sudden. 

Given its superior brakes and stronger 
engine, the Yamaha has no difficulty in 
hanging with the GS400 on winding 
roads. But the rider must work at going 
quickly on a bike that has snap-response 
Steering. The predictable Suzuki, on the 
other hand, is easy to ride fast. 

Odds and Sods: During the testing pe- 
riod some noteworthy things occur that 
do not fit into established categories. The 
following are the most important and en- 
tertaining of these items. 

The Honda ran out of gas. Turning the 
petcock to reserve brought in a fresh 
supply of gasoline, but not much. A pet- 
cock malfunction combined with the 
360's gas tank pocketing to bring the 
motorcycle to a halt again, even though a 
quart-and-a-half of gas was left in the 
tank. Other nagging items: The Honda 
ignition key is still at the lower left front of 
the gas tank, and the Honda high/low 
beam switch has been difficult to reach 
for years. The rider's thumb is forever 
bumping into the horn button. 

The Suzuki's speedometer cable broke 
after 688 miles. The GS400's rear wheel 
was far out of alignment. Riding sans- 
hands, the bike would dive off to the right. 
Finally, beginning riders ought to practice 
using Suzuki's rolling kill switch. The Ka- 





wasaki, Honda and Yamaha all have simi- 
lar emergency flip-switches that are 
superior to Suzuki's roller. 

The Kawasaki began leaking oil around 
its head gasket, wetting down the engine 
fins and spotting one rider's trousers. The 
good news from Kawasaki came at night. 
The KZ400 has the strongest headlight, at 
least on high beam where it's 50 watts 
strong, up 10 on its competitors. 

Conclusion: You know and we know 
that many elements comprise the final 
buying decision; you also know that this 
comparison test has not touched on sev- 
eral of them. We do not know how close 
you live to your closest dealer, nor do we 
know if he's any good. We cannot hope to 
guess at your personal styling or color 
preferences, nor would we venture an 
opinion on whether you like little bikes 
that look like big bikes, or the other way 
around. What we presume to do here is 
evaluate, on a how-they-work basis, the 
performance, handling, comfort and qua- 
lity of four comparable motorcycles. 
Using these criteria we rate the Suzuki, 
Yamaha, Kawasaki and Honda in that 
order. The GS400 has the smoothest, 
most appealing engine, and it handles the 
best. The GS is cursed by its seat, but the 
bike's suspension compliance somewhat 
tempers this evil. 

The XS400 has a stronger engine and 
better brakes than the Suzuki, and ex- 
cluding vibration the Yamaha is the most 
comfortable 400 of the lot. But the Ya- 
maha engine does vibrate a lot compared 
to the Suzuki, and the XS400 doesn't 
handle as well as the GS. 

Depending upon one's riding habits 
and sensitivity to vibration, we can see 
how someone might rationally select the 
Yamaha XS400 rather than the Suzuki as 
a machine for a specific task. For exam- 
ple, if you primarily ride on major high- 
ways at 60 mph for 40 miles at a crack, 
you might prefer the Yamaha. But do not 
misunderstand. Cycle staffers, given their 
expertise, sensitivities and preferences, 
think that overall the Suzuki is a better 
machine than the Yamaha. 

The Kawasaki KZ400 was something of 
a disappointment. We remembered the 
bike as being faster and smoother than 
the 1977 model in fact was. While the 
choice between the Suzuki and Yamaha 
is very close, the distance between the 
Yamaha and Kawasaki is substantial. The 
KZ400 isn't as powerful, doesn't handle 
as well, and can't match the comfort or 
smoothness of the first two bikes. 

The Honda CB360T finishes last, 
though not that far behind the KZ400. Had 
the Honda not been blighted by vibration 
and a peculiar riding position, the CB360T 
might have been a reasonable alternative 
to the KZ400. The CB360T just suffers 
from premature old age. Honda intro- 
duced the first CB360 in 1973, only four 
years ago. But one ride on the Suzuki or 
the Yamaha should convince anyone that 
four years can be a long, long time. — 
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MAGAZINES AT DISCOUNT! 
You SAVE up to 50% 


NSW Here's your chance for a real bargain bonanza on your favorite 
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magazines. Select as many as five of these titles at the low in- 
troductory rates shown below—up to 50% off. Use attached 
card to order or write to: MAGAZINES AT DISCOUNT, A 
Division of Ziff-Davis Publishing Co., P.O. Box 2703, 
Boulder, Colorado 80322. 
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APARTMENT LIFE (21) You pay only $7.97 
Reg. Rate: 24 Issues for $14.97 

BACKPACKER (67) You pay only $7.96 

Reg. Rate: 6 Issues for $12.00 

CAR CLASSICS (70) You pay only $8.98 
Newsstand Rate: 6 Issues for $15.00 

CAR & DRIVER (02) You pay only $3.99 

Reg. Rate: 12 Issues for $7.98 

CYCLE (03) You pay only $3.99 

Reg. Rate: 12 Issues for $7.98 

FOUR WHEELER (71) You pay only $5.49 

Reg. Rate: 12 Issues for $9.00 

HANDY ANDY (57) You pay only $5.88 

Reg. Rate: 10 Issues for $7.95 

PLAYBOY (34) You pay only $12.00 

Newsstand Rate: 12 Issues for $19.00 
POPULAR ELECTRONICS (06) You pay only $6.99 
Reg. Rate: 12 Issues for $9.98 

POPULAR PHOTOGRAPHY (07) You pay only $4.99 
Reg. Rate: 12 Issues for $9.98 

POPULAR SCIENCE (35) You pay only $4.50 
Newsstand Rate: 12 Issues for $9.00 
PSYCHOLOGY TODAY (08) You pay only $7.00 
Reg. Rate: 12 Issues for $12.00 

SPORTS ILLUSTRATED (38) 

You pay only $9.75 for 25 Issues 

Newsstand Rate: 25 Issues for $25.00 






ON SS Basic annual rate: 52 Issues for $20.00 
Ve STEREO REVIEW (11) You pay only $3.99 
[d 


Reg. Rate: 12 Issues for $7.98 

TIME (40) You pay only $12.50 
Newsstand Rate: 25 Issues for $25.00 
TV GUIDE (41) You pay only $8.35 
Lowest Available Sub. Rate for 32 Issues 
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The Cycle-Kamp tent camper travels so well you'll for- 
get its there until you open up for the night. 

It carries all the comforts from home (250 pounds 
of gear) without a whimper from your motorcycle, 
even if its only a 350cc. And it folds out to a full six by 
six anda half foot bed with a foam mattress. It has a 
table for eating, the best hitch in the business, rugged 
fiberglass construction, and its handsomely finished. 

Take weekend trips and annual vacations. „Enjoy 
the ‘fun life" of motorcycle touring and 
beat the motel and restaurant game. 

If you just need more room for 
gear, the Kargo utility trailer carries 
250 pounds, and 
the Mini Kargo — 
utility trailer carries 
200 pounds. Send 
25€ for engineering 
Specs. and product n 
literature,or see your dea 


CYCLE-KAMP" 


1341 Blue Gum Street, Anaheim, California (714) 630-6292 
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BMW R100S ........... Continued from page 87 


bike's taillight and a low-wattage bulb in 
the headlight nacelle but not the ignition. 
With the switch turned to to its ignition-on 
position you get a veritable Christmas tree 
effect from the instrument cluster, which 
has warning lights for the brake fluid level, 
neutral, oil pressure, generator output, 
and turn signal operation. 

The Bing-equipped R100/S starts 
quicker and with fewer hot/cold quirks 
than the R90/S, which ran very well but 
always played a little game of "guess what 
| want" when its starter button was 
punched. Some of the improvement prob- 
ably comes with the change in starter 
reduction gearing, which takes some of 
the strain off the electric starter motor, but 
much of it seems a function of improved 
carburetion. There's a choke lever lo- 
cated on the left side of the engine's tall 
air-cleaner housing, and it's needed only 
for cold starts. You use the choke for only 
moments, because the engine quickly 
warms enough to run without rich-mixture 
assistance—and it fires, hot or cold, with 
just a tap of the starter button. 

People have come to expect the BMWs 
will be extraordinarily quiet, and the new 
R100/8 isn't going to disappoint them. At 
low engine speeds there's a blurred string 
of mellow thuds from the exhaust tips, and 
the faintest kind of pushrod clicking, but 
that's about all you hear. Intake drone is 
squelched by BMW's novel induction sys- 
tem, which pulls air into the cast alumi- 
num pagoda above the crankcase, routes 
it past the starter motor and into the filter 
element housed there, and sends it out 
through long hoses to the carburetors. It's 
such a long and winding trail from the 
carburetor mouths to the open air that the 
noise just gets lost somewhere along the 
way. When the engine speed is up above 
3500 rpm the pushrod clicking turns into a 
clatter, but the BMW never indulges in the 
nervous gnashing that has been charac- 
teristic of big multis. 

A redesigned and splendidly effective 
Magura lever is used for clutch actuation. 
It has done a lot to eliminate the heavy, 
finger-straining feel of previous BMWs, 
and the tendency of their diaphragm- 
spring clutches to engage with a grab. 
And the new clutch proved equal to the 
increase in engine displacement, refusing 
to slip or chatter even when in constant 
and un-gentle use. 

BMW's tradition unfortunately includes 
a transmission that does not always shift 
as smoothly and easily as it should. You 
can't always get first gear, from neutral 
and with the bike stopped, without fan- 
ning the clutch in and out of engagement 
to keep the cogs spinning. Shifting up or 
down through the lower three ratios also 
is uncertain work. It all goes fairly well if 
you don’t try to hurry shifts, but the heavy 
flywheel and clutch assembly combine 
with the big ratio differences in first- 
second, second-third shifts to produce a 

(Continued on page 144) 
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WE DON'T WANT OTHER PEOPLES PARTS 
IN OUR MOTORCYCLES. 


(A Less Than Tolerant Viewpoint From Harley-Davidson.) 








This should be a polite 
message that attempts to per- 
suade you to use only genuine 
Harley-Davidson parts. 

We don't feel all that polite 
about the subject, however. 

Our engineers and design- 
ers, quite frankly, lack tolerance. 
They seem to take great joy in 
constantly reminding us that 


Harley-Davidson motorcycles 
are expected to be classics. 
Naturally, with that kind 


2 of pressure from within, we've 
4 become somewhat exacting 
2 and inflexible. 


For example, the piston to 
cylinder wall fit on a Harley- 
Davidson FX-1200 motorcycle 
is between .001 and .002 of an 
inch. That’s ¥3 the thickness 
of a human hair! 

So you can see why we 
come unglued when instead of 
seeing your authorized Harley- 
Davidson dealer and using 
only genuine Harley-Davidson 
replacement parts, you put in 
somebody else’s heads, valves, 
pistons, cables, and even oil 
and oil filters. 

Worse yet, when you don’t 
use our parts, you don’t use 
the one guy out there who we 
trust to be just as tenacious as 
we are—your Harley-Davidson 
dealer. 

To you it’s no big deal. gy 
‘To our guys, youre violat: ff 
ing a basic law of physics. 


The Whole Equals the Sum of its Parts. 





Harley-Davidson 
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SUNDAY кы for people that want the best, 


BIKER'S HAT 


100% cow hide leather 


This rugged looking hat features it's top grade suede 
in a choice of five colors, beaver, chocolate, copper, 
tobacco, and wine. The top button, strap, band, and 
brim are all made of latigo leather, tooled and hand 
finished with a wing and chain design. Four sizesare 
available, sm. med. lg. & x-lg. 


Send your $18. 00 now to Sunday leather goods Ltd, 
Р.О. Box 111 Dept.cy.5,River Forest, Illinois 60305 


"As always Sunday leather goods are guaranteed to 
meet your absolute satisfaction, or your money back" 


Ne owner. 
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tendency for the shift dogs to miss en- 
gagement—and to make a big clunk 
when they do engage. 

Another less-than-desirable charac- 
teristic of the BMW is its response to 
engine torque reaction. With the engine's 
crankshaft being in fore/aft alignment in 
the motorcycle, the reflected torque ap- 
plied at the engine mounts causes the 
whole motorcycle to sway sideways when 
you blip the throttle. What happens here is 
that when the pistons accelerate the 
crank and flywheel clockwise, all of the 
surrounding structure is subject to a reac- 
tion force that twists it counterclockwise. 
You get the same forces in motorcycles 
with crankshafts disposed across their 
frames, but in those it becomes a force 
(usually) acting to lift their front wheel. 
You should understand that this is a force 
separate from the engine's driving torque; 
itis one produced by the inertia of rotating 
masses, and thus exists only when there 
is a change in engine speed. So you don't 
get any torque sway when you're just 
cruising along, and even when you speed 
or slow the bike it usually isn't there in a 
magnitude great enough to be felt. It's 
only when the engine speed changes 
rapidly, as during a downshift, that you 
can feel it at all. Mostly the torque reaction 
is just the swaying you get when you're 
stopped and blipping the throttle to im- 
press the blonde in the convertible. 
There's more of it with the big R100/S 
engine; it's still not enough to count for 
much under anything like normal riding 
conditions. 

A vastly more consequential phe- 
nomenon you feel in the BMW is the 
attitude change produced by the rear 
suspension's own set of torque reactions. 
Torque applied at the rear wheel via the 
drive shaft, pinion and ring gears reflects 
back as a force that tries to shove the 
wheel downward away from the chassis. 
When, as usually is the case, the wheel 
already is down against the road the 
chassis gets jacked upward—and the 
jacking affect is very pronounced when 
engine torque is being multiplied through 
the transmission's lower gears. Much the 
same thing occurs when the bike's throt- . 
tle is closed, except that engine braking 
reverses the torque and the chassis is 
pulled downward. АП shaft-drive motorcy- 
cles are similarly affected; the BMW's light 
weight (about 100 pounds less than its 
displacement-equals) and ultrasoft sus- 
pension cause this phenomenon to show 
up particularly strongly. Most riders aren't 
bothered by it; it’s an affliction only for 
those who ride on the ragged edge— 
which it makes a little more ragged. 

The fact that the R100/S was built for 
fast travel on the open road makes it a bit 
awkward in town. It gets some help in 
dealing with urban conditions from its 
wide-ratio transmission, but the slow, sta- 
bility-oriented steering and semi-café 
racer riding position are poorly suited for 
trips down to the local supermarket. The 
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R100/S is at its best on long, fast hauls, 
where it can get into its long-legged stride 
and where the handling is a delight. Out 
on the open road the BMW R100/S def- 
initely is the most comfortable sports bike 
we've tried, and with all its sporting bias it 
remains one of the most comfortable for 
ordinary touring. 

The Sport has particularly good han- 
dling on mountain roads. There is a little 
too much fore/aft pitch when you come 
off the throttle and use the brakes, and 
vice versa, but a rider who's good enough 
to be pressing matters hard enough to 
turn this into a problem will be good 
enough to deal with it. As noted before, 
the soft suspension contributes to the 
changes in chassis attitude, but what you 
lose to that is regained by the absence of 
jolt and clatter. 

Our R100/S was fitted with compro- 
mise-compound Metzeler tires, and com- 
promise inner tubes. The tubes are made 
of a natural rubber, which has a lower 
density than a synthetic and allow air to 
escape slowly right through their walls 
(we noted a four-psi pressure loss in two 
weeks). The natural rubber tubes' habit of 
losing air isn't pleasing, but before you 
think of switching to synthetic tubes 
please consider what happens when a 
nail comes poking through the tire: the 
natural rubber is so soft it clings to the 
nail, continues to hold the air fairly well, 
and gives you a chance to feel the tire 
going flat long before it gets there; 
synthetic tubes tend to tear when punc- 
tured and deflation is much more rapid. 
The Metzeler tires themselves also are a 
mixture of the desirable and the unfortu- 
nate. Their tread compound is quite hard, 
which means they'll last a lot of miles—but 
don't represent the final word in cornering 
power. BMW has chosen these Metzelers 
because they feel, and probably correctly, 
that the tires provide their typical cus- 
tomer with all the adhesion he'll use and 
give him the maximum service life. Cus- 
tomers who disagree with that policy can 
fit a set of stickier tires and expect to 
replace them at more frequent intervals. 

Some of our test riders complained of 
rubbing their shins on the BMW's rear- 
facing carburetors, which do extend back 
fairly far in the direction of the foot pegs. 
These complaints did not, as you might 
expect, follow rider size—with the tall and 
lanky doing most of the complaining. 
Rather, it seemed to be a function of 
riding style: everyone was comfortable 
just cruising along but some riders like to 
slide their weight forward before attacking 
corners and some slid too far. On the 
other hand, none of us (well, there was 
one, but he's weird) liked the small diame- 
ter handlebar grips, and nobody had a 
kind word for the throttle action, which 
had a heaviness made all the more ag- 
gravating by the grip's small size. The bar- 
mounted signal and beam switches are 
an oddity for us (BMW's flip vertically; 
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„| exhaust systems around. But what we are really 
into is performance. We build each Hooker system 


to exacting standards of design and construction. 
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Hooker Racing Jacket g 
Yellow nylon windbreaker with red and black race 
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Please send me the original Hooker Racing Jacket(s) 

in size(s): - 
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hibited Sorry, no COD. 


нин инш шт ниш пин пиш кин Бан ниш иш Бн БЕН ЕШ ШЕШ БН ЫН ин БЕН Ен БЕШ кшш неш mal 


145 









MOTORCYCLE ACCESSORIES 
AT UNBELIEVABLY LOW PRICES: 


CALL TOLL FREE 
1-800-541-2677 


ALL ORDERS SHIPPED WITHIN 24 HOURS 
BANKAMERICARD| ШЕ ЕДЕД ТЗ 


UPS.-COD. 
O) Call between 8 A.M. & 8 P.M. P.S.T. Mon. thru Fri. 


ALL TIRE AND TUBE PRICES INCLUDE F.E.T. 


Complete line of Goodyear tires and tubes at incredibly low prices. 
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25.22 Start at 
325x19 HI SPEED 15.75 
15:35 
510x16 HI SPEED 
24.60 
325x19 RIB 12.87 * 
DIRT JESTER H. H. 
300x14 MX 9.58 WHEELS сүс & 
460x18 MX 23.88 COMPLETE LINE 
300x21 MX 15.80 CALL FOR PRICES BOOTS : 
350/400x18 SIX DAY MOTORCYCLE CHAIN. Rugged all кае: 
18:62 Solid Roll, Heavy Duty uppers. Steel toe plate. 
and Enduro Sealed. 


400/450x18 SIX DAY 
24.05 4 





Fully lined. Available with 
Smooth sole or Enduro 







Packaged lengths or bulk 

chain. Unbeatable prices. ^ sole. Sizes 6-13. $49.75 

Call in your chain size. Childrens sizes 3-1/2 - 
Comi 5-1/2 (Smooth Sole only) 


$39.75 


KONI SHOCKS 
49.50 per pair 
WITHOUT SPRINGS 


BOGE SHOCKS 


39.50 per pair 
WITHOUT SPRINGS 


NGK PLUGS 


STANDARD — 65é ea. 
in quantity of 10 


Dynamite Denim Pants. 
Padded where it counts. 
Sizes 22 - 38 $14.95 



















CUSTOM TOURING 
SEAT. The ultimate in 
comfort and appearance. 
Durable black naugahyde 
upholstery. Mounting 
bracket for your make and 
model included in our 


low price. $69.95 


HOOKER HEADERS. 
Tuned exhaust equipment 
to fit most bikes. 

Super values. 


BIG 4, INC. 


ORDER TOLL FREE: 1-800-541-2677 
IN WASHINGTON CALL COLLECT (509) 624-1112 


CALL AND ASK FOR FREE CATALOG 


W. 1012 RAILROAD AVE. SPOKANE, WASHINGTON 99204 
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BOOTS 













Good looking leather 
motorcycle boots. 
Available in black or 
brown. Sizes from 6-13. 


$33.75 
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(Japan favorsthe horizontal) but we some- 
times ride a half-dozen motorcycles in a 
single day. Those who own BMWS will get 
used to the vertical switching, and they'll 
appreciate the nice, crisp switch action. 

If you didn't already know, the R100/S 
will tell you that bigger is not in all ways 
better. The one-liter engine has a more 
pronounced torque-pulse vibration than 
last year's 900, which was not as smooth 
as the 750, and can be made to settle 
down and behave like smaller BMWs only 
within a narrow range of engine speeds 
and throttle positions. The bigger pistons 
may even have made some contribution 
to the overall dulling of the BMW's willing- 
ness to respond snappily. 

Yet it'S obvious why BMW has gone out 
to close to a liter of displacement: to 
maintain a performance level while com- 
plying with ever-stricter noise limitations, 
and with impending emission control re- 
quirements. They've done better than 
simply “maintain.” The R100S is the first 
BMW in Cycle's history, and we suspect 
BMW's history, that has covered the quar- 
ter-mile in less than 13 seconds. It ran a 
12.97 sec. quarter at over 103 mph, put- 
ting it in the rather elevated company of 
the KZ1000, the Honda CB750F2, and the 
GS Suzuki 750 as the industry's only 
current 12-second offerings. 

When you add for this and subtract for 
that you get a total that says the R100/S is 
every inch a BMW and every inch a Sport, 
but it’s hard to come up with anything that 
says the R100/S is actually better than 
the R90/S. It's different, and it's newer, it’s 
faster, and it'S more expensive; we're not 
at all convinced that it's a complete im- 
provement. Be that as it may, the R100/S 
is good, and it surely hasn't stopped being 
a BMW. It still gives you a headlight that's 
about as good as motorcycle lamps get to 
be, and it still provides its rider with the 
best set of tools he's likely to see. It even 
has all the quirky but totally effective BMW 
traits, like the drilled discs up front that 
make a subdued buzzing when clamped 
by the calipers—but aren't bothered by 
streaming rain and don't squeak. It's been 
changed, but remains completely a BMW: 
fast, quiet, comfortable, very expensive 
and utterly unique. e 
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BULTACO 250/370..Continued from page 102 


strength and harder riding conditions, as 
can be seen in the following technical 
comparisons with the 250's fork: 


250 370 
Stanchion diameter 35mm 38mm 
Spring weight 18 Ibs. 22 Ibs. 
Oil weight 10W 30W 
Oil capacity 220cc 300cc 
Travel 8.0 іп. 9.5 іп. 


Overall weight is higher for the leading- 
axle version so the 370's front end feels 
heavier, but superb action and consis- 
tency are worth the extra ounces. 
Curiously both bikes have different rear 
hubs—each with its own advantages. The 
370's is the 1976 motocross hub, which is 
slightly lighter and allows a cable-oper- 
ated rear brake to minimize hop while 
braking on rough terrain. Its drum and 
sprocket are both on the left. The 250's 
hub is slightly stronger because the brake 
drum and sprocket are on opposite sides 
and this allows a superior spoke pattern. 
Also, heat from the sprocket doesn't dif- 
fuse into the brake drum. However the 
250's rod-activated brake contributes to 
brake hop, but this is a minor disadvan- 
tage since both Bultacos are already 
among the most hop-free of all dirt bikes. 
Two other exclusive 370 features are a 
chain guard for protection and cleanli- 
ness of both chain and rider and a handy 
built-in tool box on a new, narrower gas 
tank. The tank should have a larger ca- 
pacity to extendthe bike's 60-mile range. 
In contrast to the 250's complicated 
porting, the bigger engine utilizes basic 
five-port design to produce a highly re- 
spectable 33.23 bhp on Webco's dyno. 
Even more impressive is that there is well 
over 20 pound-feet of torque available 
from 5500 to 7500 revs. This much hp and 
torque with only 265 pounds of wet weight 
gives a 370 Frontera rider incredible flex- 
ibility. He can use the engine's torque 
where traction is poor, when downshifting 
isn't convenient or when precise power is 
needed without benefit of momentum— 
such as when weaving through trees or 
rocks on steep hills. When hard accelera- 
tion is necessary to pass someone or 
charge an Everest-like peak, just dial-up 
7500 rpm for 38 MX-style horsepower. It 
took the 1976 Pursang engine to deliver 
this flexibility and still keep the EPA's 
sound meters from over revving. This 
year's Frontera motor is simply the 1976 
motocross powerplant, which has double- 
row main bearings, widergears, and other 
improvements over last year's Frontera. 
Only minor problems prevented a near 
perfect performance by the two Frontiers- 
men. On the 370 a muffler bracket pulled 
away from the pipe when its welds broke 
(a not-uncommon occurrence, or so we 
understand), the horn quit its asthmatic 
rattle altogether, and the speedo cable fell 
off. On the 250 two seat bolts disappeared 
and the round plastic Bultaco emblem on 
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the gas tank came loose. The only perfor- 
mance problem suffered by the 370 was a 
rear brake cable which either stretched or 
came out of adjustment, or both, resulting 
in a loss of the original braking excel- 
lence—which was only partially restored 
after readjustment. The 250 had a ten- 
dency to miss shifts—perhaps four or five 
an hour—but since the 370 shifted fault- 
lessly with the same gearbox design, we'll 
assume that our particular 250 had a 
maladjustment which would have been 
covered by the Bultaco warranty. 

When you first sit on a Frontera it feels 
short-coupled, but acclimation only takes 
a half-day. Power is unimpressive at first 
because the bike doesn't live up to its 
ISDT-charger image of pulling third-gear 
wheelies and leaving Panama canals in 
the tire’s wake. A rider soon finds that 
Bultaco's tractable power will exceed his 
ability just as effectively as the flashier 
horsepower of a Penton or Can-Am. Quiet 
mufflers mask the racket usually atten- 
dant to hard-running two-strokes, so it 
sometimes doesn't sound like you're 
going as fast as you are. Often the bike 
waltzes up a hill you didn't expect it to 
make. The 250 is definitely somewhat 
limited because the type and amount of its 
power precludes lofting the front wheel 
over a ditch with just a crack of the 
throttle, or breaking traction instantly to 
start a slide. The 370 does both tricks 
handily. 

All riders could use the Frontera's han- 
dling. Perfectly neutral steering and good 
brakes join excellent suspension to give 
both bikes super-effective handling on all 
terrain. So often a bike good on fire roads 
gets wiggly in the rough, or the rock 
climber pitches high out of every slide, but 
the Buls do everything the right way. 
Metzeler tires instead of the stock Pirellis 
unquestionably helped our test bikes. 

Suspension has been behind engine 
technology for years, but at Bultaco it's 
caught up. Both forks are as good as 
anything from Italy, if not better, and the 
little-publicized Betor shocks were sprung 
exactly right and stayed consistent 
through miles of pounding in desert 
whoop-dee-doos. For the first time in re- 
cent Cycle magazine history, we aren't 
going to criticize a dirt bike’s suspension. 

We didn’t expect the Fronteras to be as 
good as they are, but it’s all true—and to 
the great benefit of anyone who decides 
to buy one. The prices are $1564 and 
$1714—less than equivalent European 
true enduros and slightly more than Jap- 
anese versions. If you have a specific 
reason for wanting to ride the 250 class, 
then you'll need the 250. But if you simply 
want to have fun riding trails, then work on 
your lunch hour, at night, on weekends 
and don't spend money on dates or pay 
your taxes until you save the extra $150 
necessary for a 370. It's the créme de la 
créme of Fronteras, the filet mignon 
smothered in prime rib, the Frontera a /a 


mode and trailbike supreme. e 
CYCLE 


PUFFER POWER ..Continued from page 106 


ample, are straight, not helixed (or 
skewed) as they are in a GMC. Straight 
rotors are more efficient at lower blower 
speeds; helixed rotors do a better job of 
delivering a smooth flow of high-pressure 
air to the engine, and they reduce random 
air confusion inside the blower cases. 
Opting for the low-speed efficiency of the 
straight-rotor concept, Jerry set about 
persuading his scaled-down pump to flow 
air properly. Part of his solution-mix in- 
volved "porting" the supercharger's air 
inlet and creating a venturi effect to keep 
air velocity up. 

Rootes-type blowers, of which Magnu- 
son's is an example, are simple: just two 
meshed rotors and a tightly-fitted case. 
Pumping occurs because air flows into 
the spaces between the rotor's flanks and 
the case's walls, finds itself trapped there 
by the rotor's tips, and is then delivered to 
the blower's outlet side. The air can't 
escape back between the rotors, whose 
flanks and tips are held in close mesh by a 
pair of phasing gears, and it's this mesh- 
ing action that actually compresses the 
air. A Rootes blower's true direction of 
rotation is "backwards," and the air takes 
two paths to follow the case's walls on its 
way to the engine. 

Anywhere there's a discontinuity in a 
System where pressure differentials exist, 
there's a chance of leakage. Super- 
chargers are loaded with leakage pos- 
sibilities: between the rotors, between the 
rotors and the case, between the rotors 
and the end plates. GMC superchargers 
commonly deal with the worst low-speed 
leakage area—between rotors and case— 
with Teflon rotor tip seals, similar to tip 
seals in Wankel engines only made of 
different stuff. Magnuson has no need for 
seals—he sets the clearance between the 
rotors and the bottom of the case at .003- 
in., uses single-row bearings on the cast- 
in rotor shafts and is terribly precise with 
the relationship between the gears that 
actually rotate the paddlewheels inside. 

Having produced a supercharger that 
is for the time being acceptably efficient 
(6096 efficiency at 10,000 blower rpm), 
Magnuson was more pleased than sur- 
prised by Teson's 7.9-sec. shot last Fall. 
Drag racing rewards engine torque more 
than it does peak horsepower, and a 
proper-working supercharger can force 
an engine to make God's own plenty of 
torque. All the chopping and swirling in- 
Side the blower gives good fuel/air mixing 
(especially critical in a nitro engine, since 
nitro has such a high specific gravity and 
tends to puddle or form large, wet drop- 
lets which do not burn properly); and 
since torque is a direct by-product of 
good cylinder filling, a lusty actual com- 
pression ratio and decent ignition timing, 
it would follow that a supercharged en- 
gine has unmatched low- and mid-range 
pulling power. 


(Continued on page 150) 
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Excalibur I / 


The Excalibur | is the 

finest adjustable Bar 

and Rack ever created — 
~ and it’s available now! 


All solid steel, then 
show-chrome plated. 
Two-year warranty against breakage. 1 
Available now for GL1000, 750 Honda, ` 
and 900 Kawasaki (for other models 
soon). Sold separately — Backrest . 
$18.95; Luggage Rack $69.95; 
Pad $15.95. OR save $5 
by ordering the com- 
plete kit. See your 
local D.S. dealer or 
write Drag Specialties. 


| 


‘finer accessories for all motorcycles 


6868 washington ave. so.; eden prairie, minnesota 55343 


Send for free literature, or see any of our 7000 dealers nationwide. 





CIRCLE NO. 40 ON READER SERVICE PAGE. 











VAMAHA-DULCATI 
KAWASAKI: HD 






Name dropping is not our 
business — making batteries 
is — we've been doing it for 
over 50 years. Most Japanese, 
European and American 
manufacturers specify YUASA 
batteries as standard equipment 
on their cycles. So when it's 
time to replace your battery — # 
replace it with the one designed $8 
specifically to give you the right i 
power, longer life and 
easy installation 
without modifications. WA ! 
Accept no substitutes YUASA 
— ask for YUASA. 


YUASA BATTERY (AMERICA), INC. 
P.O. Box 2905, Santa Fe Springs, Ca. 90670 Tel. (213) 698-2275 
CIRCLE NO. 53 ON READER SERVICE PAGE. 
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& INCREASES POWER 
AND PERFORMANCE 


@ REDUCES HEAT AND 
ENGINE WEAR 


Ө EXCELLENT FOR 
INJECTOR SYSTEMS 


BG 2-Cycle Motorcycle Oil is a special 
blend of highly refined petroleum oils 
and additives — including BG Super- 
charge, to clean the fuel system and 
remove deposits — and BG Extreme 
Pressure Concentrate, to reduce fric- 
tion, increase power and performance 
and keep heat and wear to a minimum. 


Other great BG Bike Guards include: 
BG Chain Lubricant, the clean lubri- 
cant that stays on; BG Extreme Pressure Concentrate, that 
makes shifting smoother; and BG Competition Fork Oil, 
the non-foaming oil that keeps seals pliable, prevents leaks 








2-Cucle 
Motorcycle 
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EXCELLENT FOR INJECTOR SYSTEMS 


PANT wo ana 


кыс 


NET 32 FL. 07. (1 0T.) 
0.946 liter 





All BG Motorcycle Specialty Products Are Laboratory and Field 
Tested and Are Available Only Through Qualified Specialists. 


BG PRODUCTS, INC., Box 11264, Wichita, Kansas 67211 
Distributor Inquiries Invited 


Only 


Discover 
Leathercraft! 15 95 


Two genuine leather kits... 
key fob & bag tag! 


For only $1.95 уб сап | make a genuine leather bag tag and 
key fob. Stamp your own design. Tools and pattern sheet in- 
cluded. Kit complete. Easy and fun to assemble. Tools and 
materials can also be used for other projects. 

You'll also receive a big, 116 page, full The Mini-Kit includes: 
color catalog of leathercraft gifts and ideas © Key fob 

showing other valuable things you can e Bag tag 

make from genuine leather. Start your 92 Craftool 
collection of leathercraft tools & supplies! stamping tools 


91 oz. bottle of 
CALL TOLL FREE 1 - 800- 433- 7110 


Hi Liter 
(IN TEXAS CALL 1-800-792-8798). © Pattern and in- 


to order your Mini-Kit struction sheet 
еше] 9 Hardware 





9 Practice piece 


PUN 
dandus m mm um m um um 
Mail this coupon with a check or money order for $1.95 


plus 25c postage to 2808 Shamrock, Dept. KCY9, Fort 
Worth, Texas, 76107 (Texas residents add 10c sales tax). 


Мате. 


Address 


Cty ÉL State 
Not redeemable for cash. Cannot be used in combination with other Tandy offers. 
Only one coupon per purchase. 





It is precisely this mid-range power that 
separates the superchargers from the tur- 
bochargers. Turbos have their advan- 
tages: they don't take much engine power 
to drive, they process air and introduce it 
to the inlet side of the engine with far less 
turbulence than superchargers, and they 
can produce wicked amounts of boost at 
high turbine speeds. But since turbine 
speed has to come from exhaust pres- 
sure, and exhaust pressure from throttle 
opening, displacement and engine speed, 
turbos historically have been limited in 
terms of mid-range torque and punished 
by a lack of quick response to changes in 
throttle opening. Superchargers, on the 
other hand, may lose a bit of high engine- 
speed efficiency, but on the bottom and in 
the middle, turbos can't touch them. 

A supercharger is in effect an in- 
stantaneous displacement-improver. 
Teson's engine displaces 970cc actual. At 
2000 blower rpm, the supercharger is 
producing 17-18 pounds of boost, and 
keeps doing it up to 10,000 blower rpm. 
Since the supercharger is overdriven 996, 
the engine enjoys full boost from 1820 
engine rpm up to 9100 rpm. That means 
that from just off-idle to the power peak, 
Ron's Honda engine has an effective dis- 
placement of over 2100cc. 

Working in concert with Magnuson's 
sophisticated and well-developed little su- 
percharger is a fuel delivery system that 
no longer is unique to motorcycle drag 
racers. Nitro mix is pulled from the bike's 
2%-gal. tank by an injector pump driven 
offthe right end of the supercharger. One 
line from the pump feeds the barrel valve, 
controlled by the throttle shaft. Two other 
lines from the pump return to the tank: 
one regulates, with a "pill" (or jet), the 
amount of fuel pressure fed to the barrel 
valve; the other is the high-speed bypass 
line. The third return line comes from the 
barrel valve's low-speed bypass. All three 
return lines are jettable. 

Fuel from the output side of the pump 
goes to the barrel valve, which essentially 
is a variable metering valve, and thence 
into the engine through the injector body 
(a standard Hilborn 2%-in. hole) and the 
supercharger. Once pressure reaches 5- 
6 Ibs., fuel begins to be delivered to, and 
through, the intake port nozzles; at half- 
speed, 5096 of the fuel goes through the 
supercharger and 5096 goes through the 
port nozzles. 

To watch the bike run is to watch the 
future of Top Fuel motorcycle drag rac- 
ing. The bike fires instantaneously with a 
detachable automotive starter motor 
which Bill Bernard inserts into a splined 
coupler at the end of the crankshaft. The 
engine idles nicely, albeit with a some- 
what frantic loping beat. When Teson 
nicks the throttle, engine response is 
quicker than instantaneous. 

“I've ridden a lot of drag bikes," Teson 
says. "This is the only one that ever 
scared me.” It'll scare a lot of other people 


before the '77 racing season is done. © 
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THE ALL-NEW 


1977 CYCLE BUYERS GUIDE 


IS SCHEDULED TO GO ON SALE NATIONALLY MAY, 1977. 


You can increase your purchasing power with this encyclopedia of two-wheel motor products 

—the only complete catalog of road bikes, dirt bikes, minis, mopeds and accessories available in 
the United States. This all-new edition features classified specification indexing to make com- 

parison shopping easier than ever. Photographs and technical descriptions by CYCLE editors will 
give you an expert's insight into getting the most of what you want for your money. As a bonus there 
are also road tests, with dyno charts, of the latest, most popular models, the editors' selection of the 
10 Best Buys, a Readers' Guide to books and catalogs, and other information-packed features. 
Here is the full story on what there is, what you need, and what you can afford—before you buy. 


RESERVE YOUR COPY NOW AT THE SPECIAL 
PRE-PUBLICATION PRICE OF ONLY $1.50, 


POSTPAID. 


This offer is being made to readers 
of Cycle Magazine only. News- 
stand price is $1.95; mail order 
price $2.50. Reserve your copy 
now by completing the Reservation 
Form and returning it with your 
remittance. You'll enjoy the con- 
venience of having your copy of 
the 1977 Cycle Buyers Guide 
delivered to you from first-off-the- 
press copies...and you'll SAVE 
MONIEY too. 
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SEE THE LIGHT ....Continued from page 119 


1200 feet. The rider has the impression of 
seeing with greater clarity because the 
light is white, not yellowish. 

Bear in mind, however, that your basic 
vision determines the precision with 
which you can perceive objects ahead. 
For example, if you're near-sighted and 
haven't had an eye tune-up in five or six 
years, an object which you see clearly at 
600 feet may be blurry at 1200 feet, even 
though the object is lighted well enough 
for an individual with 20/20 vision to make 
it out with no difficulty. That should tell 
you that your problem hasn't entirely been 
over-driving your sealed-beam light; a 
large part of your problem has been over- 
driving your eyes. 

The quartz iodine lights will illuminate 
the sides of the road better on high beams 
than a conventional headlight. An in-the- 
field comparison would suggest that the 
QI lights have high beams that are about 
20 to 25 percent wider than ordinary 
headlights at most points down the road. 
The superiority of quartz iodine light pat- 
terns can best be illustrated in a photog- 
raphy laboratory where the headlights 
can be shined on a wall in carefully con- 
trolled lighting conditions. Quartz iodine 
headlights show a far greater spread of 
light on high beam than conventional 
sealed beams. 

Greater side lighting reduces the ten- 
dency of motorcycles to lose the head- 
light when cornering on high beam and 
increases the chances of seeing non- 
illuminated, non-reflecting objects at the 
sides of the road. Furthermore, the wider 
quartz iodine high beams will pick up 
reflectorized signs in fields far better than 
sealed beams at night. 

A laboratory screen offers the best op- 
portunity to see variations in high-beam 
light patterns among different seven-inch 
H-4 headlights. You should note, how- 
ever, that only the most gross differences 
that appear on the wall can be seen on the 
road at night. Although the lab screen 
shows some differences in QI high-beam 
patterns, these lights look practically iden- 
tical on the road at night. 

Low Beam Performance: Light intensity 
aside, the most obvious difference be- 
tween sealed beams and quartz iodine 
lighting is the Ql's asymmetrical low-beam 
pattern. Moreover, like the high beams, 
the light from a quartz iodine lamp fans 
out to provide more lateral illumination 
than a conventional low beam. 

All European Code headlamps have 
low beam cut-offs in the left lane. The 
accompanying laboratory photographs, 
which show the low beam lights projected 
on a vertical screen, give a sense of the 
way the light is patterned. 

The Bosch produces the traditional 
asymmetrical pattern. Right side illumina- 
tion is very good; there are very few holes 
or shadows in it. The light reaches quite 
high on the right side of the screen with 
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lots of lateral illumination on the sides. 
The cut-off is sharply defined, running 
straight in from left-center to middle-cen- 
ter and then up diagonally to the right top. 

The Carello low-beam shows a looping 
arc of light that starts low in the bottom 
corners and rises to the middle-center. 
From a hot-spot in middle-center a shaft 
of light rises toward the upper right cor- 
ner, leaving some shadowy areas below 
the rising shaft and above the light arc on 
the right side. 

The Marchal low beam has side lighting 
similar to the Bosch, and channels the 
light іп the same rough arc as the Carello. 
But there are differences. The Marchal 
has a shorter shaft of light rising out of the 
middle-center toward the right corner 
than does the Carello. On the other hand, 
the Marchal projects an almost horizontal 
arm of light out to the right with vertical 
columns going up from the horizontal arm 
at even intervals. 

The Cibie Z beam has a basic arc of 
light which has been lopped off horizon- 
tally at the top in two levels, slightly higher 
on the right side than the left. The step at 
the middle-center takes the form of a 
backwards Z, thus giving the light its 
name. (With greater distance between the 
lamp and screen, the backward Z be- 
comes more pronounced.) The Cibie also 
has shafts of light that extend to the right 
and left below the horizontal cut-offs and 
beyond the range of the basic light arc. 

The cut-offs in European Code lamps 
are just fine for running non-winding 
roads at night. But on a vicious curving 
road, the cut-offs present a couple of 
problems. When a motorcycle brakes for 
a corner, the front end goes down. With a 
motorcycle that has very soft front sus- 
pension, the effective range of the lights 
diminishes drastically on low beam; de- 
pending upon the motorcycle and road, 
the left lane illumination can fall off to 20 
or 30 feet. You don't want to be braking 
hard into a sharp left-hander because 
such light as there is won't track into the 
corner anyway. 

Cibie's Z light cuts off the top of the low 
beam in both lanes; under certain twist- 
ing-road conditions with softy-sprung 
motorcycles, this set-up could be quite 
unpleasant. Going downhill, hard braking 
would shorten the range of vision in both 
lanes to an unacceptable distance. 

The Z beam is a new development for 
cars. Our experience with the Z suggest 
that has no advantages for motorcycle 
use. If you want a Cibie, we would recom- 
mend the standard issue seven-inch H-4 
Cibie. Leave the Z to the car set. 

Quartz iodine headlights do minimize 
somewhat the classic motorcycle low- 
beam emergency situation: you see, for 
example, an animal ready to bolt on the 
road from the left; you brake hard, only to 
pull down the light beam and lose track of 
the hazard. The effective range of О! 
lights on low beam is still greater than that 
of asealed beam on low. So your chances 


of picking up an on-the-road danger is 
better with the QI lights despite their cut- 
offs in the left lane. 

Construction: All quartz iodine seven- 
inch lens/reflector units mount separate 
bulbs, and the bulb receptacles vary in 
construction quality. The Bosch has a 
cast boss into which the bulb fits, and 
substantial spring-steel retaining wires 
securely lock the bulb into place. The 
Carello holds the bulb with a very simple 
clip retainer with two dog legs; it’s pretty 
flimsy compared to the Bosch system. 
The Cibie ring-lock retainer is barely bet- 
ter than the Carello. 

Marchal has a clever solution. The bulb 
goes into a mounting boss, where it is 
secured by a spring attached to a plastic 
cap. The cap screws into the back of the 
lens and snap-locks. 

The Marchal cap has another purpose: 
preventing dust and moisture from enter- 
ing the lens/reflector. The mating surface 
between the reflector back and cap has a 
rubber seal, thus stopping airborne debris 
from being drawn into the reflector/lens 
unit. Without an effective seal the tiny 
openings between the bulb and bulb- 
holder form open gates to the interior of 
lens/reflectors. 

The Carello’s bulb-to-socket fit isn’t es- 
pecially tight; there are little nooks and 
crannies for the dust and dirt to enter. The 
Z beam Cibie showed the widest open- 
ings of all between bulb and socket. We 
question whether any rubber boot could 
prevent dirt from floating into the Cibie or 
Carello lens/reflectors. 

Because motorcycles vibrate a good 
deal, experience indicates that intricate 
and delicate shields inside the lens/re- 
flector units are more vulnerable to failure 
than those units which control the light 
pattern without internal shields. Although 
none of the quartz iodine lights failed 
during the test, you should know that the 
Marchal, Cibie Z beam and the Carello all 
have internal shields. Only the Bosch au- 
tomotive unit does not. 

There’s another wrinkle to the lighting 
game. Many auto accessory salesmen will 
be delighted to sell you a single seven- 
inch H-4 lens/reflector unit so long as 
you’re happy to buy an H-4 bulb too. 
That's okay the first time, but if your lens/ 
reflector has been damaged or frags it- 
self, you'll not be too thrilled to buy yet 
another bulb. Don't fall for the line that “It 
only comes as a unit." Find another store 
and save $12.00. 

More Light, More Money: You can pop 
on down to your local discount store and 
find a sealed beam for $3.19. On the other 
end of the scale, a local off-road ac- 
cessory shop sold the Cibie Z beam, 
including a quartz iodine bulb, for $30.10. 
The Marchal came from the Flanders 
Company (340 South Fair Oaks Avenue, 
Pasadena, CA 91105) where the unit 
complete with bulb retails for $21.95. 
Racecrafters (7801 Canoga Ave., Canoga 
Park, CA 91304) can supply the Carello 
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© Introducing 
the unique 
Air Adjust- 
T able" Shock 
- Absorber Sys- 
LP tem by S& М. 
* The first unit 
* engineered and 
* designed to meet 
* the suspension 
needs of the 
street bike rider. 
3 A unique 
" concept-the Air- 
" Shock replaces the 
" conventional and lim- 
Lr ES ited coil-spring with 
xs А ‚ an infinitely adjustable 
= ,f "Air Spring”— putting 
convenience, comfort and 
control at your fingertips. 
The "Air Adjustable" concentric air 
spring finally makes it possible to have 
a "spring-rate" low enough to take ad- 
vantage of the nice soft ride it affords. 
Simply inflate or deflate it to suit any 
possible riding style and condition — 
quickly and easily compensate for dras- 
tic load changes; passengers, luggage 
or aggressive riding through corners. 
And because "The Air Adjustable" is nat- 
urally progressive, you enjoy a very com- 
fortable ride. And you won't bottom out. 


The Air 
Adjustable. 


Special Limited Offer !. 

S&W Catalog: $2.00 "Ringer" T-Shirt: $4.00 
(specify size: S, M, L, XL) 

Catalog & T-Shirt (together): $5.50 

Please include $1.00 handling with all orders. 
Allow six weeks for delivery. 

S &W Engineered Products 

P.O. Box 767 Downey, CA 90241 


SW 


CIRCLE NO. 38 ON READER SERVICE PAGE. 
MAY 1977 


ENGINEERED 
PRODUCTS 


unit for $21.75; or the standard quartz 
iodine Cibie for $24.98. 

Moto Fast (1070 Florence Way, Camp- 
bell, CA 95008) handles the seven-inch 
Bosch automotive units; they cost $26.45 
complete (lens/reflector goes for $14.50; 
the bulb is $11.95). H-4 bulbs vary in price 
between $11 and $12 depending on the 
outlet. Moto Fast can also supply the new 
two-piece seven-inch Bosch motorcycle 
headlight; price is unknown. At the time of 
this writing, this new seven-inch Bosch is 
too new to appear on the present Califor- 
nia approved-devices list, but it most likely 
will make the list soon. The seven-inch 
(170mm) unit is very similar to the motor- 
cycle-legal 160mm and 200mm Bosch 
headlights fitted to BMWs. You can buy a 
160mm BMW headlight from a BMW 
dealer, and make the unit fit into a stan- 
dard 170mm shell. That route will give you 
a legal light, and an expensive one. 

Conclusion: The Marchal unit is the 
most intelligent buy. Together with the 
Bosch lights for BMWs, it has met cer- 
tification tests for motorcycle use. Without 
living with a light for a year or so, it's 
impossible to comment about long-term 
reliability and durability though certified 
headlamps have passed proper en- 
durance tests. 

The Cibie Z beam has too much right- 
lane cut-off to suit us. We think the less 
expensive standard Cibie О! light is a 
better deal; we were not impressed, how- 
ever, with the Cibie's construction. Carel- 
lo is the least expensive quartz iodine 
lamp—and its construction reflects it. 

Neither the Cibie nor Bosch automotive 
lights are technically legal for use in 
motorcycles. The Carello is a motorcycle 
headlight, but it does not appear on the 
California approved-devices list at the 
time of publication. 

The Marchal represents the best value 
for money in seven-inch quartz iodine 
motorcycle lighting. We especially like its 
neat bulb seal. On the other hand, the 
Marchal uses an internal shield secured 
only. on a single arm. The Bosch automo- 
tive unit has a shieldless interior—and a 
pricetag that's 20 per cent higher than the 
Marchal. As a replacement seven-inch 
unit, the Marchal has won the battle of 
bureaucratic red-tape: it's CHP approved 
for use in motorcycle nacelles. e) 
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Bathe Regularly. 


Motorcycle drive chains are 
exposed to dust, dirt and grime that 
can reduce their power 
transmission efficiency by more 
than 15% and their life to 1/100th of 
chains that are properly lubricated. 
Drive chain lubrication is therefore 
recommended every 300 miles. 
The chain should be washed with 
non-flammable solvent, then wiped 
thoroughly clean and dry. 

Generously relubricate with 
D.I.D* Motorcycle Chain Racing 
Lube containing Collodial Graphite. 
In the event D.I.D lubricant is not 
available, the chain may be soaked 
overnight using the following motor 
oil. 

Cold weather 
Mild weather 
Hot weather 

Remove excess lubrication from 
the outside of the chain with a rag. 
To lubricate while still on the 
motorcycle, refer to the illustration 
for proper lubrication points. 

Always use Daido®/D.1.D® Drive 
chain for maximum performance 
and to minimize problems. 

For a copy of our complete 20- 
page catalog and technical 
brochure, send $1.50 check or 
money order to: 

D.I.D* Motorcycle Chain, Dept. C, 
Daido Corporation, 

885 Centennial Avenue, 
Piscataway, N.J. 08854. 


DAIDO 


CORPORATION 
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ORDER YOUR 
COPY NOW! 
FEATURING 
РОВаЕр 
PISTONS 
FOR STREET, 
- DIRT OR 
STRIP. 
Get your FREE brochure — loaded 
with information on Wiseco 2- 
stroke and 4-stroke pistons, en- 
gine related tools, and clothing. 
And, we’ll send you a FREE decal. 


Please send 50¢ to cover cost 
of postage and handling. 


PRINT NAME 

ADDRESS 

CITY 
STATE e aR 


My Primary Interest Is: 
О Dirt 


О Street O Strip 


Wiseco Piston, Inc. 
7236 Industrial Park Blvd. 


Wiseco Mentor, OH 44060 


Wiseco, please send me 1977 brochure and 
decal. (1 enclose 50¢ to cover cost of post- 
age and handling) 


The most 
complete 
mail order 
catalog of 
accessories, 
clothing, 
performance 
equipment 
and replace- 
ment parts 
for all makes 
and models. 


— uan. 


515 N. Victory Blvd., Burbank, Calif. 91502 


Please send me a FREE-copy of the 1977-78 
MOTORCYCLISTS CATALOG. Enclosed is 
$1.00 to cover the cost of postage & handling. . 


(NUI ми. 


MOTORCYCLISTS 
TALOG 1977-78 


E 
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МАМЕ (print) 
ADDRESS 


Please include $1.00 for postage & handling 





EDITORIAL .............. Continued from page 4 


distributors in more modest quantities, 
because modest quantities are all he can 
afford. "You know," a prominent Boston 
dealer told me two months ago, “I feel 
sorry for my customers. | can't carry the 
parts they need to keep their bikes on the 
road, and | can't afford to hire the proper 
number of good mechanics. A customer 
comes to me with a bike that needs some 
help and | have to tell the guy, 'Look, it 
may be three weeks before you get it 
back.’ And even then I'm not sure of the 
quality of the work that'll get done to the 
guy's scooter." 

At another level beneath the surface, 
there is now a head-on conflict between 
brand new '75 and '76 models and the 
used bike market. If you could pick up a 
no-mileage CB750 Honda for what a used 
CB750 would ordinarily cost, which one 
would you buy? The new one, of course. 
So the bottom has dropped out of the 
used bike market, which means that folks 
who would like to get on something shin- 
ier simply can't because they can't afford 
to take the kind of licking they'd get by 
selling what they have. Result? New bike 
prices drop even lower, which represents 
an even smaller profit for the dealer, 
which means even fewer (and more ex- 
pensive) spare parts, and even worse 
service work. 

| suppose the only sensible strategy 
available to the dealers, manufacturers 
and distributors is the one they are pursu- 
ing: maintain the supply, massage the 
demand and cut prices to the bone hop- 
ing to get out from under all that inventory. 
But it’s going to be a slow process—in all 
likelihood the market is going to be 
choked for months to come. 

During that period you'll be able to buy 
bikes at the same price level you're buying 
them now—which is to say, in some 
cases, for 5096 of what the bikes are 
worth. What are they really worth? Here 
are some more or less educated guesses: 
Honda GL1000: $4000; Suzuki GS750: 
$2800; Honda CB750F2: $2800; Yamaha 
XS750D and 2D: $3400; Yamaha RD400: 
$2200; Honda XL350: $1800; Suzuki 
PE250: $1800; Kawasaki KZ1000: $3500. 
Compare these prices, which | admit are 
only guesses based on what | consider to 
be inherent value, to what you are actually 
paying. 

Imagine the condition your dealer 
would be in if he could get these prices. 
He'd have ample spare parts, good help in 
the shop and a cheery attitude. He occa- 
sionally would have good news. | am not 
suggesting that you shop around and take 
your business to those dealers who are 
charging full tilt for new bikes and parts. 
What | am suggesting is that the day will 
come when you will be paying full retail, 
maybe more, for your new motorcycle. 
When that day comes, perverse as it 
sounds, you will have every reason to 
rejoice. So will your dealer—if he's lucky 
enough to be in business. All we can do 


now is wait, and hope.—Cook Neilson 
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USED PART 


ENGINES—TRANS—FRAMES 
FRONT ENDS—WHEELS—FENDERS 
SEATS—TANKS—ELECTRIC—ETC. 


T) А 


FOR 


HONDA-KAWASAKI— YAMAHA 
SUZUKI—TRIUMPH—BSA—NORTON 


EAST COAST LARGEST 
USED PARTS DEALER 


Clinton Cycle 
G Salvage Inc. 


FOR PARTS OR FREE PRICE LIST 


Call TOLL FREE 800-638-0260 
MARYLAND RES. CALL 301-297-8410 
5726 SPRING ST. CLINTON, MD. 20735 


NEW PARTS TOO! 
HUGE SUZUKI INVENTORY 


ALL PARTS ORDERS SHIPPED 
UPS WITHIN 24 HRS. 


BANK AMERICARD—MASTER CHARGE 


Ride Longer And Like It 


On A Travel Ease 
Water Cushion 
MSN 

















There's nothing like it for long range riding comfort. 
Why? No other manufacturer has utilized (then 
improved on) the unioue water bed principle in a 
bike seat. 

Eliminates Pressure Points - Hydraulic principle 
equalizes support wherever it touches. 

“New Seat" With Every Shift - Shift your 
weight. The plastic foam and water adjusts to fit your 
new position like a mold. 

Vibration Stops at the Water - Talk about ‘‘damp- 
ing affect" -- the water isolates you from tiring road 
vibration. 

"His and Hers” Adjustment - Separately adjust- 
able chambers provide individual two-up comfort. 
Highly Recommended - by articles in the follow- 
ing magazines: CYCLE WORLD, Dec. 1975; RIDER, 
Summer 1975; BIG BIKE, Nov. 1975; STREET BIKE, 
July 1975,. MOTORCYCLIST, Feb. 1976. 

Fits Most Bikes - Attaches in seconds without 
tools to these 250 through 1000 cc. makes: BMW, 
Honda, Moto Guzzi, Kawasaki, Suzuki, Yamaha, 
Norton, Triumph, Ducati and BSA. 

One Time Investment - The water cushion at- 
taches to existing seat and therefore can be trans- 
ferred from your old bike to your new one. 

Only $29.95. - Send the name and model of your 
bike with a check for $29.95. We will ship your 
TRAVEL EASE WATER CUSHION postpaid within 


48hours. JML Products 
Department C e Box 17808 
Milwaukee, WI 53217 414 / 352-8848 


Dealer and Distributor Inquiries Invited 



































PAT HENNEN ........ Continued from page 126 
learning a track so important, because 
then you can go fairly quickly without 
wearing yourself out. You have to take 
care of that, and getting your bike set up 
right, before a pattern or strategy will do 
you any good. If your bike is slow, а 
pattern will only help you psyche out the 
12th-place guy. Big deal. 

“Its really hard to say who’s the best 
road racer. Steve Baker has been riding 
that OW31. He’s selected just a few road 
races and put all his efforts into those, and 
its paid off. It was a small package they 
put together, well-organized, and they 
didn't try to do too much. Kenny Roberts 
has spread himself too thin; it’s hard to be 
fantastic at everything. Machinery is im- 
portant, but there are some people whose 
machinery isn't especially good and they 
still go well. Cecotto didn't have the equip- 
ment this last year, but his previous year 
was а bit of a miracle. And Agostini this 
year, well, several times we'd watch him 
and say, ‘That can't be Agostini.’ But at 
the Nurburgring on the MV he was just 
gone. He also won at Assen in the 350 
class on an MV, and there again, as soon 
as the race started, he was gone. All of a 
sudden, there was Agostini . . . and then 
there were the other people racing. The 
500 class must have been very depress- 
ing for Cecotto last year. They'd bring the 
Yamaha 500 four to the races but it only 
raced through the first third of the season. 
He'd try it in practice, and after that it 
would just be parked. You could see he 
was trying very hard but it was just too 
slow; it didn't have enough horsepower. 

"As far as I’m concerned the outstand- 
ing tuners are Erv Kanemoto and Neville 
Doyle. Doyle runs Team Kawasaki in Aus- 
tralia, and the bikes under his control are 
dominant, or were until this last year. He 
was able to take those Kawasakis and 
make them go really quickly. | don’t know 
much about Carruthers because | only 
see him at the races. Among the Euro- 
pean tuners, as far as | could determine 
nobody really stood out from the crowd. 
There was very little modifying | saw that 
was successful. Nobby Clark has a lot of 
experience and quite a reputation, es- 
pecially for the people and the teams he’s 
been tuning for. But Erv Kanemoto and 
Neville Doyle stand out above all of them. 

“Suzuki’s building new bikes for this 
coming season and there will be a handful 
of special bikes for the team itself. I'll be 
using one of the new 700s as well as the 
500 GP bike. The RG700 will be used in 
the English races, and, at the rider's dis- 
cretion, in International races. There will 
be very few of these, only three or four, 
and | think they're an experiment to see if 
this type of machine can be competitive. 
Then maybe next year they'll build more 
of them. It was like that last year with Barry 
Sheene's bike, which among other things 
had its bore and stroke changed from the 
standard RG500's 56x50mm to.54x54mm. 
They made the change and then rather 
MAY 1977 


than just test the dimensions in Japan 
before adopting them for production, they 
sent the bike out into the field. 

"We are putting together a sponsorship 
program. I’m riding for Suzuki GB, and 
they're running the team completely dif- 
ferently than they have in the past. Last 
year being on their team was like having a 
works ride. You were an employee. 
They'd just tell you where to show up, and 
the riders weren't even responsible for 
things like their leathers. Suzuki GB would 
organize something with a leathers man- 
ufacturer. So you'd travel to the race at 
their expense and just hop on the bike. 
But this year they have it broken down 
into individual team members. They 
provide the machine and pay a retainer 
sufficient for you to hire a mechanic and 
some kind of transportation, but you your- 
self are responsible for everything after 
that: the selection and type of transport 
you're going to use, who you have work- 
ing on your machine, and so forth. 

"We've been looking for a large major 
sponsorship but haven't achieved that 
thus far. We've got helmets and leather 
companies, and those sorts of items, but 
nothing else. Still, for those who have big 
names in Europe the sponsorship oppor- 
tunities are just phenomenal, because 
they include companies totally unrelated 
to motorcycling. We started making a list 
of companies to approach, and we had 
ice cream companies and everything you 
could think of. There are so many dif- 
ferent kinds of people following racing 
there that sponsorship doesn't neces- 
sarily have to be motorcycle-related. 

“I'd like to persuade Kanemoto to come 
over because he's such an incredible 
person as far as understanding ma- 
chinery, and for being able to take a hunk 
of machinery and really make it into some- 
thing that goes out and races. This year 
the person who will be helping me is 
somebody Гуе seen operate before, and 
he's good. | sort of enjoy working on the 
machines anyway, so lIl always be in- 
volved in doing it to a certain extent. 

"At the end of this coming season it's 
important that | be able to make sense out 
of my involvement in GP racing, in terms 
of it being something | can depend upon. 
If at the end of the season it seems to be 
as flighty as it has been—and I’ve been 
pretty lucky in that it's been flighty in the 
right direction; each year has been an 
improvement over the last one—if | can 
put together a five-year program, have a 
decent way to go, then I'll continue racing. 
Otherwise, there are lots of other things I 
enjoy. As you get a little older you begin to 
understand that there are other things, 
such as working on the machines, trying 
to make improvements. If | weren't doing 
this Га go back to school. | took two 
semesters of college classes, one each 
year, after high school, but racing is like 
anything else. If you're going to do it well, 
you have to just jump in with both feet and 
do the whole thing." e 


SERVICE 
DIVISION 


FREE! ое 


Includes a wide variety of products associ- 
ated with the special interests of readers of 
Ziff-Davis magazines — Psychology Today, 
Popular Photography, Stereo Review, Popular 
Electronics, Boating, Flying, Car and Driver, 
Cycle, Skiing. 


Send for your free catalog today. 


| CONSUMER 






Consumer Service Division, 
595 Broadway, сү:57 
New York, N.Y. 10012 


PATCHES 


Let them know who you are. 
Beautiful embroidered emblem sets 
or printed transfers for front or back 
of your jacket. Send sketch for free 
price. Send camera ready colored 
drawing and get one set free with 
order, Free catalog. 


EASTERN EMBLEM MFG. CORP., P. 0. BOX 828 DEPT. CM5 
UNION CITY, М. J. 07087 













Riders Liite 


Offers youa FREE CATO LOG. Complete, up-to- 


date mailorder catolog available to the discriminate buyer. Save 
10% to 50% on parts and accessories for custom or touring. 
Order direct for Harley, Honda, Kawasaki & other major models. 
DON'T HESITATE! SEND TODAY- 
The Risers E lite P.O. BOX 8404 
Che Riders Elite SAN JOSE, CA 95155 





MOTOCROSS ACTION STYLE 
KIDNEY AND BACK SUPPORT 


This incredible belt is hand fash- 
ioned to give you complete sup- 
і port/comfort as it flexes with your 
body. no pinching or binding. 
$ 95 
only 23: NEW FOR ALL CYCLISTS 
Handsome black leather-grained finish with black elastic 
action-back, really holds you firm. More adjustable than 
regular belts due to the miracle non-slip, triple locking- 
straps made of Velcro® the same material used by the 
astronauts. 
FEEL THE DIFFERENCE THE MOMENT YOU BUCKLE UP! 
Not readily available in stores. Medically designed by 
|. Spiro. certified Orthotist #421 since 1954. 
GUARANTEED: Wear your new Spiro belt for 2 weeks. if you 


don t agree it's the most comfortable belt you've ever worn. ship 
it back for a full purchase price refund. You be the Judge! 


Escape from the ordinary, ORDER TODAY! 





















[  &GiSmai28/34 Med 34/39 Cjig3943 1] 

| Name —_ | 

please print | 

Street__ 2. - E 24 | 
City, State. Zip 





| plus 75¢ postage and handling. Fla Residents add 4% Tax 
| Charge to: (] Master Charge Exp. Date ——————— a 

Ci: BankAmericard Exp. Daê. | 
Signatures ee 


Enclosed is S... for... Thunderbolt Belt(s) at $23.75 each. | 


| Acct. # a PEE 

| Allow 10 to 14 days delivery—NO C.0.D | 
| Make check or money order payable to: | 
| АМС, inc Products Division | 
[5 P.0. Вох 341249, Coral Gables, Florida 33134 d 


Gycle 


MARKET PLACE 








REGULAR CLASSIFIED: COMMERCIAL RATE: 
For firms or individuals offering commercial 
products or services. $2.00 per word. Minimum 
order $30.00. EXPAND-AD CLASSIFIED RATE: 
$3.00 per word. Minimum order $45.00. ILLUS- 
TRATED CLASSIFIED RATE: $70.00 per column 
inch. Must be used in conjunction with either 
Regular or Expand-Ad classified. Frequency dis- 
count: 596 for 6 months; 10% for 12 months paid in 
advance. READER RATE: For individuals with a 
personal item to buy or sell $1.10 per word. 
DISPLAY CLASSIFIED: 1” х 1 col., $105.00; 2" x 1 
col., $210.00; 3" x 1 col., $315.00. Col. width 
2-1/4". Advertiser to supply film positives. For 
frequency rates, please inquire. 


GENERAL INFORMATION: Payment must accompany copy except when ads are placed by accredited advertising agencies. First word in all classified ads set 
in caps. ALL copy subject to publisher's approval. All advertisers using Post Office Boxes in their addresses MUST supply publisher with permanent address 
and telephone number before ad can be run. Ads are not acknowledged. They will appear in first issue to go to. press if received after closing date. Closing 
Date: 3rd of the 2nd month preceding cover date (for example, March issue closes January 3rd). Send order and remittance to Classified Advertising, CYCLE, 


One Park Ave., New York 10016, Attn: Hal Cymes. 





FOR SALE 








BMW 

BMW WITH SIDECAR, R69S completely original, less than 
24,000 miles. Also with tack, saddle bags, fairing, and 
trunk. $1850. Call 1-814-948-5035. M. Anderson, Box 125, 
R.D. 2, Ebensburg, PA 15931. 

DUCATI 
DUCATI SUPER SPORT 750 DESMO, Excellent Condition, 
(913) 628-8962 Evenings. 

LAVERDA 
1976 LAVERDA 750 SF2, titled 1975 (right hand shift). The 
Italian Triumph. Excellent condition. All serious offers con- 
sidered. (415) 731-0962 evenings. 
1975 LAVERDA 750 SFC Cafe Racer — Immaculate. 500 
miles — $2,800. Butera, 316 Brunswick Ct., Streamwood, IL 
60103. (312) 289-4705. 

MUSTANG 
MUSTANG MOTORCYCLE, 1961 Thorobred. 4 speed, 
swing arm, wire wheels, front brake. Excellent condition. 
Best offer over $550.00. (714) 558-7508. 

NORTON 
NORTON COMMANDO 850 1974, stock original excellent 
condition, $1500. P. Mandracchia, 119 Birch Dr., Shrews- 
bury, NJ 07701. (201) 741-7384. 


ROKON 


NEW 1974 ROKON Automatics. $895.00. Carnes Cycle 
Shop, 8459 Foothill, Sunland, CA 91040. 


MISCELLANEOUS 
FREE WHOLESALE CATALOG: Motorcycle, Snowmobile, 
Small Engine, parts, accessories, fiberglass supplies. Man- 
ufacturer's Supply, Box 157-C, Dorchester, WI 54425. 
HONDA 250/305 CB72/77 CL72/77 Tune-up kits. Points. 
Points plate condensers, plugs $7.95 postage included. 
Check, M.O. Discount Honda Parts, 3414 E. Main, Grand 
Prairie, TX 75050. 
RARE MACHINES...Lilac 300 cc, Excellent condition. 
Loads of extra parts. 1948 Simplex Servicycle, some 
spares. Spare parts not sold separately. Reasonable. 
"Lilac", 926 Dorian Court, San Jose, CA 95127. 
CB RADIOS — Police Scanners, Wholesale only!! Send let- 
terhead for lowest prices anywhere. Four Wheeler, 10 CY 
New Scotland, Albany, NY 12208. 
CLASSIC MOTORCYCLE DRAWINGS. Reproductions of 
Vincents, Ariel, BMW, Velocettes, etc. Free Brochures. R. 
Johnson, Box 39373, Los Angeles, CA 90039. 


MOTORCYCLE CALCULATORS 
Circular and Slide Rule Types 
Easy To Use No Math Necessary. 


Miles per Gallon $1.00 
Average Trip Speed $1.00 
Mini-Tach — find RPM/MPH using Overall 
ratio $1.00 
Maxi-Tach — find RPM/MPH plus divide any 
Overall ratio into Primary, Trans. and Final 
ratios. Also divides Final ratio into any 2 
sprockets $1.50 
Slide Tach — do all drive train calculations 
individually $2.00 
Add .50 per order for postage and handling 

MAIL TO: Ed Kelly Enterprises 

Box 22, Thorndale, Pa. 19372 


| patents applied for • dealer inquiries invited 











































































CYCLE INSURANCE 





LOW RATES. Coverage available in many states. Write for 
application. Motorcycle Underwriters, 475-C Main St., Glen 
Ellyn, Ill. 60137. 


ACCESSORIES 





THROTTLE HELPER 
Counteracts throttle spring tension. 
Ends forearm fatigue safely. 
Mounts easily inside most 


7/8” handlebars, $9.88 РРО. 
<i NSNY Info on request. 

х Dealers inquire. 

Give make & model cycle. 


Money back 
guarantee. 
CMB MFG. CO. DEPT. A 
BOX 57, TEMPE, AZ. 85281 





wasting time and money 


Get the all-new, full-color, 324 page 
STEPHEN ALLEN COMPANY 
mail order catalog 
FEATURING all the latest and hard to find bike 
and rider accessories for HONDA, KAWASAKI, 
YAMAHA, SUZUKI. Brands like BELL, DUNLOP, 
LAKEWOOD, K&N SCOTT, PETTY, S&W, PACIF- | 
ICO, MIKUNI and many more plus thousands of 
replacement parts. ORDER NOW! Only $2.50 
(refunded 1st order). Send cash, check, M.O. or | 
BA, М/С no. + exp. date to STEPHEN ALLEN | 
CO., PO 5129, San Jose, Ca. 95150. 





108 HOLES in your disc. Reduce unsprung weight. STOP 
squeaking. Return next day by AIR providing you supply 
certified check or money order — $29.95. RESURFACE 
your scored disc like new — $29.95. Combine resurface & 
drill $49.95 (free info). Bill Bowman, Inc., 2546 Manhattan 
Ave., Montrose, CA 91020. 















TOURING OR SPORT RIDING—Do it in Style! Send dollar 


for brochure and booklet "All About Sidecars’’. Thompson 
Cyclecars, P.O. Box 2C, San Fernando, CA 91340. 





APPAREL 





FINEST QUALITY LEATHER motorcycle jackets, shirts, 
pants, boots, belts, gloves, vests, helmets, raingear. 
World's lowest prices. Immediate delivery. Catalog 25 
cents. Herm's Leathertogs, Dept. C., 701 Northampton St., 
Easton, Pa. 18042. 


CYCLE RIDERS SUNGLASSES& 


Cable earpieces won't let these glasses fly 
off! Strong triple-braced wire frame - Brow Ml 
rest ‘ Carrying case - Full-coverage Bil 
impact-resistant glass lens in choice of Bil 
gray. green, brown, yellow, mirror. or Bil 
polarized. Send only 7.95 for 1 pair, or W 
E 12.95 tor 2, ог 17.95 for 3, postpaid. Fast delivery, 30 day money-back Bl 
Bl guarantee. For Air Mail add .75 per pair, foreign orders add 1.50 per pair. We E 

accept Mastercharge & Bankamericard (copy all numbers on card). For Bil 
E Super-fast service call 1-713-729-3746. Send 1.00 for complete catalog. m 
Ш HIDALGO SUPPLY COMPANY t.8 m 
m Р.О. Вох 35339 Houston, Texas 77035 am 


















WRITE FOR FREE INFORMATION 
P.O. Box 5023 * Santa Barbara, Calif. 93108 








THESE ARE TOTAL PRICES 
WE PAY SHIPPING 


CALIF. RES. ADD 6% TAX 
STATE: STYLE, SIZE (6% - 734) AND COLOR 
SEND CHECK OR MONEY ORDER — NO COD'S 


рЕншң 


$ирег New Style Moto 
R-T MAGNUM STAR 120 STAR 
$32.95 $47.95 $56.95 $56.95 
Orange. Red Silver, White. White or White or 
White or Blue or Orange Orange Yellow 


PARTS UNLIMITED — 13273 GLENOAKS BLVD. 


SYLMAR, CALIFORNIA 91342 (213) 367-1246 





CYCLE TIRES, American made. Save $$. Fast delivery. 
FREE price list. MILLER TIRE CO., R.R. No. 5, Box 223, 
Wauseon, OH 43567. 





We offer more than cafe tanks & solo seats. We send out tank bot- 
toms so you can check fit & petcock location. Seat bases can be 
widened or narrowed to fit the frame properly. We can alter tank 
bottoms to fit an odd frame that our stock tanks won't fit. We 
enjoy our business & part of the fun this year has been helping 
Егу Kanemoto. We recently gave him a hand on his OW-31 fairings 
& a special streamlined fairing for Daytona. We suggest you start 
with our catalog ($1.00 — state make & model) & then call or 
write when you need more info. Check previous issues for 
additional info. 


CYCLE SYSTEMS 


3245 Edward Santa Clara, CA 95050 
Or Call (408) 243-7719 (7 Days — Afternoons Best) 


















CHAPS. Contour Cut to FIT! 
Tall, Big, & Athletic builds - 
satisfaction guaranteed 
since 1954. 


phone: orders 602-266-4861 


NEW! Send 50¢ in coins for 
COLOR PHOTO CATALOG of 
Made. to Measure LEATHERS. 
SHIRTS, JEANS, . JACKETS, 


PAR 


OF ARIZONA 
Dept. 46 


3903 N. 16 St. 
Phoenix 85016 








BUSINESS OPPORTUNITIES 





FREE SECRET BOOK “2042 UNIQUE Proven Enterprises." 
Fabulous “little knowns”. Work home! Haylings-B, 
Carlsbad, CA 92008. 

STUFF ENVELOPES $250 + thousand, supplies. Enclose 
stamped, addressed envelope. Enterprises, Route 1, Box 
263-E5, Pauls Valley, OK 73075. 

NEW LUXURY CAR Without cost. Free Details! Codex-ZZ, 
Box 6073, Toledo, OH 43614. 

BIG MONEY AND ADVENTURE Money Making Opportun- 
ities. $3.00. Cacciatore Enterprises, 3835 Second St., Los 
Angeles, CA 90004. 














CLUBS 





GOLD WING OWNER'S ASSOCIATION. Write for applica- 
tion & sample newsletter. G.W.O.A., Rt. 1, Box 14AA, Eagle 
Creek, OR 97022. 


BMW MOTORCYCLE OWNERS OF AMERICA. 
BMW NEWS MAGAZINE, Patch, Decal, Travel 
Assistance Guide, Dues $10.50. P.O. Box 74K, 
Newark, CA 94560. 





CYCLE PUBLICATIONS 





Road Rider 


The only motorcycle magazine 


published solely for the touring 
rider. $10.00 for 12 issues, or 
send $1.00 for a sample copy 
to: P.O. Box 678, Dept. E, 
South Laguna, CA 92677 








EMPLOYMENT INFORMATION 








WORLDWIDE EMPLOYMENT OPPORTUNITIES. All Occu- 
pations! $10,000 — $50,000--. Free Information! Employ- 
ment International, Box 29217-WR, Indianapolis, Indiana 
46229. 

AUSTRALIA—NEW ZEALAND, WANT YOU!!! 50,000 Jobs! 
Transportation! Latest information, $2.00. AUSTCO, Box 
8489-CY, Long Beach, CA 90808. 








GenParts 


got 'em for you 


WHOLESALE! 


Big Discounts 
ALL NAME BRAND PARTS & ACCESSORIES 
EVERYTHING FOR MOTORCYCLES & VANS 
HONDA-KAWASAKI-SUZUKI-YAMAHA- CHEVY-DODGE-FORD 
Alphabet, Bell, Boge, Carlisle, Hooker, Koni, Mr. Seats, Yuasa & Many More. 
SATISFACTION GUARANTEED-SEND $1.00 FOR ALL NEW CATALOG ТО: 
GenParts, P.O. BOX 600, CHESTER, N.J. 07930 


CALL 
TOLL FREE 


FROM ANYWHERE in U.S.A. 


800-221-7508 


GENUINE HONDA PARTS 
24 HR. MAIL UPS SERVICE 


A. OUR 50th ANNIVERSARY 
State Year, Model, Eng. & Frame Nos. 
Our New Parts & Access. Cat. Avail. Send 
$1.00 for Postage & Handling. $1.50 for Air. 
1845 LINDEN BLVD., BKLYN. 11207 


E 
L N.Y. State CALL: 212-257-0230 
S @ HONDA 


MA C TOLL-FREE p 
PARTS & 


ACCESSORIES 


Op 
SAk; 


NAM 








WEST 
COAST 
SAVINGS 








America's 
Largest 
Phone-Order 
Parts Service 








Bank Americard 
& Master Charge | 
ORDERS FILLED IN 24 HRS. 


р ; -958 М. Maclay 
Allyn's.Honda/Kawasaki 5 Fernando. Calit 





C FORKING BY FRANK 


Fine fork tubes, any length for any 
bike, including stock & under. Engi- 
neered to duplicate the oil circulation 
in stock suspension systems. Pre- 
cision machined to fit & work like 
stock. Freight paid reliable delivery. 








EQUIPMENT AND PARTS 





IF YOU NEED 


PARTS 


Mail Order Service Worldwide. 


Amityville, N.Y. 31701 CYCLE CITY Inc. 
HONDA PARTS 9 »» Mat wortowine 


Call 516-842-5771 
800-645-6066 


(except Ny, Hawan 
Alaska ii 
2 


& 
516.248.5775 
HONDA of MINEOLA 
336 Jericho Tpke., Mineola, М.Ү. 11501 





State Model No., year, frame & engine nos. 
NEW 80pg CATALOG 

& Cycle Sound Record $ 1 

($1.50 by Air Mail anywhere in the world." 








BMW and NSU Motorcycle complete parts and service 
WEST VALLEY CYCLE SALES, P.O. Box 2068, WINNETKA, 
CALIFORNIA 91306. Mailorders handled promptly. 

HONDA MOTORCYCLES AND PARTS ARE CHEAPER IN 
CENTER, TEXAS. Honda parts 1096 off Honda retail prices. 
When ordering parts please give us Model, Year, Frame 
Number and Engine Number. Honda engine high perform- 
ance specialist. HAYDEN HONDA, P.O. Box 829, Center, 
Texas 75935. Phone (713) 598-2330 and 598-2322. 


BSA Parts 


Kawasaki Parts 


SHIPPED SAME DAY 
NORFOLK Box 81, Rte 1A 
MOTORCYCLES Norfolk, MA 02056 

Call (617) 384-7555 


NATION WIDE 
TRIUMPH 


Mail Order Service 
OF WELLESLEY 


184 Worcester St. 
Wellesley Hills Mass ов 
NFIELD Т 


















617 235 9729 








РНОНЕ: 
(213) 286-2550 


Mail Order Parts, Shop Manuals, etc. 
Largest Stock in U.S.A: — Tell us your needs today! 
304 Agostino Rd., San Gabriel, Ca. 91776 











Also tweek bars, springs, boots, kick- 
stands, conversion kits, extended 
speedos, & SAE approved brake 
hoses. 


FRANK'S MAINTENANCE 
& ENGINEERING, INC. 
945 Pitner Evanston, Ill. 60202 
312) 869-6792 


NORTHEAST UNITED STATES' 
LARGEST MOTORCYCLE JUNKYARD 
Hard to Get Parts at Fair Prices 
HIGHEST PRICES PAID FOR 
WRECKS AND PARTIAL CYCLES 


CYCLE SALVAGE, Inc. 


157 Water Street New Haven, CT 06511 
Phone: (203) 624-4315 


















L HONDA la 

с 7 у, 

GO PARTS'R'US * $^ 
• Parts & Accessories e Save Up to 50% 

e Unlimited Quantities e We Stock Obsolete & 
Hard-To-Get Parts • Same Day Worldwide Service 
* Dealer Wholesale Inquiries Invited 
Send $1.00 For Complete Catalog 
PARTS 'R' US 
Box 2575, Muhlenberg Station Plainfield, N.J. 07060 


USED PARTS 


All makes and models. Save up to 50% of retail. 
Many early & late Japanese & obsolete British 
parts in stock. Prompt 1 day service. 
Write Dept. C, 87 Park St.. 
Beverly. Mass. 01915. (617) 922-3707 


“BSA 


PARTS: from ‘47 оп... 











ОТОП) PARTS 


аи MILLIS 
CYCLE 


Route 109 
Closed Sun. & Mon. 


-G.P. Cycle Works. . .4721 Telegraph 


Ауе. . .Oakland, CA 94609 
-(415)658-9844 
-State: Make, Model, Year, I.D. No. 


Millis, MA 02054 
(617) 376-2679 





SUZUKI, TRIUMPH, BSA Parts, Accessories. Fast UPS, 
COD Delivery. Champion Motorcycles, 840 Main St., St. 
Charles, IL 60174. 


KAWASAKI - BMWoo ‘° TRIUMPH 
HONDA - YAMAHA - SUZUKI - GUZZI 


PARTS & ACCESSORIES MAIL ORDER C.0.D. 
FREE FREIGHT ON PREPAID ORDERS 
Machine Work & Speed Work Our Specialty 
Full Crankshaft Rebuilds • Boring • Porting 
Complete Engine Overhaul 


H-1 CRANKSHAFT $ 130.9 


H-2 CRANKSHAFT $ 155.°° 
All Cranks Reconditioned With Exchange Only 
HARD TO FIND BMW ano TRIUMPH PARTS 


Send for Free Catalog • Include $.50 for Handling 


arlington 


1098 Mass. Ave., Arlington, Mass. 02174 -617-648-1300 














меё can 
double the power 
of your four-stroke 


CAN YOU HANDLE IT? Powroll moves 
you up to bigger machine performance at a frac- 
tion of the cost. We can often double your pre- 
sent horsepower . . . which doubles your fun, 
whether it's street, touring, trails or track. 
Powroll warranty-backed power packages do 
exciting things for most popular four-strokes. 
Let's do it for you! 

SEND FOR NEWEST CATALOG 

This high-performance guide helps you pick the 
right components for your needs. Just $2 postpaid. 

























GOVERNMENT SURPLUS 













JEEPS, TRUCKS, Typically From $52.40. . . Automobiles, 
Boats, Motorcycles, Airplanes, Typewriters, Tools, Cloth- 
ing, Sports, Camping, Photographic, Electronics Equip- 
ment ... 200,000 Bid Bargains Nationwide Direct From 
Government ... Low as 2cents on Dollar! Surplus Catalog 
and Sales Directory $1.00 (refundable). National Surplus 
Center, 240 Eastcass-CY, Joliet, IL 60432. 


High-performance results for 
Hondas e Kawasakis e Yamahas 


(JOWROLL 


Box 1206C5 e Bend, OR 97701 © (503) 382-6395 








U.S. GOVERNMENT SURPLUS DIRECTORY. How, Where 


to buy 100,000 items (including Jeeps) ... low as 2 cents 
on dollar! Most complete information available ... $2.00. 
SURPLUS DISPOSAL, Box 19107-WR, Washington, D.C. 
20036. 


All-new from cover to cover! 


Motorcycling's favorite book of 
high performance parts for dirt, 
street and racing machines. We 
offer ordinary-but-vital small 
parts: woodruff keys, metric 
screws, O-rings, fuel filters, car- 
buretor jets (Bing, Keihin and 
Mikuni), spark plugs...essen- 
tial middle-sized products: Bell 
helmets, S&W shocks and 
springs, Webco heads, gas/ 
spring fork kits...and big equip- 


WEBCO 


_ MOTORCYCLE ACCESSORIES 





INSTRUCTION 





LEARN MOTORCYCLE MECHANICS 


in Miami— Chicago or at home 
Write or Call for Information 
AMERICAN MOTORCYCLE MECHANICS SCHOOL 
2840 N. Halsted 


Chicago, Ill. 60657 
312— 329-0771 


13700 NW 19 Bay 14 
Miami, Fla. 33054 
305— 685- 6466 





FERSONALS 





CONDOMS B AIL 


Your choice Of the best mens contraceptives 
Trojans. ribbed Texture Plus with "Pleasure Dots 









ment like our crank trueing ma- Sample Bold 45™ world's first colored condom with textur- 

chine and 12-ton hydraulic press. ing Stimulaand 38 other brands Plain. attractive 

i . 2 package assures privacy Se rvice iS fast and guaran- 
You'll find everything you need to make your motorcycle run, look and teed. Sample pack of 12 condoms, 53 Catalogue 


alore 25€ Over 500,000 satisfied customers. 
Write today: POPLAN, Р.О. Box 400, pept DCYZ-9 
403 Jones Ferry Rd. Carrboro, N.C. 27510 


MAKE FRIENDS WORLDWIDE through international corre- 
spondence. Illustrated brochure free. Hermes-Verlag, Box 
110660/Z, D-1000 Berlin 11, Germany. 


handle better — plus the lubricants, tools and tuning equipment to keep 
it that way — in the 1977 Webco catalog. Get it! 


Bigger and better! 96 pages. Still only $2. 








RECORDS, HI-FI AND ELECTRONICS 





RECORD RATERS WANTED! Anyone qualifies. We ship 
you nationally released LP's to rate. We pay postage and 
handling. You pay nothing for LP's. All you pay is small 
membership fee. Applicants accepted "first come basis." 
Write: E.A.R.S., Inc.. Dept. CY, Box 10245, 5521 W. Center 
Street, Milwaukee, Wisconsin 53210. 


MOTORCYCLE ACCESSORIES 


BOX 429 - VENICE, CALIF. 90291 





SITUATIONS WANTED 
Advertiser’s Index 


Service Page Service 





MECHANICAL ENGINEER — 7 Years Experience In Bear- 


Number Number Number 
РЕА (55) 


Accessory House 

AMC 

American Honda, Cycles... 
American Honda/Cycles ... 


American Honda/Hondaline 
American Honda/Hondaline 


American M/C Institute 
Andrews Products 
Antioch оез Beatie 
BMW....... 

BG Products.. 


Big 4 Distributors ie 


Carlisle ................ E 


Champion 


Charles Atlas . Ce ee 


Chilton .... 

Clinton ......... 
Competition Chemicals .. 
Connecticut Cycle 
Continental 
Crawford House 
Cycle Kamp . 
Daido 

Datsun . 
Denco........ 

Dick's Cycle West.. 
Dodge 

Drag Specialties 
Dunlop 

Paul Dunstall 


155 


28 Kawasaki 

32 Kawasaki 

26 Kawasaki 
Kerker 
Lancer Leathers 
Langlitz Leathers 
Lester 
Lockhart.. 
Malcolm Smith 
Moe's Cycle 
Moto-Guzzi/Premier Motor Corp. 
National Products . 
Nat'l Sys./M/C Repair 
Norton-Triumph .. 
Outrider 
Philip Morris/Marlboro 
Radiator Spec./Gunk 
Reeder, Inc. 
R.J. Reynolds /Winston 
Riders Elite 
Saeng Co. 
S&S Headers 
S&W Eng. 
Shade Tree kien 
Shoei 
Simoniz 
Sony 
STP 
Sunday Leather 
Suzuki Fun Center 
Tandy Corp. 


ing Applications. Seeks Employment — Engineering, 
Sales, Management, In Motorcycle or Related Industry. 
Call (803) 665-2786, or write: CONTI. APT-C2A, Patriot 
Place Apts., Florence, SC 29501. 





MISCELLANEOUS 





IDENTIFICATION Cards, send stamped self-addressed en- 
velope for samples. NIPCOF, 727 North Main, Las Vegas, 
Nevada 89101. 


SLEEP LEARNING. Hypnotic Method, 92% effective. De- 
tails free. ASR Foundation, Box 23429 EG, Fort Lauderdale, 
Florida 33307. 

FREE! Consumer Service Division Catalog. In- 
cludes a wide variety of products associated with 
the special interests of readers of Ziff-Davis mag- 
azines — PSYCHOLOGY TODAY, POPULAR PHO- 
TOGRAPHY, STEREO REVIEW, POPULAR ELEC- 
TRONICS, BOATING, FLYING, CAR & DRIVER, 
CYCLE, SKIING. Send for YOUR free catalog to- 
day. Consumer Service Div., 595 Broadway, 
Dept. CL, N.Y., NY 10012. 


CAR AND DRIVER BUYERS GUIDE 


SAR DRIVER 1977 Find the 1977 car that's right for 
BUYERS CUIDE you in the 1977 Car & Driver 














Dupont ........ Tex-All , Buyers Guide — DETROIT 1977 — 
Eastern Emblem... Trophyland, U.S.A. ү the new car story . . . VANS— 
El Dorado .... United Motor Sales where they're going, what's new 
Fi-Kan ...... U.S. Suzuki : win od 3 DES & 
SS ki ES Driver's uper Tire Tes 
Glide Ride Ue Socal | — STEREOS — What's important in 
Goodyear. U.S. Suzuki. JC эшш buying stereo, КМ adios or you 
Harley- -Davidson/Cycles Universal Underwriters KITS- guide to all turbocharger kits available in 


Harley-Davidson /Cycles 
Harley Davidson/P&A .. 


Harley-Davidson/P&A . й 


Harley Davidson/P&A ... 
Haynes Publishing 
Hodaka.............. 


Honda of Mineola........ B 


Inoue .. 
JML 
Kawasaki . 





VDO 

Vetter . 
Webco . 
Wirges 
Wiseco .. 
Yamaha 
Yamaha 
Yamaha .............. 
Yamaha/YPDI ..... 
Yokohama ........... 
Х0а5а „лын 








the U.S. PERFORMANCE SUMMARY—full run- 
down on every 1976 car tested by C & D... . plus 
new car information on approximately 140 models. 
Order your copy from CAR AND DRIVER BUYERS 
GUIDE, Consumer Service Division, 595 Broadway, 
New York, N.Y. 10012. Enclose $2.50 ($1.95 plus 
55c postage and handling). Outside U.S.A. $3.00. 
postpaid. Residents of Cal., Col., Fla., II., Mich., 
o., N.Y. State, D.C. and Tex. add applicable sales 
tax (postage and handling charges are non-taxable). 





Information Service 


Cycle Reader 
Brochure Service 


Here's a listing of the latest in literature on 
commercially available motorcycle products. 
To receive any of the following materials, 
simply circle the number next to the item on 
coupon at right. Your request will be for- 
warded to the appropriate company. 

Now that it's May, the riding season gets into full 


swing. If you're touring around on your Gold Wing 
and find your gearing is set a bit too high—G.E.M. 
PRODUCTS (101) has a gearset designed with 
you in mind. Their brochure tells all you need to 
know including road test results. While you're 
considering modifications, some things to check 
out are the DUNSTALL ORGANISATION INC.'s 
(102) Power Equipment catalog featuring power 
exhaust systems for most makes and models, or 
you might also look into the muffler and header 
systems from JARDINE (103). Their literature in- 
cludes descriptions and specs. 


Available now is the 37 Moto Morini brochure on 
their standard and sport models from HERDAN 
CORP. (104). It will fill you in on the technical 
specs and give full color pix. In the line of mainte- 
nance products, DRI SLIDE INC. (105) makes a 
group of dry film lubricants that "make metal 
move." Send for their brochure and discover the 
many uses. 
If you'd like to find out about the construction, fit 
and standards set for ARTHUR FULMER’s (106) 
helmets, they are offering a brochure which also 
explains their guarantee. Now that you're looking 
at proper headgear—why not check out some 
attire designed for the comfort and safety of motor- 
cyclists? CALAFIA INDUSTRIES INC. (107) is of- 
fering info on their Magnum Toursuits for warm 
and cold weather and a new line of soft sided cycle 
luggage. Another manufacturer, MOTO WARE 
INT’L (108) has info on their "Plastex Collection" 
. riding suits and boots which they claim are 
impermeable. 
PRODUCT DESIGN CORP. (109) has a new fair- 
ing called the Silhouette which they claim will fit 
every size and type motorcycle 200CC and up— 
simply and affordably. Their flyer tells all. And for 
cross country touring, CYCLE-KAMP (110) has a 
towable fiberglass camper which will sleep two in 
comfort. Enjoy! 


Y Я Е 92 93 94 95 96 97 98 99 100 101 102 103 104 
For any of the above information circle ш; 105 106 107 108 109 n0 111 112-13 UA 15 7118.5 10107 
118 


propriate number on a coupon at right! 


Here's how you can get additional information concerning products and services 
advertised in this issue, the New Products Editorial Section, and the listing on this 
page: 

1. Clip one of the coupons. Print, or type, your name and address as 
indicated. Be sure to include Zip Code. 

2. Please circle the number on the coupon which corresponds to the 
number at the bottom of the advertisement, New Product listing, or 
next to the item in our brochure listing on which you wish further 
information. 

3. Enclose 25é to cover our processing costs. Your name will be for- 
warded to each company from whom you have requested further 
information: Listed companies will mail out literature as they deem 
appropriate. 

4. Mail Coupon and 25éto: Cycle 

P.O. Box 2904 

Clinton, lowa 52732 

Б. Allow 4 to 6 weeks for receipt of literature and information. 


[oe aa SEE ry Bae eT 
CYCLE, "PO. i Box 2904, 2904, Clinton, lowa 52732 Don't Forget ¢ 
EXPIRES JULY 31,1977 CC 5/77 A Quarter 2 5 
For Processing 














Name 
| Address. 
City | 
State Zip Code 
For information on items circle numbers below. С 
2 3 4 5 6 7 8 9 10 11 12 13 
15 16 17 18 19 20 21 22 23 24 25 26 
27 28 29 30 31 32 33 34 35 36 37 38 39 
40 41 42 43 44 45 46 47 48 49 50 51 52 
53 54 55 56 57 58 59 60 61 62 63 64 65 
66 67 68 69 70 71 72 73 74 75 76 77 78 
79 80 81 82 83 84 85 86 87 88 89 90 91 
93 94 95 96 97 98 99 100 101 102 103 104 
106 107 108 109 110 111 112 113 114 115 116 117 
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О Please send me 12 issues of Cycle for $3.99 and bill me. 


CYCLE, P.O. Box 2904, Clinton, lowa 52732 Don't Forget ¢ 
EXPIRES JULY 31,1977 CC 5/77 A Quarter 5 
For Processing: 

































Name 
Address - | 
City 
State ZipsGode zs; woes 
For information on items circle numbers below. B 
1 2 3 4 5 6 7 8 9 10 11 12 1з 
14 15 16 17 18 19 20 21 22 23 24 25 26 
27 28 29 30 31 32 33 34 35 36 37 38 39 
40 41 42 43 44 45 46 47 48 49 50 51 52 
53 54 55 56 57 58 59 60 61 62 63 64 65 
66 67 68 69 70 71 72 73 74 75 76 77 78 
79 80 81 82 83 84 85 86 87 88 89 90 91 
92 93 94 95 96 97 98 99 100 101 102 103 104 
105 106 107 108 109 110 111 112 113 114 115 116 117 
119 120 О Please send me 12 issues of Cycle for $3.99 and bill me. 
GC SSS LEX aaa ato 

















CYCLE, P.O. Box 2904, Clinton, lowa 52732 Don't Forget ¢ 
EXPIRES JULY 31,1977 CC 5/77 A Quarter 
For Processing 
Name = 
Address e | 
City 
State $ Zip'CodeZ — Xx eT чы 
For information on items circle numbers below. A 
1 2 3 4 5 6 7 8 9 10 11 12 13 
14 15 16 17 18 19 20 21 22 23 24 25 26 
27 28 29 30 31 32 33 34 35 36 37 38 39 
40 41 42 43 44 45 46 47 48 49 50 51 52 
53 54 55 56 57 58 59 60 61 62 63 64 65 
67 68 69 70 71 72 73 74 75 76 77 78 


80 81 82 83 84 85 86 87 88 89 90 91 















119 120 Please send me 12 issues of Cycle for $3.99 and bill me. 
— ee ee 








пеше 


Baubles, Bangles and Bright Shiny Chrome 


NGK Plug Guide: NGK Spark Plugs has 
made available:a new business-end ap- 
pearance guide that might help you es- 
cape from the clutches of that terrible 
syndrome, "Tuner's Guess." It measures 
only four inches square (it fits anywhere) 
and contains 29 full-color pages of spark 





plugs in various stages of ill health, plus a 
wealth of information dealing with what to 
look for and where to look for it down 
there in Insulatorville. For a buck you get 
the booklet and two NGK racing decals. 
Write to NGK, 1652 West 240th Street, 
Harbor City, Calif. 90710. 

CIRCLE NO. 1 ON READERS SERVICE PAGE 


Hey, Fella, Got a Match? |f you've in- 
vested $6.00 with M/C enterprises you 
won't have to avert your eyes in disgrace 
and shuffle your boots against the dust. 
Instead, you can answer in the affirmative, 
pop in your knurled cigarette lighter nob, 
and seconds later, Presto! a bright elec- 





tro-ember will emerge at the business end 
of your chrome-plated tobacco-igniter. 
Mounts anywhere on your bike. Write 
M/C Enterprises, 7726 Deering Avenue, 
Canoga Park, Calif. 91304. Tell 'em Cycle 
sentcha. 

CIRCLE NO. 2 ON READERS SERVICE PAGE 
160: 


What's Liquid Moly? Beats the devil out of 
us, but Torco adds the stuff to its racing 
oils and that's enough to make us think 
well of it. We use a lot of Torco oil, and 
there's a lot to use: two-stroke oils for 
automatic-injection systems or premix; 
synthetic two-stroke oils of an all-purpose 
nature; straight- and multi-viscosity oils 
for your four-stroker's crankcase; gear 





oils; fork oils in four different viscosities; 
and a thick assembly oil that's as good for 
chains as anything we've found. You 
should be able to get Torco's slippery 
stuff at some local, friendly motorcycle 
shop. If you can't, complain by writing to 
the Torco Oil Company, 12247 Lakeland 
Road, Santa Fe Springs, California 90670. 
CIRCLE NO. 3 ON READERS SERVICE PAGE 


Pass 'Em Off At The Head: Denco's line of 
go-fast hardware for Kawasaki's now in- 
cludes a four-into-one exhaust system for 
the KZ650. The individual pipes have 
been arranged so their lengths are equal, 
and "tuned" for power. The pipes lead 
into a collector, then the exhaust goes 
through a single muffler. The system is 





routed so it doesn't interfere with oil and 
oil filter changes, and permits using the 
standard side and center stands. Avail- 
able in black ($129.95) or chromium- 
plated ($149.95) from Denco Industries, 
4480 E. Enterprise Street, Fremont, Cal- 
ifornia, 94538. 

CIRCLE NO. 4 ON READERS SERVICE PAGE 





Beach Bar: No, it isn't a bar on the beach, 

nice as that'd be. It’s a new spill bar 

designed by Krauser and sold by Bob 

Beach to fit GL1000s and BMWs. It costs 

around $59 (per pair), comes in chrome or 

black, goes on easily, and is supposed to 
= —— 


d = 
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absorb the most severe shock before 
yielding and protecting your bike from 
frame damage. Write to Beach at 2668 W. 
River Parkway, Grand Island, NY. 14071 
or call 716-773-4960. 

CIRCLE NO. 5 ON READERS SERVICE PAGE 


Give Us a Brake: OK, says Shelby-Dowd, 
here’s a brake. Better yet, here’s a com- 
plete brake kit, designed to accommodate 
Shelby’s new rear Daytona one-piece 
wheel. The master cylinder and dual- 
piston caliper are both magnesium Gri- 


SN = 
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meca units; the rest of the hardware is 
manufactured in the US. No drilling or 
welding is necessary to install the brake 
kit. Contact Shelby-Dowd Industries, 
19021 S. Figuera Street, Gardena, Calif. 
90248. 
CIRCLE NO. 6 ON READERS SERVICE PAGE 
CYCLE 








tar cigarettes I айел И 
inston Lights. I 
e important, Winston. 
Winston Lights are for. real. 


Warning: The Surgeon General Has Determined 
That Cigarette Smoking Is Dangerous to Your Health. 
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Ever wonder why 
Vetter is always 
the first to do it right? ` 


It’s a matter of dedication. Others make fairings for a 
living, but Craig Vetter literally lives to make fairings. It’s 
the consuming interest of his life and he’s better at itthan 
anyone else. 


Consider the remarkable Windjammer SS. It has standard features, 
such as the integral Leading Edge Lights incorporating both turh 
signals апа running lights, that would never have even occurred to 
our competitors. Why? They build what they think they see us build. 
They’re always one step behind. 


Vetter developed the first successful frame-mounted fairing. Vetter was the  : 
first to use ABS instead of brittle fiberglass, the first to offer running lights, ~ 
a Vibration Isolated Instrument Module, lowers, SNAP Vents. In fact, X 
can you name any fairing innovation that did not come from Vetter? 


Now there is another. The remarkable Windjammer SS with 
equally remarkable features. It’s expensive. But the best of 
anything always is. 


See your authorized Vetter dealer and find:out what 
the next generation of fairing innovations is all about. 


The first to do it right 


Vetter Fairing Company 
Rantoul, 111. 61866 e 217-893-9300 
© 1976 Vetter Fairing Company: | 


AMA (Mic) x 


ptio ral Built-in Horns. 23 New Standard Adjustable Headlight. 

ehe ‘Windjammer SS can be fitted with the Тһе Windjammer SS comes standard with a 

% industry" S first high-mounted, forward-facing ,/newly-designed headlight that can be adjusted 

dual tone horns. The same ás. found ori big/ up or down 8° by turning the conveniently- 

‚ luxury, cars, they let you sound off with incred- located knob. Your light can always be properly 

ible authority. Mounted behind the gills, you: aimed even when carrying a passenger. 

;can't see them, but EREN else will i m г ELA | 

‘hear them. te 2 : Specifications subject to change without prior notice. 
ш, ; CIRCLE NO. 24 ON READER SERVICE PAGE. / 





} , 4 l 
i Rom | 


